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PREFACE. 



The present edition has been entirely rewritten in order to 
bring the subject fully up to date, for the changes in bridge 
design during the past eight years have been remarkable. The 
rapid increase in live loads on the principal railroads in this 
country has necessitated an unusually large amount of new 
construction to replace the old bridges, which were designed 
for much lighter traffic. The extensive scale on which this 
work had to be done led to a general revision of specifications 
and to careful attention to the design of details so as to secure 
greater stiffness as well as strength in the new structures. 
These changes include the introduction of some new forms of 
details; the elimination, as far as practicable, of adjustable' 
members; the entire superseding of wrought iron by steel; the 
substitution of riveted trusses for pin-connected trusses in the 
shorter spans ; and increased care in designing the joints so as 
to reduce the secondary stresses to a minimum. 

In the descriptions of the details of plate-girder and truss 
bridges, introduced in Chapters VI, VIII, and XI, only those 
are given which may be properly claimed as standard in the 
best recent practice. Special attention is called to the new 
feature of carefully selected references to engineering periodi- 
cals where more extended descriptions and applications of 
various details may be found. 

The designs in Chapters VII, IX, and X are new, being 
made in accordance with the latest specifications and most 
approved practice. As stated in the preface to the iirst edition, 
the subject fs presented "both rationally, as an application of 
the principles of mechanics, and practically, as an illustration 



143 111 

i;q.i..cdi,Gooi^le 



of modern economic construction. Since probably more than 
ninety percent of all bridges are those resting on two supports, 
this volume is confined to that class. For a beginner the study 
of bridge design should be largely that of proportioning details 
according to given specifications, and simple bridges furnish 
these in endless variety." 

Grateful acknowledgments are due to many railroad and 
bridge engineers for kind assistance : to Ralph Modjeski and 
E. H. McHenry for permission to reproduce three sheets of 
standard plans; to J. A. L, Waddell for permission to reprint 
the larger portion of his specifications for steel railroad bridges 
for simple spans; to C. C. Schneider, J. E. Greiner, W. J. 
WiLGUS, W. A. PaATT, F. W. Skinner, and A. F. Robinson 
for photographs and drawings ; to Engineering News and 
Engineering Record for permission to reprint those illus- 
trations which are marked with their respective names; to 
Thaddeus Merriman for the chapter on Bridge Shops and 
Shop Practice ; and to F. O. Dufour for the chapter on the 
Design and Detailing of a Highway Bridge. 

A comparison with the third edition shows that the number 
of pages has been increased from 316 to 374, and the number 
of cuts from 57 to 149, of which 20 are full-page illustrations; 
the number of folding plates is the same, but all of these are 
new. In rewriting the volume, it has been the constant aim of 
the authors not only to give the latest details of modern bridge 
practice, but also to set forth the reasons for such practice in 
a manner especially adapted to the needs of students and young 
engineers. 

March, igo& 
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BRIDGE DESIGN. 



HISTORY AND LITERATURE. 
Art. I. Evolution of Girder Bridges. 

All bridge structures may be divided into three classes, Beam 
Bridges, Suspension Bridges, and Arch Bridges. Beam bridges 
exert only vertical pressures upon the abutments or piers, sus- 
pension bridges exert a horizontal pull, and arch bridges exert a 
horizontal push in addition t« the vertical pressures. Beam 
.bridges include simple bridges, drawbridges, continuous bridges, 
and cantilever bridges. A simple bridge is one resting upon 
two supports ; and probably over ninety percent of all bridges 
are of this kind. Parts I, 11, and III of this work are devoted 
entirely to simple bridges, while the other forms are discussed 
in Part IV. 

Simple bridges are of two classes, girder bridges and truss 
bridges. A truss bridge is one whose floor is supported by two 
or more frameworks, called trusses, each consisting of two 
chords, which are connected by bracing. A girder bridge, on 
the other hand, has its floor supported by solid or built-up 
beams. A wooden beam, a rolled I-beam, and a plate girder, 
formed by riveting angles and plates together, are examples of 
girders. Girder bridges are used for short spans, usually less 
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2 HISTORY AND LITERATURE. CHAP. I. 

than lOO feet, .while truss bridges are used for longer spans, 
and sometimes for spans as short as 50 feet. 

Probably the first bridge was merely a tree-trunk that had 
fallen over a brook ; later, several trees or logs placed side by 
side, and covered perhaps with brush and earth, formed a 
structure of greater convenience for the trafBc of semi-civilized 
people. When the stream was too wide for a single span, a 
rude pier of piles or stones was built to support the ends of 
logs extending from it to the shore. Several piers of this kind 
were built for still wider streams, and thus arose the trestle 
structure, in which each span consisted of simple beams. The 
oldest wooden bridge on record, the famous " Pons sublicius," 
built across the Tiber, at Rome, about 650 b.c., is believed to 
have been of this kind, as also was the bridge built by C«sar 
over the Rhine in 55 b.c. 

Little progress beyond the simple wooden beam was made 
until the early part of the nineteenth century, when cast-iron 
beams began to come into use. It was then soon recognized 
that the depth of the beam was a controlling factor in its 
strength, and that the greatest economy of material resulted by 
forming the cross-section so that the upper and lower parts 
should be thicker than the middle part. Thus arose the flanges 
and the web of a girder, the flanges carrying the greater part of 
the horizontal stress, while the web served mainly to hold the 
flanges together. Such cast-iron beams, with ±, U, and [] sec- 
tions, were used before 1840 for bridges on many English rail- 
roads, the longest span of a beam cast in one piece being 46 
feet, These bridges, however, proved unsatisfactory on account 
of the low tensile strength and unreliability of the metal. 

The first wrought-iron rolled beams were made in England 
about 1S20 for railroad rails, and their use for other purposes 
slowly increased in both Europe and America, so that, by 1S75, 
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Art. I EVOLUTION of girder bridges. 3 

I-beams up to 15 inches in depth were obtainable. Since 1890 
medium steel has rapidly replaced wrought iron, so that now all 
I-beams are rolled of this material, and sizes up to 20 inches in 
depth and 30 feet in length are readily found in the market. 
Many deck bridges of 30 feet span or less have been built with 
such beams, and they also are extensively used for the floors of 
buildings and bridges. 

About 1850 built-up plate girders, formed by riveting angles to 
a solid web plate, began to be used in Europe, and later were 



FiB.1. 

introduced into this country, where they are now extensively 
employed for spans ranging from 30 to 100 feet. Fig. i, from 
a photograph, shows the plate-girder bridge of 80 feet span, 
built in 1892 at Ithaca, N. Y., on the Delaware, Lackawanna and 
Western Railroad. The largest spans of plate-girder bridges 
are from 120 to 140 feet in length, the depth of the girders 
being about 12 feet. They are stiffer than truss bridges, and 
the shorter spans have advantages in erection, as a girdct may 
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4 HISTORY AND LITERATURE, ChAP, I, 

be made entire in the shop and swung into place by a derrick, 
the only field-riveting required being that necessary to connect 
the girders by lateral bracing. 

A tubular bridge is a girder structure with its sides formed of 
plates and stiffeners, and its top of channels, angles, and plates, 
all being riveted together so as to form a closed tube. This 
type originated in England about 1840, and in 1850 Stephenson 
built the great Britannia bridge in Wales on this plan, the tube 
being 25^ feet high and 13I feet wide inside, and there being 
four spans, two of 230 feet and two of 460 feet. The Victoria 
bridge over the St. Lawrence River at Montreal, completed in 
1859, was of this type, but it was replaced in 1898 by a truss 
structure. These tubular bridges, though stiff, were unneces- 
sarily heavy, and accordingly very expensive, and the passage 
through them was like that through a tunnel. All experience 
indicates that the girder system of construction cannot be eco- 
nomically applied to bridges of long span, 

A lattice truss, or lattice girder, as it is sometimes called, 
consists of flanges formed like that of the plate girder, but with 
the solid web replaced by flat, diagonal bars. The Warren 
truss, with a double system of web bracing (Part I, Art. 64), 
originated in England 
K,\y W ' ^ yV ,>.,/ V .-' W V .-■ \A abo"* ^^4°, and it may 
iA^^^2SA2S«Cvi;^2^vl^^ be regarded as being an 
a i^cdtfghii I m attempt to economize 
material by removing un- 
necessary parts of the web. This was a step in the right 
direction, as the web stresses were thereby more closely deter- 
minate than before. But, as will be seen in the following 
articles, greater precision regarding stresses and greater econ- 
omy in material have been attained by discarding the double 
set of diagonals, and using only a single system of bracing to 
connect the chords. 
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Art. 2. TRUSS design prior to 1800. 5 

Art. 2, Truss Design prior to 1800. 

Bridge design prior to the year 1800, and indeed for many 
years after, was almost wholly empirical. Arch tridges of stone 
had been successfully built since the time of the Romans, and 
structures of timber were used for roofs and often for bridges, 
but the true idea of a bridge truss and of the functidns of its 
members was not fully understood until near the middle of the 
nineteenth century. About 1830, owing to the introduction and 
development of railroads in both Europe and America, bridge 
construction assumed an importance never before known. In 
Europe the main line of evolution was based upon the metal 
girder, as described in the last Article. In America, however, 
the evolution was along the line of the truss, starting with 
timber and gradually developing into structures of iron and 
steel. A truss is a framework whose members are so arranged 
that they are subject only to longitudinal stresses of tension 
and compression. These members should be arranged in tri- 
angular figures so that no distortion of the structure can occur 
without bringing the proper stresses into action, and the applied 
loads should preferably be concentrated at the joints (Part I, 
Art. 23). The simple truss, supported at its two ends, is the 
one whose history is now to be considered. 

The king-post truss shown at a in Fig. 3 may be supposed 
to be the origin of all modem bridge trusses. Prior to rSoo, 
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however, the principal line of development was that indicated 
by the diagrams b and c. On this plan many wooden bridges 
were erected during the seventeenth and eighteenth centuries. 
There were two chords, usually with a high camber, connected 
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6 HISTORY AND LITERATORE. ChAP. I. 

by vertical timbers acting as ties to support the floor which 
was placed along the lower chord. From the top of each 
vertical ao inclined brace was carried to the nearest abutment 
and the tops of' the corresponding pairs connected by a strain- 
ing beam. True truss action as we now understand it scarcely 
existed, the main idea being to carry each load to the abut- 
ment by'the shortest route. This was a simple plan, but it 
proved uneconomical on account of the long braces whose 
stresses increase both with their length and the angle of in- 
clination to the vertical. On this plan was built, in 1760, by 
Grubenmann, a timber bridge near Baden, which had the great 
span of 366 feet, and which exhibited much skill in carpentry. 
The secrpt of economical and efficient truss arrangement lies 
in the panel system, which may be regarded as having been 
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developed from the king-post truss in the manner shown in 
Fig. 4, where d is derived from a by the addition of a panel on 
each side, and ^ from d in like manner. This system was first 
used by Palladio, an Italian architect, about 1570, but it pro- 
- duced Httle or no influence on methods of construction, until it 
was rediscovered and used in the United States near the close 
of the eighteenth century by Theodore Burr. The Burr truss 
may indeed be called the parent of nearly all the forms of 
bridge trusses now used in this country. Although so defective 
from the lack of counterbraces that it generally required the 
assistance of an arch to stiffen it under rolling loads, yet as it 
contained the sound principle of economy in a constant angle 
for the inclined members its panel system was transmitted to 
the Long truss, the Howe truss, and later to many other forms 
(Part I, Art. 25). 
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Art. 3. PROGRESS from i8cx) to 1850. 7 

Concerning early timber bridges, as also for other valuable 
historical and descriptive matter, the student should consult 
Cooper's AmeHcan Railroad Bridges, 1890, the article Bridge 
in the EncyciopEcdia Britannica, and the article Bridges in 
Johnson's Universal Cyclopxdia, 1897. 

Art. 3. Progress from :Soo to 1850. 

Near the beginning of the nineteenth century many wooden 
bridges were erected in the eastern and middle states by 
Theodore Burr and by Timothy Palmer, both of whom used 
the panel system. Palmer's bridges generally combined the 
action of the truss and the arch in one structure, the lower 
chord being highly cambered, while Burr used the arch merely 
as auxiliary to the truss. . The oldest truss bridge now standing 
in the United States is that built by Burr at Waterford, N. Y., 
in 1804, which is of hewn yellow pine, having four spans of 
154, 161, 176, and 180 feet in the clear. Illustrations of this 
bridge and of one built by Palmer at Easton, Pa., in 1805 are 
given in Cooper's American Railroad Bridges. Wernwag's 
great bridge of 340 feet span, built at Philadelphia in 1812, also 
deserves notice as a splendid example of early engineering 
work ; the double diagonal bracing in its panels showing that 
probably its builder had considered the distorting action of roll- 
ing loads. 

The lattice truss introduced by Town about 1820 consisted 
of planks pinned together, and was important only on account 
of ease of construction. In 1830, however, a radical advance 
was made in the true principles of truss arrangement through 
the introduction of panel counterbraces by S. H. Long. In 
a pamphlet published by him in 1836 the function of counter- 
braces in preventing the distortion of the panels under rolling 
loads, and also their use in stiffening the truss when keyed up 
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8 HISTORY AND LITERATURE, ChAP, I. 

SO as to be under initial stress, is clearly recognized. Wooden 
Long trusses were erected on the Baltimore and Ohio Railroad 
as well as many for highway service. 

In 1840 William Howe patented a combination truss having 
wooden chords and web diagonals and wrought-iron vertical 
ties, which has since been extensively used. Each panel had 
counter as well as main struts, both butting against cast-iron 
angle blocks. Many important bridges were built on this plan 
prior to 1850, the most notable being that over the Susquehanna 



at Havre de Grace, Md., which had thirteen spans of 250 feet 
each and a draw span of shorter length. The Howe truss is 
still in common use in localities where timber is cheap, and for 
short spans and light traffic it often makes an efficient and eco- 
nomical bridge. Fig. 5 shows a Howe truss bridge of several 
spans over the Stanislaus River, near Riverbank, Cal., and on 
the Atchison, Topeka, and Santa F^ Railway. 

In 1844 the Pratt truss was introduced. In this a radical 
departure was made in the arrangement of the web members. 
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lO HISTORY AND LITERATORE, ChAP. I. 

the timber verticals being made to take compression, and the 
iron diagonals to take tension. This was a move in the direc- 
tion of economy, since the length of the struts was decreased 
and thus the necessary cross-section somewhat diminished. 
Although at first built as a combination bridge, it never 
attained great popularity in this form, but soon after 1S50 it 
began to be constructed entirely in iron, and in this form it 
has probably been more extensively used than any other form 
of truss. Fig. 6 shows a Pratt truss bridge of two spans, 
each 172^ feet long, erected in 1901. 

Few iron structures were built in the United States prior to 
1850, the first one being a span of ^^ feet erected in 1840 over 
the Erie Canal, which was formed of cast-iron girders strength- 
ened by wrought-iron rods. About the same time Whipple 
built a truss with a curved upper chord of cast iron and a 
straight lower chord of wrought iron, forming the bowstring 
truss, A Howe truss in iron was introduced in 1844, and the 
Rider iron truss with a multiple web system was first built 
about 1847, but neither came into general use, and some that 
were built failed. 

The first rational discussion of the determination of stresses 
and proportioning of cross-sections of truss members was pub- 
lished in 1847 at Utica, N. Y., by Squire Whipple under the 
title A Work on Bridge Building, in which are given methods 
of computing stresses due to dead and hve loads, investigations 
as to the angle of economy for web bracing, with plans and 
details of the bowstring truss and of the double system Pratt 
truss, .since known as the Whipple truss. Whipple was tar in 
advance of his time in rational views of economic truss design, 
but the circulation of his book was small, so that its influence 
was not fully exerted until several years after publication. He 
also built over twenty bridges on his plans which gave good 
service for many years. Squire Whipple is justly regarded 
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Art. 4. 



TRUSS EVOLUTION SINCE 185O. 



as the father of American rational bridge design. Drawings of 
bridges built between 1840 and 1850 may be seen in Duggan's 
Stone, Iron, and Wood Bridges of United States Railroads, 
1 850; and also in Haupt's General Theory of Bridge Con- 
struction, 1851. 



Art. 4. Truss Evolution since 1850. 

The modem bridge truss is the result of an evolution or devel- 
opment in the sense that it exhibits those features which expe- 
rience has found to be most economical and stable. Forms 
costly or unsafe have disappeared, while those cheap and 
strong have remained in use. Thus, the panel system has sur- 
vived, while the method of transferring loads directly to the 
abutments by long braces, as seen in Fig. 3, has gone out of 
use. The Bollman truss, introduced soon after 1S50, was an 
instance of the application of that erroneous principle, but it 
could not be built for spans greater than 160 feet, and even for 
shorter spans it was unable to compete in economy and stability 
with trusses of the panel system. The Fink truss (Part I, Art. 
S3) is another example of the use of that principle, and it too 
has disappeared. 

The Whipple truss (Fig, 7) is an instructive instance of a 
form which was extensively used from 1850 to 1885, even for 
the longest spans, but which now is no longer built. This has 






¥k 



all the advantages of the Pratt type as regards the use of ver- 
tical compression members in the web, and also by the double 
system of webbing the panel points are brought nearer together, 
thus decreasing the length of the stringers, which for long 
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spans is a matter of importance. Stringers longer than 25 feet 
make an expensive floor; and this limits the economic depth of 
the Pratt truss to about 30 feet, and the span to about 300 feet, 
since it is not advisable to make the depth less than one tenth 
of the span. With the Whipple truss, however, using the same 
angle for the bracing, the depth of the truss can be doubled, 
and the span thus be economically increased. Many long 
bridges have been erected on this plan, among which may be 
mentioned the Si5-feet span of the Ohio River bridge at Cincin- 
nati, completed in 1877, and which at that date was the longest 
truss span ever erected. The Whipple truss began to go out of 
use merely because it was found to be more economical to sup- 
port the floor beams by short sub-verticals attached to a single 
system of bracing than by the use of a double system, and 
because the single system is always more reliable and deter- 
minate in respect to stresses. The Post truss (Part I, Art. 55) 
is another example of a form once popular and now no longer 
in use. 

The Warren or triangular truss was built with both single 
and double systems of webbing, hut with a single system it 
afforded opportunity for the support of intermediate floor beams 
in a panel by the use of independent vertical members. In 1869 
the channel span of 390 feet over the Ohio at Louisville was 
built on this plan, and in 1885 the 525-feet span at Henderson. 
This plan has been found advantageous because simplicity of 
truss action is secured, the only apparent disadvantage being 
the use of long inclined compression members in the webbing; 
in accordance with the law of evolution the former of these 
tends to be perpetuated and the latter to disappear. 

At the present time the Pratt truss is most generally used for 
short spans. The Baltimore truss {Fig. 8) is used for both short 
and long spans ; it possesses all the advantages of the Pratt, and 
in addition that of supporting intermediate floor beams by the use 
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TRUSS EVOLUTION SINCE 185O. 



of sub-verticals. The modified bowstring truss, shown in Fig. 9, 
uses the same idea, and here is gained the important advan- 
tage that the stresses in the chords are rendered closely uni- 
form, as also those in the webbing. These elements combined 




have rendered this form applicable to the longest simple trusses, 
the longest of all being in the great spans of 542J feet built 
over the Ohio at Cincinnati in 1888 and of 546^ feet at Louis- 
ville in 1893. Fig. 10 shows one span, 533 feet long, of the 
Delaware river bridge of the Pennsylvania Railroad, built in 
1896. 

To recapitulate, the principles which should control the ar- 
rangement of a simple truss are the following : first, the panel 
system whereby the inclined members in the webbing are kept 



at approximately the same angle; second, the use of counter- 
braces to prevent distortion under a rolling load ; third, that 
compression members should be made as short as possible ; 
fourth, that a single system of webbing is always preferable, 
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and that intermediate floor beams may be supported when neces- 
sary by the use of independent verticals ; and fifth, that the 
form of the truss should be such that the stresses in members 
of the same kind may be approximately equal. 

In addition to the references at the close of Arts. 2 and 3 
the following may be noted as treating of the development of 
trusses : Bridge Superstructure, a committee report in Trans- 
actions of American Society of Civil Engineers, 1878, Vol. 
7t PP- 339-368; an Address by Joseph M. Wilson in Pro- 
ceedings of the Engineers' Club of Philadelphia for 1889, Vol. 
7, pp. 65-104; The Evolution of the Modern Bridge by 
Charles D. Jameson in Popular Science Monthly, Feb. 1890, 
pp. 461-481 ; and the Evolution of Bridge Trusses by Mans- 
field Merriman in Railway Age for May 19, 1893, VoL 
18, pp. 381-393- 

Art. s. Materials used in Bridges. 

Prior to 1840 wood was the material used in this country for 
bridge construction. Great skill in carpentry was developed to 
devise the joints, mortises, keys, and other connections, although 
little was known regarding the strength of the timber or the 
rational principles of designing the proportions of the parts. 
The Howe truss combined the use of wood and iron in a most 
simple and successful manner, wrought-iron adjustable tie rods 
being used for the vertical members of the web, while the wooden 
diagonals butted against cast-iron angle blocks. In the original 
Pratt truss, cast-iron joint connections were also employed, 
through which the wrought-iron diagonal ties passed. The first 
bridges wholly in iron had the compression members of cast iron 
and the tension members of wrought iron, this being", as Whipple 
advocated, the best theoretic combination, since cajt iron is high 
in compressive and low in tensile strength. Wrought iron, more- 
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over, was high in price, and could then scarcely be obtained 
except in the form of simple rods. 

Bridges of cast and wrought iron were built extensively until 
about 1870, and many of short span since that year; but the 
numerous failures of the cast-iron parts led to the gradual substi- 
tution of wrought iron. Probably the first bridge in which both 
compression and tension members were made of wrought iron 
was that erected on the Lehigh Valley Railroad at Mauch 
Chunk in 1863, but in this cast-iron joint connections were used. 
Gradually but surely wrought iron displaced cast iron, both for 
truss members and for joint details, so that by 1875 cast iron 
was regarded as a material wholly inappropriate for use in 
bridge structures for railroad purposes, and the period of 
wrought-iron bridge development was at its height. But about 
this time steel began to be introduced. 

The first extensive application of steel was in 1873 in the 
arches of the great St. Louis bridge, and later it was used in 
the trusses of the Brooklyn suspension bridge. In ordinary 
trusses it was at first employed in the form of eye-bars for ten- 
sion members, and then for the webs of floor beams. But im- 
provements in the methods of manufacture soon followed, so 
that by 1890 angles, beams, channels, and other shapes of 
medium or mild steel were easily obtainable in the market at 
the same price as those of wrought iron. This structural steel 
closely resembles wrought iron, but its strength is about ten 
or fifteen percent higher, and hence in 1900 it had entirely 
replaced wrought iron in bridge construction. 

The average life of iron or steel railroad bridges is probably 
not far from twenty years, although under heavy traffic many 
are replaced after fewer years of service. They are liable to 
corrode from atmospheric influences and from the gases from 
the locomotives, while rivets and other connections are worn 



^dovGoot^lc . 



l6 HISTORY AND LITERATURE. ChAP. I. 

and loosened under the frequently repeated stresses and shocks. 
Bridges built twenty years ago are now generally unable to 
carry the heavier rolling stock with a proper margin of security. 
Hence a metallic structure cannot compete with stone with 
respect to durability, and accordingly many roads are replacing 
short spans by arches of stone. The cheapness of iron and 
steel, however, generally renders metallic structures more eco- 
nomical in spite of their shorter life, and of course for long 
spans 'no other materials are available. 

Some interesting notes by Squire Whipple on early iron 
bridges will be found in Railroad Gazette, April 19, 1891. 
A historical paper on steel manufacture in America by W. F. 
DuRFEE is given in Popular Science Monthly, Oct. 1891, 
pp. 729-749. See also Cooper's American Railroad Bridges, 
originally published in Transactions American Society of Civil 
Engineers for 1889, Vol. 21, pp. 1-28. 

Art. 6. Joint Connections. 

The members of the early wooden bridges, such as the Burr 
truss and the Long truss, were connected together by means of 
joints devised especially for timber structures. The iish and 
scarf joints employed in the chords are still used in the Howe 
truss and in other wooden constructions, but most of the 
special devices of shoulders, mortises, and keys now exist only 
in a few isolated examples. 

The combination trusses which next followed, like the Howe 
and Pratt, employed the method of screw connections to join 
the webbing to the chords. In the Howe truss the several 
pieces of the chords were bolted together laterally, and con- 
nected longitudinally by fish joints so as to form one continuous 
member, but the web struts butted against angle blocks and 
were held in place by screwing up the vertical iron tie rods. 
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The Pratt truss in its early forms had wooden chords upon 
which was placed at each panel point a cast-iron joint block, 
and through this passed the diagonal iron ties which terminated 
in screws and nuts by which the whole was held in place. This 
method was also extensively used in the Pratt trusses huilt of 
cast and wrought iron, and many special forms of screw con- 
nections were devised and employed. In general, however, 
most of these screw joints have gone out of use, on account of 
the greater cheapness and reliability of the methods of riveted 
and pin connections. 

The riveted system of connections is the prevailing method 
of construction in Europe, but in this country it is mostly lim- 
ited to plate girders and to lattice trusses less than 200 feet in 
span. In this system the chords are formed of angles, or chan- 
nels, and plates, riveted together, with spUce joints so as to 
make them practically continuous from end to end; and the 
web members are connected to the chords by rivets, either 
directly or by means of special plates riveted to both. The first 
riveted bridges in this country were erected on the New York 
Central Railroad about i860, and the system has proved very 
serviceable there and elsewhere. 

The pin system of connections is the one which has been 
most used and which has generally been regarded with the 
most favor by American engineers. At each panel point a pin, 
or round bar, passes through holes in the chord or web mem- 
bers and serves to transfer the longitudinal stresses from one 
member to another by means of the shearing and bending 
stresses generated in it. Some of the early bridges built by 
Whipple had pins which passed through looped eyes in the 
tension members, but the first bridge which was pin-connected 
throughout was erected by J, W. Murphy in 1859 on the 
Lehigh Valley Railroad at Phillipsburg, N. J. Wide forged 
eye-bars in connection with pins were first used in i86i by 
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J. H. LiNViLLE on the Pennsylvania Railroad, The system 
then rapidly spread on account of ease of erection, and thou- 
sands of pin-connected bridges are now in service. 

Much might be said in comparison of the riveted and pin 
systems. Advocates of the former claim that it makes a stiffer 
structure and one less liable to accident from the failure of a 
single member. Advocates of the latter say that the stresses 
in the pin system are more determinate and that better work- 
manship is secured. But under present conditions the question 
of economy seems the controlling factor. A long span cannot 
be built as cheaply by the riveted system as by the other, and a 
short or medium span can sometimes be built more cheaply. 
'. Under proper specifications a good bridge can be designed and 
erected on either plan, and the item of cost will usually deter- 
mine the decision. The riveted system generally requires a 
little more material than the pin system, and the latter requires 
more skilled workmanship. High prices for iron and labor 
were favorable to the development of the pin system, and as 
these become lower the riveted system comes more and more 
into use. The literature noted in the preceding articles contains 
much information regarding the various methods of joint con- 
nections. Further reference is made to the works named in 
the following pages, and also to a series of articles on Expired 
Bridge Patents by F. B. Brock, in Engineering News during 
1882 and 1883. 

Art. 7. Literature of Bridge Design, 
The computation of stresses in the principal members of a 
bridge truss is the least part of the work of design, and hence 
books treating mainly on stresses are not noted in the follow- 
ing list. Bridge design includes of course the economic prin- 
ciples regarding the form of the truss, some of which have been 
mentioned in Art 4, but more specifically it is the science of 
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details, that is, the proportioning of the members, the floor, the 
joint, and of all the splices, reenforcing plates, rivets, pins, and 
other parts which make up the structure. The list of books 
below includes such as treat wholly or in part of these topics, 
together with a few of historical and descriptive character. 
Although not complete, it is believed that it gives the works on 
Bridge Design most important for a college Ubrary and for the 
use of American students of bridge design. The list is arranged 
chronologically according to the date of the first editions. 

Pope, T. A Treatise on Bridge Architecture. New York, 
181 1. This contains 196 pages of descriptions of early bridges, 
while the remainder is devoted to the author's " patent flying 
pendant lever bridge." 

Whipple, S. A Work on Bridge Building. Utica, N. Y., 
1847, pp. 120 and 10 plates. The edition of 1869 contains 
also 128 pages of notes (printed by the author's own hands) 
explanatory of the original work. See Art. 2. 

DuGGAN, G. Stone, Iron, and Wood Bridges of United 
States Railroads. New York, 1850. Consists mostly of draw- 
ings, with brief descriptive notes. 

Haupt, H. General Theory of Bridge Construction. New 
York, 1851, pp. 268 with 16 plates, giving examples of railroad 
bridges. 

VosE, G. L. Handbook of Railroad Construction. Boston, 
1857, pp. 480. Contains 109 pages on wood, iron, and stone 
bridges. 

HuMBER, W. Cast and Wrought Iron Bridge Construction. 
London, 1864, two volumes, with 80 plates, mostly descriptive 
of English bridges. 

Heinzerling, F. Die Briicken in Eisen. Leipzig, 1870, 
pp. 515. A historical and descriptive work on bridge develop- 
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ment in all countries. Also Die Briicken der Gegenwart. 
Leipzig, 1884, pp. 754 with 60 plates. 

Merrill, W. E. Iron Truss Bridges for Railroads. New 
York, 1870, pp. 130. A comparison of seven kinds of trusses 
with respect to theoretic economy. 

Holler, A. P. Construction of Iron Highway Bridges. 
New York, 1876, pp. 144. Although written for the use of 
town committees, this book has been of much value to young 
engineering students. 

Du Bois, A. J. Strains in Framed Structures. New York, 
1883, pp. 390 with 27 plates. This devotes 124 pages to 
design, and gives the complete design of a pin-connected bridge. 
The edition of 1896 has 209 pages on design and erection. 

Waddell, J. A. L. Designing of Ordinary Iron Highway 
Bridges. New York, 1884, pp. 244 and 7 plates. A book 
which has done much to improve the design of highway 
structures. 

Bender, C. Principles of Economy in the Design of Me- 
tallic Bridges. New York, 1885, pp. 195 with 9 plates. This 
does not treat of details, but gives critical theoretic comparisons 
of different forms of trusses. 

Ricker, N. C. Construction of Trussed Roofs. New York, 
1885, pp. 158. Mainly deals with stresses, but has two chap- 
ters on dimensions and details. 

Burr, W. H. Stresses in Bridge and Roof Trusses. New 
York, 1886, pp. 454 with 12 plates. Devotes 112 pages to 
details and to the design of a railway bridge. 

ScHAFFER, T., and Sonne, E. Der Brtickenbau (Vol. II of 
Handbuch der Ingenieur Wissenschaften). Leipzig, 1886-90, 
pp. 1812 with -jy plates. 

HiROi, I. Plate Girder Construction. New York, 1SS8, pp. 
94. Gives the design and estimate for a span of 50 feet. 
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MoRANDiiRE, R. Traite de la Construction des Fonts et Via- 
ducs. Paris, 1888, pp. 1891, with 332 large plates. 

Cooper, T. American Railroad Bridges. New York, 1890, 
pp. 58 with 27 plates. A historical and descriptive work of 
special value. 

Foster, W. C. Treatise on Wooden Trestle Bridges. New 
York, 1891, pp. 160 with 38 plates. Gives many standard 
plans, accompanied by their bills of material. 

Johnson, Bryan and Turneaure. Modern Framed Struc- 
tures. New York, 1893, pp. 517 with 37 plates. This gives 
238 pages on details, with designs of several bridge structures. 

Warren, W. H. Engineering Construction in Iron, Steel, 
and Timber. New York, 1894, pp. 372 with 13 plates. De- 
votes 92 pages to the details and designs of simple span bridges, 
besides the designs of several other classes of bridges. 

Wright and Wing. A Manual of Bridge Drafting. Stan- 
■ford University, 1896, pp. 214 with 51 plates and 5 blue prints. 
Gives tables of shears and moments for girders, and details for 
different types of bridges. 

Berg, W. G. American Railway Bridges and Buildings. 
Chicago, 1898, pp. 705. Gives many illustrations of details of 
timber structures, and other information compiled from reports 
■of railroad superintendents. 

Waddell, J. A. L. De Pontibus : A Pocket-Book for Bridge 
Engineers. New York, 1898, pp. 403. Gives general specifica- 
tions, and many tables and diagrams for facilitating computa- 
tions. 

A number of monographs on large bridges have also been 
issued in book form, which are of special value to advanced stu- 
4ents and engineers. Among these are The Quincy Bridge, by 
T. C. Clarke, 1869; The Kansas City Bridge, by O. Chanute, 
-187a; The Omaha Bridge, The Cairo Bridge, The Bellefon- 
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taine Bridge, and others, by G. S. Morison, 1889-93 ; ^^^ The 
Thames River Bridge, by A. P. Boller, 1891. 

The Transactions of the American Society of Civil Engineers 
contain many papers both descriptive and critical. Of the latter 
class may be noted ' Specihcations for the Strength of Iron 
Bridges,' by Joseph M, Wilson, in 1886, Vol. 15, pp. 410-490; 
' Some Disputed Points in Railway Bridge Designing,' by-J. A. 
L. Waddell, in 1892, VoL 26, pp. 77-282; and 'The Laun- 
hardt Formula and Railroad Bridge Specifications,' by H. B. 
Seaman, in 1899, Vol. 41, pp. 140-268. The volumes of Engi- 
neering News, Railroad Gazette, Engineering Record, and 
other technical periodicals, contain numerous articles, both the- 
oretical and descriptive, on bridge design, and some of these 
will be mentioned in the following chapters. The Index of 
Engineering Literature, published by the Association of Engi- 
neering Societies, in 1892, and by the Engineering Magazine, in 
1896 and 1902, gives many pages of titles of such articles, with 
brief notes of their contents ; and this should be at the hand of 
every student who desires to become well informed on the prog- 
ress of bridge development. But it cannot be too strongly 
urged upon the student to form the habit of making his own 
catalogue of articles, and of giving under each title his own syn- 
opsis of its contents and conclusions. By so doing he acquires 
a training in technical literary work which will be of the great- 
est value in promoting his professional advancement 
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CHAPTER II. 

principles of economic design. 

Art. 8. Data of the Design. 



In order that the most economic design may be made for a 
bridge it is necessary that complete data regarding its location 
should be known. An accurate map of the locality, showing 
the neighboring roads or streets, should be prepared, as also a 
profile of the crossing, giving the high and low water marks of 
the stream and the character of the earth or rock below its bed. 
This profile should be extended some distance from each bank 
of the stream in order to enable the approaches of the bridges 
to be properly arranged. The location of the bridge and of 
its abutments and piers are to be shown on the map, while the 
grade line of the bridge and its approaches are given on the 
profile. If there are more spans than one, the position of 
the piers is determined by making approximate estimates of 
their cost in different positions and then applying the principles 
of Art. 9. 

In locating the abutments and piers it is always advisable to 
avoid a skew, as thereby the cost of the superstructure will be 
increased. When this cannot be done, as in the case of one 
street crossing another obliquely or in the case of a stream with 
rapid current, the angle of skew should be made as small as 
possible and the same in amount at each end of a span. In 
locating the grade hne of the floor of the bridge the clear 
waterway desired is to be considered, as also the grades of the 
approaches ; these will also determine whether the bridge is 
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to be a through or a deck structure or whether certain spans 
should be through and others deck. 

Facts regarding the regimen of the stream, such as its 
velocity at both low and high water, its liability to freshets 
at different seasons of the year, and the amount of drift carried 
during freshets, are useful to a bridge company in estimating 
the cost of erection. The distance from the bridge site to 
the nearest railroad siding should also be stated in order that 
estimates of the cost of cartage may be made. The loads to be 
carried by the bridge, the lateral clearance required between 
trusses, and the vertical clearance needed for through bridges 
must be carefully specified. The kind of floor desired, the 
width and number of sidewalks, if any, should be stated. With 
these facts on hand the engineer is ready to prepare a general 
plan for both substructure and superstructure and to write 
specifications from which the detailed designs may be prepared. 
Time spent in gathering data is always usefully employed, for 
experience has shown that most of the mistakes and losses that 
have occurred in bridge construction have been due t-- imper- 
fect knowledge of the local conditions. 

Art. 9. Number of Piers and Spans. 
When a bridge is to be built across a river, one of the first 
considerations is that regarding the number of spans. This 
question is to be decided by the principle that the total cost of 
the substructure and superstructure shall be a minimum. In 
any event there will be two land abutments ; and if the distance 
between these be short, no intermediate piers are advisable. Yet 
it is seen even here that if piers could be erected without any 
expense, it would be best to use them. Thus the relative cost of 
piers and their connecting spans determines the number of piers 
and spans which can be most economically built between the two 
abutments. 
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An old rule for this case states that the cost of the super- 
structure must equal the cost of the substructure in order that 
the cost of the whole may be a minimum. The cost of piers is 
to be determined by careful surveys and estimates for various 
locations along the line, while the cost of spans of different 
length may be approximately ascertained by consulting builder^. 
A comparison of the different possible arrangements deter- 
mines the raost economic plan which sometimes agrees well 
with this rule. 

The cost of common bridges is closely proportional to their 
weights. If / be the length of span, the formula IV= al+ bl* 
gives a good approximation to the weight (Part I, Art. 45), a and 
b being constants for the same type of truss. In this, al repre- 
sents the weight of the track and floor system, while bl^ repre- 
sents the weight of the main trusses and lateral bracing. For 
example, the total weight of iron in pounds in a single-track rail- 
road lattice bridge (not including cross-ties and rails) is about 
200/4- 7/*, if / be the span in feet, while that of a pin-connected 
bridge is 35o/+s/^. 

If the cost of piers is about equal, and they be spaced at equal 
distances apart, the following investigation will give the economic 
number of spans. Let L be the total distance between end abut- 
ments, .r the number of spans, and hence ;ir— 1 the number oi 
piers, m the cost of the two abutments, « the cost of each pier, 
and / the cost per pound of the bridge superstructure. The 
weight of the x spans, each of length — , is then x ia— + *—, ), and 
the total cost of the work is 

C=m + n{x-i)+p{aL^^Ipj, 

This will be a minimum when the first derivative of C with 
respect to x becomes zero, and this gives «=/**— 3. which 
shows that the cost of one of the intermediate piers should 
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equal the cost of the mam and kteral trusses of one of the 

spans. Or, ^^-Wz — . gives the economic number of spans. 

For example, if i = iooo feet; a =350, and 6 = S for pin- 
connected spans, and p=4 cents per pound, then for k = 
86000, the most economic number of spans is x = 6, and the 
total cost is $7j 300, exclusive of abutments. Here the cost of 
the piers is $30000, and that of. the seven spans is ^47 300, 
which indicates that the old rule may sometimes be at fault. 
Again, if the cost of a pier be « = 88000, the economic number 
of spans is;ir= s, which gives I32000 for the piers, and $70000 
for the superstructure. 

When the cost of piers varies in different parts of the river, 
the spans will vary in length, the shortest ones generally being 
nearest the banks. For each possible case a rough estimate of 
the cost of piers and spans may be made, and thus the arrange- 
ment which gives the minimum cost may be determined. For 
example, suppose the distance between abutments to be 500 feet, 
a pier near the middle costing $6000, and piers within 150 feet 
of the shore costing 84000 each ; then, using the above values 
of a, b, and^, the cost of one pier and two 250-feet spans would 
be S38000, while the cost of two piers, with a middle span of, 
200 feet, and two side spans of 150 feet, would be 832 000. 

Art, id. Choice of Kind of Bridge. 

Whether the bridge span is to be deck or through will be 
determined in each case by the local conditions, among which 
the grades of the approaches are controlling factors. A deck 
span is usually cheaper than a through one, since the width of 
the bridge may be less and something is also saved on abut- 
ments and piers, and should hence be chosen if the approaches 
allow it and proper waterway can be secured beneath it. 
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The width of the bridge between trusses is determined by 
the amount of traffic. For a single-track railroad this width 
for a through bridge is taken as 14 or 15 feet in the clear, while 
for a deck bridge 10 or 12 feet between centers of trusses is 
usually enough for short or medium spans. 

The cost of the bridge is a material factor in determining the 
icind which is to be erected, and the problem of selection is 
hence a very complicated one. For railroads experience has 
led to the conclusion that at present the best results both as to 
stability and economy are obtained by using solid rolled beams 
for short spans up to 15 or 20 feet, plate girders for spans from 
15 to 90 feet, riveted lattice trusses for spans from 50 to 150 
feet, and pin-connected trusses for spans over 100 feet. It will 
be observed that these figures overlap each other, indicating 
that there is no distinct line of demarcation between the length 
of spans of the different classes, and detailed designs and esti- 
mates are often required to determine the cheapest type. 

The particular kind of truss is not usually stated in the 
specifications, this being left to the bidders who often may 
present plans which differ materially in general appearance. 
If all these plans conform to the specifications, the contract is 
awarded to the lowest responsible bidder. The choice of the 
kind of truss is hence usually made by the sellers rather than 
by the buyers of bridges, but the question of accepting the 
tender of the lowest bidder is sometimes influenced by the form 
of truss' adopted in his plan. 

The discussion in Art. 4 gives only the general economic 
conditions which determine the form of truss. The depth of 
the truss is to be selected so as not only to secure proper head- 
way and afford opportunity for cross-bracing, but also so as to 
give the least amount of material ; this question of economic 
depth is investigated in Art. 11, The number of panels should 
be odd rather than even for best economy, and should be such 
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that the panel lengths, or distances between floor beams, may 
range from 12 to 24 feet. Probably the best panel length, as 
far as the floor system is concerned, is that which renders the 
weight of a floor beam about equal to that of the stringers in 
one panel. 

jEsthetic considerations should not be overlooked in choosing 
the kind of bridge, and the old maxim that strength, beauty, 
and economy go together contains some truth. The parabola 
is a line of^ibeauty, and through trusses having the upper 
chords broken or curved are among those which now seem to 
possess the highest degree of economy for spans between 100 
and 550 feet. In deck trusses, however, the upper chord is 
necessarily straight, and the slight downward curvature some- 
times given to the lower chord does not appeal to the public 
as an element of beauty. For deck bridges arches are always 
more beautiful than trusses, but unfortunately their cost is much 
greater. 

Approximate economic comparisons of trusses of different 
forms may be made by comparing the theoretic amounts of 
material, the material in any member being taken as propor- 
tional to the product of its maximum stress by its length. In- 
vestigations of this kind were first made by Whipple in 1847, 
and have since proved of value In studying the question of 
economic proportions. But such investigations are of limited 
value in comparing the relative economy of different forms, 
unless the unit stresses for compression be taken less than those 
for tension, and as required by a formula for columns. To 
introduce this element in a theoretic comparison leads to great 
complexity, and it is, in fact, only by making actual designs from 
a given specification that reliable results can be obtained. The 
work of Bender, cited in Art. 7, and Crehore's Mechanics of 
Girder (New York, 1886) may be consulted for examples of 
such investigations. 
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Art. II. Economic Depth. 



The economic depth of a girder or truss is that which renders 
its weight a minimum. Such a depth exists by virtue of the 
facts that the chord material decreases and the web material 
increases as the depth is increased. For a plate girder it is a 
rough general rule that the economic depth obtains when the 
weight of the flanges is equal to the weight of the web. To 
show this it must be borne in mind that the thickness of the 
web plate is practically constant for a girder of short span, 
being rarely greater than f nor less than | inch. The material 
in the web hence varies d.s ax h, and that in the flanges as 
b/h, where a and b are constants depending on the span loads 
and working unit stresses. The total material may then be 
represented by a y. h-\- bjh, which is a minimum when the 
two terms are equal, that is, when the flange weight equals 
the web weight, or, more strictly, when the cost of the flanges 
equals the cost of the web. In practice, however, the weight 
of the flanges often exceeds that of the web. (See Arts. 66 
and 71.) ■ 

For a truss an approximate determination of economic depth 
may be made by computing the stresses in terms of the panel 
length and depth, multiplying each stress by the length of the 
corresponding member, and regarding the products as represent- 
ing the amounts of material, and 
then finding the depth that ren- 
ders the sum of these products 
a minimum. For example, take 
the Pratt truss of which one- 
half is shown in Fig, 11. Let 
the dead load per panel point be ■ 

w, and the live load 3 w. Let the panel length be p, and the 
depth of the truss be h. By the methods of Part I the maxi- 
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Chap. II. 



mum stress in each member due to the given load is computed, 
and each stress is then multiplied by the length of the corre- 
sponding- member. For example, 



Mehbbr. 


Stsbss. 


StbBSS X LiHOTK. 




4W 


4wi 



and the sum of all the products in the last column will be found 



to be 



Sum = 



( 70 A + 2l 



m^)" 



which represents the amount of material in one-half the truss. 
Differentiating this expression with respect to /t and equating 
the derivative to zero gives A = 2.03/, or the theoretic economic 
depth is about twice the panel length. For this depth the web 
material, including the end posts, is about 165 zup, and the chord 
material about iiSayt, the former being about 40 percent 
greater than the latter. This value of the economic depth is, 
however, considerably too large for practice, since the investiga- 
tion has neglected the increase of the amount of material neces- 
sary m compression members. 

It may be further noted that great exactness in regard to 
economic depth is not important, since a function changes 
slowly in the vicinity of a maximum or minimum, so that con- 
siderable variations in depth may be made without much 
increasing the quantity of material. For instance, in the 
above case the following shows how the material varies for 
different depths : 

Depth ^ = 1.8 1.9 3.0 2-1 /i 

Material = 385.8 284.4 383.8 284.00^, 
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which indicates that the depth may vary ten percent from the 
economic depth without increasing the material as much as 
one percent 

Lastly, it may be noted that there has been a constant ten- 
dency since about 1875 to build through truss bridges with- 
greater and greater depths. This has resulted from considera- 
tions of stiffness as well as those of economic depth. Increas- 
ing the depth of a truss diminishes its deflection under live loads 
and thus decreases the injurious oscillations which wear out a 
railroad bridge. This tendency is apparent in both long and 
short spans, but especially in the shorter ones. In some cases 
the increase in depth has gone so far as to require the vertical 
posts to be stiffened by horizontal braces placed between them 
in the plane of the truss and midway between the upper and 
lower chords. 

Art. 12. Practical Considerations. 

The engineer who draws the specifications is primarily 
responsible both for the strength and security as well as for 
the economy of the structure. For, if improper working stresses 
are prescribed, or proper rules for stability are omitted, the 
builders, under the influence of competition, will present plans 
of structures lacking in security ; or, if excessive and unusual 
requirements are made in the specifications, the plans presented 
will not be economical. At present there are so many specifi- 
cations which may be called standard that it is not possible to 
go far astray in either of these directions, particularly for rail- 
road bridges. For many highway structures, however, the 
specifications are very loosely drawn, and every year there are 
erected some bridges which are defective either in stability or 
economy. As a general rule economy demands a bridge of 
• proper stability, and the proper degree of stability will be 
secured by structures of the best economic design. 
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The designer should, of course, strictly follow the specifica- 
tions, yet in details and dimensions he has great liberty of 
choice. He should be well acquainted with the market sizes 
of materials and with the market prices. Variation from reg- 
ular sizes always involves delay and extra cost Uniformity of 
sizes is advantageous, since several things of one kind can be 
purchased or made more cheaply than if they are of different 
dimensions. Simplicity of connections should be studied not 
only with respect to strength, but also with regard to economy 
of manufacture. The lines of action of all stresses meeting at ■ 
a joint should intersect at a point, in order to avoid secondary 
stresses of twisting or bending. Simplicity, as a rule, leads to 
both determinate stresses and the economy of material. 

In riveted work excessive nicety in the spacing of rivets 
should be avoided. If possible the pitch should be in even 
inches, that is either 2, 3, 4, 5, or 6 inches, especially when the 
rows are long, as in columns and the flanges of plate girders. 
It will be more economical still if the pitches can be reduced to 
two, 3 inches and 6 inches, but this is not so easy to attain and 
still maintain the proper uniform strength throughout. 

In pin-connected work it will often be advantageous, particu- 
larly for short spans, if the pins are of uniform sizes, except 
perhaps those at the ends. As the strength of a pin depends , 
more upon its resistance to transverse stresses than to shearing, 
it is often possible to insure that the prescribed unit stresses 
shall not be exceeded by properly spacing the eye-bars (Art. 91), 
Columns and lateral bracing must be arranged with due regard 
both to economy of shop work and to ease of erection. Field 
riveting should be reduced to a minimum, since it is more expen- 
sive and less satisfactory in regard to strength than shop riveting. 

All parts of the metal work of the bridge should be arranged 
so that they can be easily painted after erectfon. The shoes, 
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rollers, and bed plates should be so placed that they cannot 
become surrounded with dirt from the roadway or approaches. 
The floor of a highway bridge should be so arranged that water 
draining from it shall not fall upon the metal work underneath. 
In short, the designer should endeavor to produce a structure 
that shall not only be of ample security when erected, but which 
shall maintain that degree of security through a long life of use- 
ful service to the public. 
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CHAPTER III. 

bridge contracts and office work. 

Art. 13. Specifications. 

The local circumstances of the case in hand determine, accord- 
ing to the principles of Chap, II, the number of spans of the 
bridge to be built, the lengths of the spans, the width of road- 
way, whether the trusses are to be deck or through, and the 
character of the traffic. The engineer representing the party 
that is to own the bridge then prepares rules regarding the 
loads to be used in the computations, the permissible unit 
stresses, the quality of the materials, and the character of the 
workmanship. These rules are called specifications, or some- 
times "the specification." All the plans to be submitted by 
bidders must be in accordance with these specifications, which 
are afterward made a part of the contract between the buyer 
and the successful bidder. 

Specifications cannot be successfully prepared except by an 
engineer of experience. In highway bridge work it sometimes 
happens that county commissioners or town authorities advertise 
for proposals without having definite specifications, but the 
result is sure to be that a poor bridge will be erected. Any one 
can buy a bridge, but only an engineer can do so and obtain 
both a stable and an economical structure. The highway-bridge 
specifications of Cooper and those of Waddell are excellent 
guides to follow, and they can easily be obtained in pamphlet 
form. Many railroad companies have their own specifications, 
and the large bridge companies also have specifications which 
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they recommend purchasers to follow. The use of such stand- 
ards by the young engineer will usually result in better work 
than can be obtained by any specifications prepared by him- 
self. 

The following extract from a lecture by Theodore Cooper 
states in an excellent manner the fundamental purpose of 
specificatioiis : 

" Their purpose is a twofold one. First : They are to enable 
bidders upon any work to understand fully the character and 
extent of the work and what they are expected to furnish and 
what to do, in order that they may be able to make suitable 
estimates upon which to formulate an intelligent and proper 
bid. Second : They are, in connection with the plans, to serve 
as the reference in regard to all questions as to qualities of the 
materials and workmanship during the execution of the work, 
in order to avoid misunderstandings between the engineers and 
contractors; the contractor not being allowed to furnish poorer 
or less suitable materials and workmanship than is there speci- 
fied, nor the engineer to demand any better without'giving an 
extra compensation. Nothing serves better to obtain the best 
class of contractors and to obviate much of the friction which 
occurs during construction between the engineer and the con- 
tractor than a good specification, carefully and clearly expressed. 
A loosely drawn and incomplete specification is always attract- 
ive to the worst class of contractors, or those who do not 
intend to do an honest job and who will take advantage of 
every weak point to get all tUey can out of the work." 

Art. 14. Estimates and Proposals. 

After the preparation of the specifications, proposals or bids . 
are invited from bridge companies for the manufacture and 
erection of the structure. In general, bridge companies con- 



^dovGoot^lc 



56 CONTRACTS AND OFFICE WORK. ChAF. III. 

tract for and build only the superstructure, while the piers and 
abutments are erected by masonry contractors. 

The usual mode of procedure is to publish an advertisement 
which gives the location, length, number of spans, and width of 
the bridge, stating whether highway or railway, and whether 
timber, stone, or metal is to be employed. The advertisement 
mentions where specifications can be seen and information 
obtained, and names the day and hour when the proposals 
will be opened, it often states that a certified check for a cer- 
tain amount must be deposited by each bidder as a guarantee 
that he will enter into a contract in case the work is awarded to 
him. Bidders are invited to be present at the opening of the 
proposals, and the right is reserved to reject any or all bids. 
It should also be required that each bidder shall present a stress 
sheet and a general plan of the structure that he purposes to erect. 

A bridge company which desires to put in a bid for building 
the bridge sends one of its agents to the place to procure all 
the data available. Sometimes the engineer in charge of the 
work has plans prepared on which the companies estimate and 
bid, but usually each company prefers to make and submit its 
own plans. The agent examines closely the locality and esti- 
mates the cost of hauling the material from the nearest railroad 
station, as also the cost of erection. The latter item is often 
an uncertain one, since delays due to the weather or to floods 
in streams are liable to arise, and sometimes accidents occur 
which cause the loss of all profits. It should also be the duty 
of the agent to become acquainted with the parties who purpose 
to build the bridge, so that in case of a close competition he 
may be better prepared to induce them to accept the proposal 
of the company which he represents. 

The computations and designs made by a bidder in order to 
estimate the cost of a structure are similar to those given in the 
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preceding and following chapters. The style and proportions 
of the bridge being decided upon, the stresses are computed by 
the methods of Part I or Part 11, and a stress sheet is pre- 
pared, showing these stresses and the sections of the main mem- 
bers, A general drawing is also made siiowing elevation, plan, 
and cross-section, with the main features of all details. From 
this drawing a bill of material is made out, and estimates of 
the weight and cost of manufacture are prepared. Adding to 
this the estimated cost of freight and erection, and a fair per- 
centage for interest on invested capital, profit, and contingen- 
cies, the bidder decides upon a sum to state in his proposal. 

The usual practice in highway-bridge lettings is for each 
bidder to oflfer a lump sum for the erection of the superstruc- 
ture ready for traffic and painted. On railroads it is often the 
case that the cross-ties, rails, and guard timbers are laid by 
the railroad company, so that the lump sum is exclusive of the 
track. On some railroads, however, the proposals are required 
to be made per pound of the finished structure ready for the 
track, and in such cases the actual sections of the members are 
not allowed to exceed by more than 2 or 2^ percent the theo- 
retic sections as required by the stresses and specifications. 

Art. 15. Lettings and Contracts. 

At the hour stated in the advertisement the proposals are 
opened and read in the presence of the bidders. The accom- 
panying plans are referred to the engineer in charge to see if 
they conform to the specifications. It is, however, usually only 
necessary for him to check the computations of two or three of 
the lowest bidders if their plans seem otherwise acceptable. 
On the receipt of the report of the engineer the commissioners 
owauthorities In charge make a formal award of the work to 
.the lowest responsible bidder whose plans are satisfactory, and 
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he is notified to appear and sign the contract, while the plans 
and certified checks of the other bidders are returned to them. 

It often happens at a bridge letting that the highest bid is 
about double the lowest. This wide discrepancy is probably 
due more to the fact that certain companies have better facili- 
ties regarding freight and erection than to the relative econ- 
omy of the several types of trusses. The number of proposals 
submitted for a structure usually ranges fropi five to twenty. 

This method of bridge lettings, in which each bidder offers 
his own designs, has many advantages, but it has the disadvan- 
tage that only one out of a number of plans is utihzed. If 
twelve bidders each spend j>ioo in making estimates and de- 
signs for a single bridge, there has been expended altogether 
J1200 which in some way must be paid by the' buyers of 
bridges. It is not an infrequent practice, indeed, that the 
twelve bidders form a pool, each adding JI1200 to his bid, and 
then the successful bidder pays $100 to each of the eleven un- 
successful ones. This is a necessary evil of the method, per- 
haps, but the evil is not as great as often assumed, since the 
expenses of the bridge companies must be paid in some other 
way if not in this. The expenses of estimating would be les- 
sened if the bidders were limited to plans and designs made by 
the engineer in charge, but in such cases it usually happens, 
owing to details of construction, that their bids are higher than 
for their own designs. Open competition has been one of the 
elements which has led to the present economic forms of 
bridge trusses (Chap. II), and, notwithstanding the necessary 
evils of pools, its results continue in general to be satisfactory. 

The contract which is entered into between the parties speci- 
fies that the bridge company shall erect the structure according 
to the plans and specifications, and that the other party shall 
pay to said company a certain amount for the same. It also 
sets forth in detail the conditions regarding time of completion 
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and payment, the liabilities of the contractdr for damages due 
to accidents, penalties for delay of completion, and other condi- 
tions mutually agreed upon. When this document is signed 
both parties are legally bound by its provisions, and the bridge 
company is ready to begin the detail drawings for the shop 
work, 

A bond is also required to be given by the contractors, signed 
by them and two responsible bondsmen, binding the contractors 
under a penalty to execute the contract in pursuance of its 
terms and conditions, and in accordance with the plans and 
specifications thereunto annexed. This bond is in law of the 
nature of a promissory note, and in case of default of the' con- 
tractors an action at law can be brought to recover the sum 
stated therein, or such part of it as may be sufficient indemni- 
fication for the damages sustained. 

There are many engineers who own no bridge works, yet 
nevertheless bid for and take contracts to erect structures. 
Such men have arrangements with bridge builders to manufac- 
ture their bridges at certain prices per pound, or they make 
special bargains for the contracts that they secure. Many of 
these engineers do good work and make a fair profit 

Art. 16. Office Practice. ' 

The engineering department of a bridge company is usually 
divided into two parts, the estimating or computing division and 
the detailing or drafting division. The estimating division com- 
putes the stresses and makes a stress sheet, giving the principal 
dimensions and sections, and from this prepares bills of material 
which enable the amount of its bid to be determined. If it 
secures the contract, this stress sheet is then turned over to the 
drafting division, where the details are worked out and the 
working drawings are prepared. Thus, for the small bridge of 
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Chap. X, the sheet No. i (Fig. 137) is prepared by the esti- 
mating division, while the nine other sheets are made by the 
drafting division. A young graduate on entering the engi- 
neering department of a bridge company is generally assigned 
to the drafting oifice, where he spends three or four years in 
obtaining the training that is necessary before he can be pro- 
moted to the estimating division. 

The working drawings made by the drafting division are for 
the use of the templet makers, the shop foreman and workmen, 
and the inspectors. Hence the drawing of each piece should be 
made so plain and complete that the workmen may clearly and 
easily understand it The dimensions of all pieces, rivet spac- 
ing, and pitch of rivets should be given in full on the drawings. 
All printing should be plain and well done, though time should 
not be wasted in this work. All figures should be large enough 
to take and show well in the blue print. If the space on the 
drawings between the rivet heads will not permit of good-sized 
figures being placed in them, then lines should be projected off 
to one side of the member and the figures placed between 
them. Arrow points should be placed at the points between 
which the distance is given. Quite heavy tines should be used 
so as to give a good clear blue print, while fine ones should be 
avoided except for dimension lines. 

The data which the draftsman receives from the computing 
division consist of the stress sheet showing the stresses in the 
members and the sections to be used, and a copy of the specifi- 
cations. The first thing the draftsman generally does is to find 
out what material is required and how much of it. If the struc- 
ture is of considerable size, this is best done by laying out the 
work in a general way on thick brown paper prepared for this 
purpose, not stopping to put in the details, but going far enough 
to enable him to determine quite closely what are the lengths 
and sizes of the angles and plates which are required. He then 
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consults the list of material in stock, and if tie finds any in 
his bill that is not in stock he makes out an order list, from 
which the material is ordered immediately by the purchasing 
department, for it must be on hand as soon as the drawings are 
finished. 

The drawings already laid out in a general way are now 
completed by placing tracing linen over them and tracing the 
work from the paper and filling out the details on the tracing 
linen. In making the details many computations of rivet con- 
nections must be made, so that the work shall compare to both 
the specifications and the practice of the bridge company. 
The detailer must have a good knowledge of the mechanics of 
materials in order to be successful in his work. 

The tracing is done on the back or unglazed side of the 
linen. This side shows pencil lines much better than the 
glazed side, and it will take ink lines just as well. When it 
is necessary to do any erasing on the tracing linen a rubber 
ink eraser is used carefully and patiently. The erased area is 
then rubbed with a stick of pumice stone before inking again, 
to prevent the ink from spreading. The point of a knife or 
other sharp tool should not be used to erase hnes or spots 
from tracing linen which have to be inked over again. If the 
surface of the tracing linen becomes greasy so that the ink 
will not take well, a little powdered chalk, sprinkled on and 
rubbed carefully with a cloth, absorbs the grease and gives a 
better working surface. 

After the drawings have been completed a bill of material 
is prepared. This is made in such a way as to serve as a 
shipping list also. It contains a list of every individual pi^ce 
entering into the structure. These are arranged in groups in 
the list just as the pieces are assembled to make up a member. 
All pieces which require forging, such as eye-bars, ties, and 
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counters, are listed also on a sheet known as the forge sheet. 
Full dimensions and details, and perhaps sketches, are required 
on this sheet, which then goes to the forge shop. A list of all 
field rivets and bolts is also made, which gives their size, length, 
grip, and their location in the bridge. 

After the listing has been done both drawmgs and lists go 
back to the computing room, where every item, line, and figure 
is carefully checked. If no errors are found, which is rarely 
the case, the draftsman may consider his work completed, but 
if any are found they must be corrected. Blue prints are next 
taken from the tracings, and the work is ready for the shops. 

In the drafting rooms of some of our larger bridge plants 
"tjiere are as many as twenty-five or thirty men, all under the 
immediate charge of a superintendent or head draftsman, who 
is thoroughly posted on all kinds of detail work and shop 
methods. Each man is supposed to be supplied with a com- 
plete outfit of drawing tools, and to have a desk to himself, 
with drawers for paper, tracing linen, and tools. The old style 
of drawing desk is fiat on top and from three feet six inches to 
four feet in height, with a regular drawing board on top. The 
more modern desks are not quite so high, and the top is so 
arranged that it can be tipped up toward the draftsman, making 
it easier to see and get at all parts of the drawing. 

Adjoining the drafting room is a fireproof vault in which are 
kept all plans and drawings of structures that have been built 
by the company. These are of great value to the company 
and also to every draftsman. The vault is the draftsman's 
library. In consulting it he may find many unique and useful 
designs and details which will greatly facilitate his work, espe- 
cially in unusual connections such as occur in skew bridges. 
A young draftsman should also take advantage of every oppor- 
tunity to observe. and study shop processes in-order to be able 
to see the reasons of the rules of the company regarding bridge 
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details. The young engineer who does not understand the 
reasons that govern his work cannot make good and satisfactory 
drawings for his employer, but he who knows the theory and 
practice of the subject will do the best work and earn the most 
rapid promotion. 

Art 17. Rules for Shop Drawings. 

The following rules for making shop drawings are those 
given by the American Bridge Company in its Standards for 
Structural Details, 1901. They are here printed by permission 
kindly granted by C. C. Schneider, Vice President. These are 
general rules applicable to all kinds of detailed drawings ; other 
special rules for drawings of plate-girder bridges, truss bridges, 
and. buildings are also given in the volume above mentioned. 

The standard size of sheet shall be 24 by 36 inches, with two 
border lines ^ and i inch from the edge respectively. Small 
sheets shall be used for beams, pins, eye-bars, etc. Special 
forms are provided for these sheets. 

The title shall be arranged uniformly for each contract near 
the lower right-hand comer of the sheet. A stamp is provided 
for the contract, sheet number, etc. It shall be applied in 
the lower right-hand corner of the sheet. The name of the 
draftsman in charge of the work shall appear in full, others 
with initials only. 

Detail drawings shall as a rule be made in scale | or i inch 
to the foot ; for large plate and lattice girders J and | inch may 
be used. Larger scales, such as ij and 3 inches to the foot, 
are permissible only for showing certain complicated details or 
for machine work. Large sheets shall be neatly and carefully 
made to exact scale. 

Members shall be detailed in the position which they occupy 
in the structure, that is, horizontal members shall be shown 
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lengthwise, and vertical members crosswise, on the sheet. In- 
clined .members (and vertical ones when necessary on account 
of space) may be shown lengthwise on the sheet, but then 
always with their lower end to the left. Avoid notes as much 
as possible. Where there is the least chance for ambiguity 
make another view. 

Show all elevations, sections, and views in their proper posi- 
tion — looking toward the member. Place the top view directly 
above/and bottom view below the elevation. The bottom 
view shall always consist of a horizontal section seen from 
above. 

In sectional views the web or gusset plates shall always be 
blackened. Angles, fillers, etc., shall be cross-hatched, but 
only when necessary on account of clearness. In a plate 
girder, for instance, it is not necessary to cross-hatch all the 
stiffeners and iillers in the bottom view. 

Holes for field connections shall always be blackened, and 
shall, as a rule, be shown in all elevations and sectional views. 
Rivet heads shall be shown only when necessary ; for instance, 
at the ends of members, around field connections, when counter- 
sunk, flattened, etc. 

In detailing members which adjoin or connect to others in 
the structure, part of the latter shall be shown in red, suflft- 
ciently to indicate the clearance required or the nature of the 
connection. Plain building work is exempt from this rule. 

When part of one member is detailed same as another, figures 
for rivet spacing, etc., shall not be repeated ; refer to previous 
sheet or sheets, bearing in mind that these must contain final 
information. It is not permissible to refer to a sheet, which 
in turn refers to another. Main dimensions, which, are neces- 
sary for checking, such as center-to-center distances, story 
heights, etc., shall be repeated from sheet to sheet. 
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Holes for field connections must always be located inde* 
pendently, even if figured in connection with shop-rivets ; they 
shall be repeated from sheet to sheet unless they are standard, 
in which case they shall be identified by a mark and the sheet 
given on which they are detailed. 

A diagram in small scale, showing the relative position of 
the member in the structure, shall appear on every sheet. The 
member or members, which are detailed on the sheet, shall be 
showQ in black, and the rest in red, ink. Plain building work 
is exempt from this rule. 

The quality of material, workmanship, size of rivets, etc., 
shall be specilied on every sheet as far as it refers to the sheet 
itself. Standard workmanship, such as milling and tight fit of 
stiffeners, milling ends of columns, etc., shall not be specified 
on drawings. 

Each piece which is shipped separately shall have a shipping 
mark. These . marks shall consist of capital letters and nu< 
merals, or numerals only ; no small letters shall be used except 
when sub-marking becomes absolutely necessary. The letters 
R. and L. shall be used only to designate "right" and "left." 
Never use the word "marked" in abbreviated form in front 
of the letters, for instance, instead of " 3 Floorbeams, mk. G4," 
say " 3 Floorbeams G4." 

Pieces which are shipped bolted on to a member shall, as a 
rule, also have a separate mark in order to identify them should 
they for some reason or another become detached from the 
main member. The drawing shall specify which pieces are to 
be bolted on for shipment, and the necessary bolts shall be 
billed. 

A system of assembling marks shall be established for all 
small pieces in a structure which repeat themselves in great 
numbers. These marks shall consist of small letters and 
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numerals, or numerals only; no capital letters shall be used; 
avoid prime and sub-marks, such as m'a. 

For all lettering use plain letters. For title, main dimensions, 
and for all marks, particularly shipping marks, use heavy type. 
Red ink (Winsor & Newton's carmine) shall be used for dimen- 
sion, reference lines, etc. 

Conventional signs for rivets are shown on page i8 [Stand- 
ards for Structural Details]. Countersunk rivet heads project 
J" ; if less height of heads is required, drawings shall specify 
that they are to be chipped or that they must not project more 
than ^". Flattened heads project from |" to ^5"; if less 
height of heads is required, they shall be countersunk. 

Metals in section shall be shown as follows : 



^ 



Shop bills shall be written on special forms provided for the 
purpose. When the bills appear on the drawings as well, they 
shall.either be placed close to the member to which they belong 
or on the right-hand side of the sheet. 

When the drawings do not contain any shop bills, these shall 
be so written that each sheet can have its bills attached to it, 
if desired ; that is, one page of shop bills shall not contain bills 
for two sheets of drawings. 

In large structures, such as elevated railroads, viaducts, etc., 
which always are subdivided into shipments of suitable size, 
both mill and shop bills must be written separately for each 
shipment. 

In writing the shop bill, bear in mind that it shall serve as a 
guide for the laying out and assembling of the member, besides 
being a list of the material required. For this reason members 
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which are radically different as to material shall not be bunched 
in the same shop bill, neither shall pieces which have different 
marks be bunched in the same item, even if the material is the 

The main material in a member shall be billed first, followed 
by the smaller pieces. It is generally a good practice to begin 
at the left end of a girder, or at the bottom of a post or column. 
Do not bill first all the angles and then all the flats ; when, for . 
instance, the end stiffeners in a girder are billed, the fillers 
belonging to them shall follow immediately after the angles, 
and so on. In a column each different bracket shall be billed 
complete by itself. 

When machine-finished surfaces are required, the drawing 
and the shop bill shall specify the finished width and length 
of the piece, proper allowance for shearing and planing being 
made in mill bill. When the metal is to be planed as to thick- 
ness, the drawing and shop bill shall specify both the ordered 
and the finished thickness, for instance, one pi. 12" X ^|" x l'6" 
planed to |". 

Flats and universal plates over 4" in width should be ordered 
in even inches ; flats under 4" should be ordered by ^" variation 
in width. Flats \" and under in thickness are very difficult to 
secure from the mills, and should be avoided if possible. 

Every contract embracing different classes of work shall have 
a subdivision for each class. These subdivisions will be fur- 
nished by the chief engineer of the district Drawings, shop, 
and shipping bills must be kept separate for each division. 
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CHAPTER IV. 

bridge shops and shop practice.* 

Art. i8. General Considerations. 

The plant of a bridge company consists of its offices and 
shop buildings, the tools and machinery necessary for convert- 
ing the rough material into the finished product, together with 
the appliances for handling and treating the material at all 
stages of the process. There is also the erecting apparatus, 
which is used for putting up the bridge or other structure in 
the place for which it was designed. 

Each building or shop is under the immediate charge of a 
foreman or superintendent, the entire plant being in the care 
of the general superintendent or manager. He has the general 
supervision of all work, and each day receives from his foremen 
reports of what has been accomplished. He must keep in 
touch with every contract the company has in hand, and at all 
times know exactly how it stands. He should know every man 
in the plant and be familiar with his record. He must under- 
stand every wrinkle of shop practice, and be a good business 
man. On the general superintendent depends, in the greatest 
degree, the earning power of the plant. 

All work in the shops is done on a program made out by 
the general superintendent, which prescribes the approximate 
dates when the various pieces of work in hand are to be com- 
pleted. Every effort is directed toward adhering as closely as 

* By TiUDDEUS Merriman, CE.,~3ridge Inspector id the United Sttites for Qie 
Guajaqnil and Quito Railway. 
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possible to this program, to the end that all of the various 
shops shall be kept continually busy, and that the parts of 
the bridges being built shall be completed in the order in 
which they are required in the fiel.d. 

The shops should be so arranged with respect to each other 
that the motion of the material in passing through them will 
be continuous and in one direction. The rough material should 
come in at one end of the plant and the finished product pass 
out at the other. In a plant so arranged the time lost In han- 
dling the material will be a minimum, as also, other things being 
equal, the cost of production. 

The buildings should be connected by narrow-gage tracks 
running lengthwise through them, so that material when loaded 
on trucks can be taken from one part of the plant to any other 
quickly and with no additional handling. Between the build- 
ings, and around them, as well as at each end of the plant, 
ample yard-room should be provided. Here will be stored the 
rough material, the partially completed material awaiting its 
turn to go to the assembling shop, and the finished product 
waiting to be loaded for shipment. These yards should be 
carefully laid out, so that the carrying distance to the nearest 
track will always be a short one, and whenever possible it 
should be made by an overhead traveling crane. Fig. 13 
shows such a crane made by Pawling & Hamischfeger, Mil- 
waukee, Wis. This crane consists essentially of two plate- 
girders side by side, and mounted on wheels which run on 
elevated tracks. On the top flanges of these girders there is 
a trolley, which can move from one end of the girders to the 
other. This trolley carries the hoisting motors and drums by 
means of which the loads are lifted when attached to the hooks. 

All motions are controlled by a man in the cab on the right 
of the picture. The entire crane can move backward and for- 
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ward and the trolley from one side to the other, thus reaching 
every point between the main tracks. The crane shown is in 
the yard of the Pennsylvania Steel Company at Steelton, Pa,, 
and its capacity is twenty .tons. It is also provided with an 
auxiliary hoist, by means of which small loads can be lifted 
more rapidly than if picked up by the large hooks, as the latter 
moves at a constant speed for all loads. 

Some bridge companies own their furnaces and roll their 
own material ; while others, on the receipt of a contract for a 
structure, buy the material necessary for manufacturing it. In 
either case the rough material is stored in the yards until the 
shops are ready to begin work on it. . 

The railroad facilities, both for bringing material to the plant 
and for shipping away the finished product, constitute an im- 
portant factor which should be carefully considered in studies 
for the location of a new plant. That company which has the 
choice of the greatest number of routes of shipment can obtain 
the lowest freight rates. 

The various buildings or shops should be large, light, well 
heated and ventilated', and of fire-proof construction. Their 
roof trusses should be made sufficiently heavy to carry the 
ordinary roof loads, together with numerous small overhead 
travelers, which can reach to every part of the floor space. 
The large overhead traveling cranes which handle the material 
in the assembling shop after it has begun to assume form and 
weight, are entirely independent of the building, each one having 
its own supports. 

Of the shops and buildings which go to make up the plant 
of a bridge company the following are the most important : 
The Power Plant, the Pattern and Templet Shop, the Shear and 
Punch Shop, the Assembling Shop, the Machine Shop, and the 
Forge Shop. 
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Art. 19. The Power Plant. 

I The present tendency in modem manufacturing establish- 
ments is toward a centralization of the engines and apparatus 
which generate the power required in the different buildings. 
Large batteries of boilers may be installed which wilt furnish 
steam through short lengths of pipe to engines of great horse- 
power and high efficiency. These engines drive electric 
dynamos, which, in turn, through electric motors located at 
convenient points about the plant, keep in motion lines of 
shafting, or the motors themselves may be directly connected 
to the machines to be driven. 

The advantages of this system may be summed up briefly, as 
follows : A cheap grade of fuel may be used under the boilers, 
and mechanical stokers will take the place of and greatly reduce 
the number of firemen necessary for a scattered system. The 
number of engine attendants is reduced, their places being 
taken by the electricians required to keep the wire lines and 
motors in shape. Power can be conveyed to every part of the 
plant with a minimum of loss, as it is used only in performing 
useful work. The first cost of such a system may be very 
high, but. the rapidity with which it is displacing the older 
methods is abundant proof that it is the most economical. 

The power plant of a bridge company contains, then, the 
boilers for generating steam, the engines which drive the dyna- 
mos that furnish power and light to all parts of the works, and 
the engines driving the air compressors that deliver the air 
under pressure through pipes to many convenient points 
throughout the plant. From these points the air is carried 
through armored rubber hose and furnishes power to the port- 
able pneumatic drills, riveters, hammers, and reamers. It Is 
also used for furnishing draft to the rivet furnaces and black- 
smith forges, for cleaning the surfaces of the finished material 



^dovGoot^lc' 



Art. 20. THE PATTERN AND TEMPLET SHOP. 53 

preparatory to painting, and finally for applying the paint to 
them by means of a spray. 

The hydraulic pumps and accumulators which supply the 
water to the hydraulic riveters and presses would also be located 
in this building, if the idea of centralization were carried to its 
limit. 

The machinery in the power plant should be in duplicate, so 
that an accident may not result in shutting down the entire 
plant. The electric motors about the plant should as nearly as 
possible be of the same capacity and type, so that their various 
parts may be interchangeable. 

Art. 20. The Pattern and Templet Shop. 

A pattern is a full-sized model of anything which is to be 
made either of cast iron or of cast steel. It is usually made 
somewhat larger in size than the finished piece is to be, so as to 
allow for shrinkage and for machining the rough surfaces. A 
pattern is generally made of wood and in parts, so as to facili- 
tate the making of the molds into which the metal is to be 
poured. 

• A templet is either a board or a framework of boards, the 
plane of one of its sides being an exact representation of the 
jilane of one of the sides of the metal shape or piece which is 
to be made. This templet is clamped upon the piece, and then 
the positions of the holes, bevels, and notches are marked upon 
the metal face. The centers of the holes are marked by strik- 
ing with a hammer a center punch which snugly fits the holes 
in the templet, the position of each hole being thus indicated 
by a small indentation in the metal. The bevel and notch lines 
are drawn on the metal by scratching or marking with chalk 
along the edges of the templet. 
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The machinery in this shop tonsists of various wood-working 
machines, such as buzz-saws for ripping and cross-cutting, 
planers and borers, both, single and multiple, together with all 
tools usually found in a large carpenter shop. This shop should 
be isolated from the other buildings of the plant, as the inflam- 
mable nature of its contents makes the danger of fire a constant 
menace. 

The templets for much of the work, especially that requiring 
great nicety of fit, are laid out in full size on the floor of the 
shop, while for small and general work each templet is made 
separately from the detail working drawings furnished by the 
engineering office, and which give all clearances and dimen- 
sions. This latter method lias the disadvantage, however, of 
giving no check on the work of the drafting room, but errors 
there should be of infrequent occurrence. 

As many parts as possible of each structure should be 
duplicates, so that the number of templets required will be a 
minimum ; the rivet spacing should always be made as uniform 
as possible, and all other details in the design made as simple 
as practicable, so that both the making of the templets and the 
putting together of the work will be facilitated and simplified. 

Templets are usually made of soft white pine about ^ inch 
thick. This material should be thoroughly seasoned, so that 
there will be no shrinkage before the templets are laid out on 
the metal. 

As the various members and parts of a bridge are made in 
different parts of the plant, it is necessary that all the shops 
should work to the same standard of measure. Many com- 
panies have their own standard, which has been made by them 
and is considered to be absolute for all of their work. It is 
usually made of selected and well-seasoned white pine, and 
thoroughly coated with varnish so as to prevent any changes 
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in length due to moisture. It is from twenty to twenty-five feet 
long, mounted permanently on legs and graduated on its upper 
edge at some known temperature, usually about 70° F. All 
tapes, rods, and poles used about the plant are from time to, 
time compared with this standard and corrected when necessary. 

Since 1890, however, the steel tape, of which there .are many 
kinds and varieties, has been coming into general use. These 
tapes are usually graduated to inches and sixteenths, and are 
guaranteed by their makers to conform to the United States 
standard when at a known temperature and under a given 
tension. The principal advantages derived from the use of 
the steel tape are, that, as it is made of the same material as 
that which is being measured, the temperature errors are small, 
and also that in measuring a long piece its total length can be 
determined at one reading. But a steel tape will stretch under 
constant use, and from winding and unwinding on its reel. If 
such a tape be adopted as a standard, it should be carefully 
put away and never used except for standardizing the similar 
tapes used in the shops. 

The American Bridge Company, which operates a large 
number of plants, has adopted as a standard the tape manu-_ 
factured by George M. Eddy & Company, who give the con- 
stants of this tape as follows : cross-section, ^ inch wide and 
0.008 inch thick, coefficient of expansion 0.0000067 i^r one 
degree Fahrenheit. This tape is guaranteed by the manufac- 
turers to conform to the standard of the United States govern- 
ment when at a temperature of 62° F., and under a pull of 
twelve pounds. 

Art. 21. The Shear and Punch Shop. 
In this shop the various plates and shapes which go to make 
up the members of the bridge are straightened, cut to length 
and bevel, and have the necessary holes punched in them. 
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The plates and shapes as they come from the mill are often 
slightly buckled or out of line, and before any work is done 
upon them they must be made perfectly plane and straight, as 
otherwise great difficulty, will be had in assembling them. 
Plates are straightened by passing them through a series of 
rolls, usually consisting of six. These rolls are so arranged 
that the vertical distance between them can be nicely adjusted, 
and also so that this distance can be made less at one end than 
at the other. By this means one side of the plate can be 
stretched, and imperfect alignment of its edges corrected, by 
repeatedly passing it under the rolls, which can be turned in 
either direction. Bends or buckles in the plates are removed 
by the vertical pressure exerted by the rolls. - Fig. 14 shows 
such a plate-straightening machine, as made by the Hilles & 
Jones Company, Wilmington, Del. 

Beams, channels, zees, and other odd shapes, are best 
straightened by applying local pressure to the parts out of line, 
either by a screw press or some form of power-driven cam act- 
ing on a plunger. Angles, however, are more readily straight- 
ened by passing them through a series of grooved rolls, which 
act similarly to those described above for straightening plates. 
When a piece is so badly out of line that these methods will fail 
to straighten it, — and this is particularly true of plates, — it must 
be heated and hammered, or else hammered cold ; but this latter 
should seldom be done, as it is very destructive to the material. 

When a piece is to be curved, this is now done. Curves of 
long radius are made by bending the material under the presses, 
the holes having previously been punched in it. When, how- 
ever, the radius is short, the metal is heated, and the bend made 
by hammering while hot, and the holes then punched so that 
they will be in proper position. _ If it be necessary that the 
curve in the finished member shall be an exact one, the material 
is first curved, and the holes then drilled, so as to avoid the dis- 
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tortion due to the punching. But where the very best work is 
required, all the parts of the member are assembled, clamped 
together in their proper positions, and the holes then drilled in 
place. By this method no chance is given the different parts to 
spring away from their exact positions. 

Most of the material usually comes from the mills in multiple 
lengths, and the first operation is to cut it to the lengths re- 
quired. The templets are clamped into place, and the positions 
of all holes, bevels, and cuts, marked off. Many of the pieces 
are cut to exact length at once ; but those whose ends are later 
to be machined are usually cut J inch longer. 

All plates and angles are cut by means of a shear. A mov- 
able knife is forced down with great pressure upon the material 
to be cut, which rests upon a stationary ledge, the result being 
that the metal is cut or broken between the planes or edges of 
the knife and the ledge. In practice, the edge of the knife 
does not lie exactly in the plane of the ledge, but is placed as 
"nearly as possible in that position. The more nearly these 
planes coincide, the squarer and cleaner will be the resulting cut. 

In shearing angles the knife begins cutting in the fillet of the 
angle, and then shears each leg equally. Skew cuts can be 
made as readily as square ones, but can only lie in the vertical 
plane in which the shearing knife moves. No shear can make 
a reentrant cut without distorting the material and ruining it. 

Fig. 15 shows a double angle shears made by Hilles & Jones 
Company. This is a motor-driven machine and can make 
both right and left cuts, thus obviating the necessity of turning 
the piece end for end. 
Angles placed in the 
knives on the left-hand 
and right-hand sides of 
the machine respectively ^'' '*■ 

will be cut like the pieces marked ' left ' and ' right ' in Fig. i6. 
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ever a skew cut is 
set up ready for 




The whole machine is mounted on a turn-table, thus doing away 
with the necessity of slewing the angles across the shop when- 
:o be made. The machine as shown is not 
se. When installed in the shop, all of the 
turn-table arrangements are hidden by the 
floor. 

The material having now been cut to 
length and otherwise prepared, it is ready 
to have the holes, through which the rivets 
are to be passed, punched in it. These 
holes are made by forcing a circular rod or 
"punch" of hard steel through the metal 
Fig. 17 shows such a punch with its die. 

The tit on the bottom of the punch is for 
the purpose of centering it over the inden- 
tation previously made by help of the tem- 
plet, and which indicates the center of the 
hole to be made. Most specifications require that the diameter 
of the die shall not exceed the diameter of the punch by more 
than ^ inch. This is required in order to insure good smooth 
holes without ragged edges. Almost any shape of hole can be 
made by a punch, but in bridge work the need for odd-shaped 
holes is very slight. 

There are many varieties of punching machines, each de- 
signed for doing a different class of work. Single punches for 
both large and small work, plate punches which can reach to 
the centers of the largest plates, and multiple punches which 
can punch several holes at one time are the general types 
usually found in a bridge plant. Fig. 18 shows a single punch 
made by Hilles & Jones Company. This is a motor-driven 
machine which can take a plate 36 inches wide and has a maxi- 
mum capacity of punching a i^ inch hole through 1 inch of ' 
medium steel. 
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Multiple punches are especially useful for work on the webs 
of floor beams and stringers, and on any plates which require 
a large number of holes regularly and systematically placed. 
A number of angles or other shapes which are to be similarly 
punched can ako be passed through one of these map hines at 
the same time. Briefly, their operation is as follows : the plate 
or shapes to be punched are attached to a carriage which is 
moved by means of a rack and pinion and which can be stopped 
at regular intervals, usually multiples of ij and 3 inches. If 
this carriage be moved forward, the plates -or shapes will be 
brought under the punches and the longitudinal spacing of the 
holes will be determined by the successive positions of the car- 
riage. The transverse positions of the holes are fixed, either 
by moving the punches on their frame or by attaching the 
material to different points on the carriage. Such punches 
can be made of any size and to punch any number of holes; 
the type generally used, however, will take a plate six feet wide 
and punch i8 holes in this width at one stroke. 

Multiple punches do very good work, and there is no tendency 
to cumulative error, as the spacing plates on which the carriage 
depends for its successive positions are very carefully made and 
cannot become deranged. 

When the thickness of the iron or steel to be punched exceeds 
the diameter of the punch, the results obtained are not good. 
The material punched is unduly stressed, and the holes are not 
straight and smooth. Thick plates and shapes must therefore 
be drilled, but this is a slower and more expensive operation. 
Single and gang drills are used for this work, but the per- 
centage of drilled to punched holes in ordinary bridge work 
is very small. 

The hole made by a punch is not cylindrical, but is tapering, 
the diameters at the edges being the diameters of the punch 
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and the die respectively. Specifications usually require that all 
punched holes, and especially those in tension members, shall 
be reamed to a diameter ^ inch larger than the punch, so that 
all material injured in the process of punching will be removed. 
Wrought iron, soft steel, and medium steel can be easily 
punched, but hard steel must always be drilled, as it cannot be 
punched without cracking. 

It has been shown that a shear cannot make a reentrant 
cut, and, as many shapes have several such angles, some other 
method of cutting them is necessary. A shear can be designed 
for cutting every shape commonly rolled, but the great variety 
of machines which would be required, and the consequent 
greater division of the work, forbids their use. All shapes 
except angles are therefore cut by the cold saw, which consists 
of a round disc of hard steel about \ inch thick and about 40 
inches in diameter. Small notches are cut into this disc so as 
to roughen its periphery, and it is driven at about 2000 revolu- 
tions per minute. The shape to be cut is firmly clamped into 
place, and the saw is slowly fed forward and into it. .The heat 
generated by the contact of this rapidly revolving disc suffi- 
ciently melts the material of the shape so that the saw passes 
on through it. Square and skew cuts can be made with equal 
facility, being limited only by the diameter of the saw and its 
forward feed. 

As has already been indicated, the machinery in this shop 
consists of the straightening rolls and presses, the shears for 
both plates and angles, a variety of punches and drills capable 
of doing all classes of work, and the cold saw for cutting and 
beveling shapes. 

Overhead cranes and hand travelers are provided for easily 
and rapidly moving the material at all times to and from any 
part of the shop. There also are found the plate-planing 
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machines for planing the sheared edges of plates, to remove the 
material injured in shearing, and a number of small planers 
which are used for such work as rounding the corners of angles 
so as to make them fit into the fillet of another. 

The material, having passed through this shop, is in every 
way ready to be brought and fitted together preparatory to 
being made into the final members by means of rivets. It may 
at once be sent to the assembling shop, or else await its turn in 
the yards. Those pieces which require no more work and are 
to be shipped loose are now sent to the shipping yard, where 
they are made ready to be forwarded into the field. 

In this shop, each piece, as the work on it is completed, is 
marked with a letter or number, which designates its position in 
the finished member, and all pieces which belong to the same 
structure are marked with the job number, so that they may be 
readily kept separate and identified in the assembling shop. 

Art. 22. The Assembling Shop. 

In thi? shop all the material which goes to make up the 
various members of the structure is brought together, fitted, 
riveted, and made of exact dimensions; when the members 
leave this shop, they are ready to be prepared for shipment. 

In general, this shop is laid out so that all of the heavy work 
is done on one side, the small work being done on the other. 
The great diversity of the work done by a bridge company, 
however, renders such a strict division sometimes impossible. 
On one side of the shop is found the solid riveted work, such as 
plate girders, floor beams, and stringers, while on the other are 
the posts and chord sections of truss bridges, steel building work, 
and lateral members. Fig. 19 is a view of the assembling shop 
of the American Bridge Company at East Berlin, Conn., taken 
with the camera standing at the finishing end of the building. 
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The various parts of each member which have already 
been made ready for assembling are now brought together 
into their prcper positions and securely fastened with bolts. 
Cooper's Specifications for Steel Railroad Bridges require that 
all punched rivet holes shall come together so that " a rivet 
^" less in diameter than the hole can generally be entered 
hot into any hole without reaming or straining the metal by 
drifts." In general, however, all holes are punched small, and, 
after assembling, are enlarged by reaming, thus insuring good 



smooth holes besides removing all of the material injured in the 
process of punching. Before assembling, those surfaces of the 
metal that are to be in contact should be thoroughly painted, 
and as this is the only paint which can ever be put on them, 
it should be very carefully applied. 

The drift pin, which is a tnpering pin of hard steel, is now 
used for bringing the various parts into their proper positions 
preparatory to bolting them together. When the parts are not 
rigidly held, no bad effects can result from its use, but when 
much riveting has been done on a member and the parts are 
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securely held, the drifting can only result in causing severe 
local stresses, and may even rupture the material. 

Two general types of machine are used for reaming or 
enlarging the punched holes after assembling and preparatory 
to riveting. These two machines are shown in Figs. 20 and 21. 
The first, made by The Pond Machine Tool Company of 
Plainfield, N. J., is known as a radial drill. Any number of 
these machines may be set up side by side ; Fig. 20 shows 
four so arranged, all being driven from the same shaft. 

The drills or reaming tools, as the case may be, are mounted 
on a pivoted arm, and can themselves be moved back and forth 
on these arms so that they can reach to any part of the half 
circle described by ' the pivoted arm. Large pieces of work 
are brought to these machines and all holes within reach of 
, the arms are reamed or drilled. In this way many drills can 
be kept moving at the same time without interference, and they 
can also be rapidly moved from one position to another. The 
necessity of moving the piece on which the work is being done 
is also avoided. 

The portable rotary reamer and drill shown In Fig. 21 is 
made by the Philadelphia Pneumatic Tool Company. It is in 
reality a compressed air turbine, the drill or reaming tool being 
attached directly to its shaft. Two men are required to oper- 
ate it, and it can be used in almost any position. Power is 
furnished by compressed air, which is delivered to the machine 
through armored rubber hose. 

All holes having now been reamed, the member is carefully 
examined to see that everything is right and in its proper posi- 
tion before it is passed on to be riveted up. 

There are two general types of riveting machines, the hy- 
draulic riveter and that driven by compressed air. Riveters 
operated by hydraulic power are usually stationary. Fig. 22 
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shows such a machine made by William Sellers & Co., Philadel- 
phia, Pa. As seen in the shop, all of that portion of the 
machine below the floor line is invisible. The depth of the 
jaws is usually about ten feet, so that the largest plate girders 
can be taken ; in fact, these machines are used almost exclu- 
sively for girder work. The piece to be riveted is carried by 
an overhead crane, which is controlled from a point near the 
riveting machine. All motions are provided for in this crane, 
so that the piece can be readily and easily brought into any 
position between the jaws of the machine. The hydraulic 
cylinder on the left operates the riveting bar, and is controlled 
by the lever shown on the extreme left of the machine. 

When the member to be riveted exceeds ten tons in weight, 
it is usually more economical to move portable riveters about it 
than to bring it to the stationary machine, but this limit depends 
not so much on the weight as upon the capacity of the cranes 
which must handle it. 

Hydraulic riveters do the best work ; they are simple, do not 
easily get out of order, and always exert their full pressure 
upon the rivet being driven. Various forms of portable hy- 
draulic riveters have been made, but they are cumbersome 
affairs and have not proven yery successful. 

The riveting machines driven by compressed air are of two 
distinct forms. In the first, the piston of the air cylinder is 
attached to a toggle joint, which operates the riveting cup. 
Except for small work this style is not now generally used. 
Unless very carefully adjusted, it will never. work up to its 
power; and, as no two consecutive pieces of work to be riveted 
are of the same thickness, this adjustment becomes a very 
important factor in securing uniform and tightly driven rivets. 
In the other form of air riveter the air piston is attached to 
a plunger, which compresses oil in another cylinder; this oil 
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in turn driving forward the piston which carries the riveting 
cup. Riveters of this type do excellent work, and always, 
unless there be continued leakage of oil, produce their full 
pressure when the air valve is opened wide. No adjustment 
other than the initial quantity of oil is needed, and even with 
slight care this will remain constant. Such a machine made by 
Pedrick and Ayer, Philadelphia, Pa., is shown in Fig. 23. 

In every structure there are some rivets which cannot be 
reached by the power machines. These must he driven by 
hand, and this is a slow and expensive operation. The com- 
paratively recent introduction of the compressed-air hand- 
hammer has, however, greatly reduced the cost of this work. 
Such a hammer, made by the Philadelphia Pneumatic Tool 
Company, is shown in_Fig. 24. These hammers strike a large 
number of rather light but very rapid blows, and make a rivet 
far superior to the old hand-driven ones. They can he readily 
moved into any position, are operated by one man, and can 
reach many places where the old system of hand riveting was 
ineffective. 

These hammers may also be used for chipping or caulking 
by putting in the required tool. No tool is shown in the 
illustration, and to be used for riveting a cup must be intro- 
duced. 

Rivets are made of soft steel and of such lengths that,' when 
put into the holes, enough metal will project, so that when com- 
pressed it will completely fill the hole and still enough remain 
to form the head. Before being put into the holes, they should 
be heated to a cherry-red. Great care must be taken that the 
metal shall not be burned in the heating, as otherwise it will be 
hard and brittle. Rivets should also not be driven when too 
cold, or they will not completely fill the hole, and the heads, 
though apparently all right, will be weak. The heads should 
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be smooth and free from cracks, and should be concentric with 
their holes. 

The work having now been made solid, those pieces which 
in the finished structure are to have butting joints, such as 
stringers and chord sections, must now be made of exact 
lengths. It has been seen that ail pieces to be machined were 
first cut J inch longer than the finished dimensions. The work 
of bringing them to exact length is called facing, and is done 
by a machine called a rotary planer. Such a machine, made by 
Bement Miles & Company of Philadelphia, is shown in Fig. 25. 



The piece to be faced is clamped into position on the bed in 
front of the disc which carries the cutting tools in the holes 
near its circumference. The edges of these tools are all in the 
same plane, and the disc is turned, while at the same time it 
moves slowly forward. Any metal on the piece which projects 
beyond the plane of the cutting tools is therefore chipped away, 
and so, in several successive operations if need be, all parts of 
its end are made lo 1't in a true plane. 

The machine shown is not mounted upon a turntable, but this 
is the usual custom, so as to avoid slewing long members across 
the shop whenever a skew face is to be made. 
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Those members that belong to pin-connected structures are 
now taken to the drill presses, where the pin holes are carefully 
bored in exact position. 

All of the work in the shops has now been completed, and 
the various members, before being taken to the shipping yard, 
are carefully weighed and inspected, and a record kept, both for 
the purpose of knowing the capacity of the shop, and also 
exactly what work has been completed. 

The equipment of the assembling shop consists of ample 
skids, on which the work can be brought together, the station- 
ary and portable "drills and reamers, the pneumatic and 
hydraulic riveters, the planing machines and drill presses, and 
the overhead cranes, reaching to every part of the floor space. 
Numerous small tracks also permit of the moving of any piece 
from either end or to any part of the shop ; and, finally, there 
are the scales on which the material is weighed before it is 
■passed on to be painted and prepared for shipment. 

Art. 23. The Machine Shop. 

While a very small percentage of all the work done by a 
bridge company is machined work proper, yet, for reasons of 
internal economy, this shop is perhaps the most important of 
the plant. It should be so equipped as to be able to replace or 
repair, promptly, practically every part of any machine in the 
plant. The almost endless variety of such repair work renders 
necessary the constant employmtyit of a much larger force than 
would be required for the bridge manufacture alone. 

The parts of steel structures which have machine work done 
upon thenj are pins, rollers, bed and sole plates, and anchor 
bolts. The various hearing parts of turntables are also made 
here. 
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The machinery in this shop consists of a variety of drills, 
planers, and lathes of various sizes. The material for the pins 
and rollers usually conies from the mills, and has a diameter 
J inch greater than that of the finished pin. It is turned down 
to the required size and the threads cut on the ends for the pin 
nuts. The planers are used to smooth off the faces of the bed 
and sole plates for the expansion joints. 

Connected with the machine shop there is a storehouse, 
where is kept a large assortment of bolts of all sizes and 
lengths up to i-inch diameter. Larger bolts than this are 
special, and are made by the shop as required, AH steel and 
iron castings which require facing are finished up here. These 
castings are generally purchased from some outside company, 
there being few bridge companies who operate their own found- 
ries. 

Art, 24. The Forge Shop. 

The three general classes of work done in this shop are the 
manufacture of rivets, the general smith work required on a 
steel structure, and the making of eye-bars. 

The soft steel rods from which the rivets are made are heated 
in a furnace and then passed into the rivet-making machine, 
which, at one operation, upsets the rod, makes the rivet head, 
and cuts off the proper length from the rod. The rivet thus 
formed drops from the machine, and when cool is placed in 
stock. The rivets most generally used in structural work are 
^ and ^ inch in diameter. 

Special bolts are made in tl^e same way in a similar machine, 
and then have their threads cut in the machine shop. 

The general smith work consists of the bending of plates, 
angles, and shapes, as called for by the drawings, the making 
of clevises and loop eye-rods, and the upsetting of the ends of 
adjustable tension members. All forgings that may be needed 
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by the plant, such as punches, drift pins, and riveting cups, are 
also made here. 

In the eye-bar department of this, shop ail of the large pure 
tension members of pin-connected structures are made. The 
standard dimensions of eye-bar heads may be found in any of 
the handbooks where they are given for various diameters of 
pin in bars of varying width. Specifications always require 
that the heads of the bars shall be so proportioned that, if 
tested to destruction, the break will occur in the body of the 
bar rather than in any part of the head or neck. The form of 
head is, however, not specified, but left subject to the approval 
of the engineer in charge of the work. The excess of area in 
the head over that in .the bar is from thirty-three to fifty per- 
cent, so as to insure ample strength in that part of the bar. 

The steel flats from which the eye-bars are made have about 
four feet of one of their ends heated to a bright cherry-red in 
a forge. - This heated end is then placed in the upsetting 
machine and a solid head formed, which is almost exactly the 
size of the finished head. After reheating, it is taken to the 
steam hammer, placed in the die, and hammered out so as to 
thoroughly solidify the material and be made of the proper size 
and thickness. Before leaving the hammer a hole is punched 
in the center of the head to facilitate the boring of the finished 
hole. During the entire process a careful watch is kept for 
flaws, and all discovered must be cut out, for a fault in a steel 
bar will never weld perfectly, and a flaw, no matter how small, 
is always a source of weakness ; the head on the other end of 
the bar is made in the same way. A number of the bars are 
now taken to the annealing furnace, in which they are piled on 
edge, but not in contact. The temperature of the furnace is 
gradually raised with wood or gas fuel until the bars become 
of a cherry-red, when the fire is slowly allowed to go out and the 
bars to gradually cool. The object of this process is to permit 
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the metal in the bars to arrange itself naturally and so to 
remove any local stresses which might exist. Such stresses 
may be caused eitber in upsetting or in forging the head. 

When cool enough to handle, the eye-bars are taken to the 
straightening press and are made true to line ; they then pass 
on to the boring mill, where the pin holes are finally made- 
Cooper's Specifications, 1901, require that "chord pins shall 
fit the pin holes within ^ of an inch for pins less than 4J 
inches diameter; for pins of a larger diameter the clearance 
may be ^ inch," and also that " bars which are to be placed 
side by side in the structure shall be bored at the same tempera- 
ture and of such equal length that upon being piled on each 
other the pins shall pass through the holes at both ends without 
driving." The same specifications also require that "the bars 
must be bored to lengths not varying from the calculated 
lengths more than ^ of an inch for each 25 feet of total 
length." 

The finished bars should be smooth, straight, and free from 
flaws. The pin holes should be at the center of the heads and 
on the center Une of the bar. 

The forge shop buildings should be thoroughly ventilated 
and special apparatus provided for removing the gases and 
smoke which arise from the furnaces and forges. To do this in 
the most efficient and economical way a system of power ven- 
tilation must be installed, the fresh air being forced into the 
shop near the floor, and the gases removed at the ventilators on 
the ridge of the building. 

Art. 25. Inspection, 

After the material has left the shops, and before it is pre- 
pared for shipment, it must be gone over carefully and in detail 
in order to see that it conforms in every way to the specifications 
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and to the drawings. ■ This work is done by the inspectors, 
both the bridge company and the purchaser having men at the 
shops for this purpose. 

The company's inspector has to look over all work which 
comes from the shops, and his approval is necessary before any 
piece is shipped by the company. He usually has a number of 
assistants and is principally concerned in seeing that the work 
will fit together easily and accurately in the field. 

The purchaser's inspector is employed by those for whom 
the material is being made, and is. their representative on the 
ground. He is concerned only with his own work, and when 
the structure is to be erected by the bridge company he need be 
very particular only regarding the quality of the material and 
the character of the workmanship. When, however, his own 
company is to erect the structure, he must examine carefully 
into every detail and be perfectly satisfied before the material is 
shipped that the different members will fit together. In this 
latter case his acceptance is final, and should any errors creep 
through, his company must bear the expjense of correcting them. 
No material can be shipped until he has stamped or marked it 
and thus signified his acceptance. 

A large percentage of all inspection done is made by inspec- 
tion companies or firms. These companies bid for the work of 
inspecting a lot of material at a ton price. They employ a large 
number of inspectors, whom they send from place to place to 
look over the work which they have in hand. At a large bridge 
concern they usually have a permanent man who inspects all of 
their work passing through that plant. In this way the inspec- 
tors can be kept constantly busy, and the cost of inspection to the 
purchaser will, in many cases, be greatly reduced. The princi- 
pal objection to this inspection — and it is one held by many pur- 
chasers — is that the actual inspector is not personally known. 
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and also, though the inspection firm may be well and widely 
known, it will often not hold itself financially responsible for 
the. work of its employees. The good work done by these 
firms is, however, amply attested by the volume of their busi- 
ness and their professional reputation. 

The purchaser's inspector, when he arrives at the plant where 
the bridges to be inspected are being manufactured, should at 
once begin to familiarize himself with the shops, the methods 
by which the work is done, and also become acquainted both 
with the officers of the company and the foremen having actual 
charge of the work. He will be furnished by the company with 
plans and drawings of the work, and with all other information 
that he may need. 

He should ascertain where the material which is to go into 
his bridges will be obtained, and then be on hand at the mills 
when it is being rolled. Before the material is taken from the 
mills to the bridge plant, it should be carefully examined for 
flaws and surface defects, and the results of the tests made on 
specimens cut from it be studied. The material being accepted, 
it should be stamped by the inspector with his hammer, and the 
position of the stamp indicated by a circle of paint. This stamp 
means that the material may now be sent on and be used in 
manufacturing the bridge members. Any matei'ial not so 
marked is not allowed to be forwarded. 

At the bridge plant the inspector should keep a general over- 
sight of the work as it is passing through the shops. He should 
watch the making of the templets, the punching of the holes, 
the shearing of the plates, the assembling and the riveting, all 
with a view to seeing that the material is in no way mistreated 
or injured. He can insist on no special methods of manufacture 
or procedure unless they be called for by the specifications, but he 
should see that all work is well and properly done, and that no 
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bad work which might weaken the structure shall be covered up 
so that the final inspection would miss it 

The work having passed out of the shops, he now proceeds to 
examine it critically, with the view of finding all defects that 
may exist. With his hammer he taps the rivet heads and marks 
all such as may be loose or defective to be cut out and replaced. 
He looks to see that all clearances are correct, that the proper 
sizes of material have been used in building up the members, 
that no holes have been left open, and that no field-rivet holes 
have been closed. He also looks out for all total and detail 
dimensions, and sees that the members conform to the require- 
ments of the specifications and drawings. 

He reports all errors he may find, or changes which may seem 
necessary, to the company's inspector, who issues an order to 
the shop to have them corrected. When this is done he stamps 
each piece with his hammer, as an attest that it has been accepted 
by him and is now ready to be prepared for shipment. He then 
also sees that the painting is properly done, that all small pieces 
are properly boxed, and finally that all parts of the structure are 
promptly shipped to their destination. 

In general, while the work is in progress, the purchaser's 
inspector should at all times be on hand, ready to settle all 
points as they arise. He should be slow to decide a question, 
and never render rash or hasty opinions ; he should temper his 
judgment with discretion, for only in this way can he command 
the respect of the company's employees, who naturally look 
Tipon him as being more or less of an interloper, and who, if 
antagonized, can easily make life a burden for him. He should 
remember always that he is in a judicial capacity, and when 
pronouncing on the evidence before him should be just, equally 
to himself, to those whom he represents, and to those whose 
work he is judging. 
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Art. 26. Painting and Shipment. 

The material having been inspected and stamped, it is now 
ready to be painted and finally prepared for shipment. 

There are in the market hundreds of varieties of paints of 
different kinds, mineral paints, asphaltum paints, and graphite 
paints. Many of them are good and many more are not. The 
paint to be used on any structure is generally called for in the 
specifications, but the standard shop painting and that generally 
required is one coat of boiled linseed oil. This oil in drying 
makes a good base for the field painting, which is done after 
erection. 

Before painting, the work should be thoroughly cleaned of 
all shop oil, rust, and scale, so that the paint will come into 
direct contact with the metal. Some specifications, but rarely, 
and only on important work, require that all surfaces before 
painting shall be cleaned with a sand blast so as to assure a 
perfectly cleati metal face. 

The commonest and best method of applying the paint is 
by hand, with a brush. In some plants, however, it is done by 
forcing compressed air through the paint and blowing it in a 
spray against the metal. The only advantage of this method 
is its rapidity. Unless very carefully done, it will not distribute 
the paint evenly, and then it becomes an expensive method on 
account of the great quantity of paint wasted. 

After being painted the work should be marked with its job 
number, which is the shop number of the structure, and also 
with its erection marks, which are the letters and numbers 
given on the drawings to identify the separate pieces. These 
marks should be put on clearly and conspicuously, so that no 
time will be lost in the field in picking out the various members. 
All work which is to be carried to a distance, and especially 
export work, should have its marks painted, and also stamped 
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^ith steel stamps, as the paint marks are easily obliterated or 
rendered indistinguishable by frequent handlings. When large 
export shipments are made, the expedient of painting all parts 
of the same structure the same color is often resorted to, in 
order to faciUtate the sorting and distribution at the point where 
the shipment is unloaded. 

All of the small parts of the structure, such as rivets, bolts, 
pins, roller bearings, etc., are carefully packed in boxes and 
each box marked with the job number as well as with a list 
of its contents. 

Before being shipped the different parts are again carefully 
weighed, as the price paid is often per pound of finished material. 
The inspector must also compute carefully the weight of each 
piece and compare it with the scale weight. A variation of 2J 
per cent between the esttmated and scale weights is usually 
allowed. In case the difference should be greater than this, an 
examination must be made and the piece reweighed if necessary. 

The bridge company's work is now complete unless it is to 
erect the structure. The different parts are all loaded on cars 
and forwarded to their destination. Shipping bills are made 
out and sent to the purchaser ; copies of them are also furnished 
to the inspector. These bills give the name of each piece, its 
package number, its gross weight, net weight, and tare, and 
show also the total number of pieces in the shipment, as well 
as its total weight. The inspector now examines these bills, 
and, if correct, approves and sends them to his people, together 
with his final report on the inspection of the structure. 

Art. 27. Tests and Testing. 

The ordinary tests made on material are on small specimens 
and are for the purpose of determining its quality. They are 
made on testing machines, which usually have a capacity of 
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about 100 ooo pounds in either tension or compression. The 
specimen to be tested is cut directly from some plate or shape 
and smoothed or turned down. Its breadth and thickness are 
carefully noted, and a length of 8 inches laid oS on it in inch 
divisions. It is then put into the machine and broken, and the 
yield point and ultimate strength noted. After breaking, the 
breadth and thickness of the specimen at the point of rupture 
are noted, as also the elongation in some specified length — 
usually 8 inches. From these data the yield point and ulti- 
mate strength in poupds per square inch are computed, as ■ 
also the reduced area, the percentage of elongation, and the 
percentage reduction of area. The characteristics of the frac- 
ture are also noted as having a bearing on the quality of the 
material as respects toughness and brittleness. 

Two specimens are taken from each heat, one to be pulled 
in tension, and the other for the " quench test," which consists 
in heating the specimen to a dull cherry-red, cooling in water, 
and then bending cold. Cooper's Specifications, 1901, require 
that this specimen " must stand bending to a curve whose inner 
radius is one and a half times the thickness of the sample 
without cracking." Medium steel for bridge structures is usu- 
ally required to have an ultimate strength of 60 000 to 68 000 
pounds per square inch, an elastic limit of not less than one- 
haff of the ultimate strength, and a minimum ultimate elonga- 
tion of 22 percent determined from a gaged length of 8 inches. 

Bridge companies have their own testing machines, which 
are always at the disposal of the inspector for his work. Most 
of this testing is, however, done at the mills, where there are 
large laboratories devoted entirely to such work. 

Specifications occasionally call for tests on full-sized members 
of a structure, though this is sometimes left to the discretion of 
the engineer in charge of the work. Such testing requires 
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large machines of great capacity, and the following is a list 
of the largest machines of this kind in the United States ; they 
may be used in compression as readily as in tension. 

The machine of the Phoenix Iron Company at Phoenixville, 
Pa., is the largest of its kind in the world. It can exert a stress 
of 2 160 000 pounds, and can take a specimen 45 feet long with a 
stretch of 1 5 percent. For a description of this machine, see 
Engineering News, Dec. 28, 1893. 

The machines of the American Bridge Company at Athens, 
Pa., Edgemore, Del., and Pittsburg, Pa., have capacities respec- 
tively of I 244 000, 700 000, and 600 000 pounds, while the 
machine belonging to the United States Government at the 
Watertown Arsenal has a capacity of i ooo cxx) pounds. This 
machine is remarkable for its delicacy and precision. It can 
break a hair and a bar of steel 30 feet long, and the relative 
error in measuring the ultimate strength will be closely equal 
in the two cases. 

Art. 28. The Organization of a Bridge Company. 

The rapid development of, and the fierce competition in, 
bridge and structural steel business have made it necessary that 
a bridge company, in order to be successful, must have an 
organization as complex and yet as nice in its every detail as 
that of an army which has been in the field for many years. 
This, in fact, is true of every great business, for it is almost a 
fundamental law that the company having the best organization 
will also have the greatest profits. This is not the place for a 
discussion of all of the intricacies of any business concern, but 
it will be well to briefly indicate to the student just what the 
word " organization " means, 

A bridge company takes contracts for and delivers to the 
purchaser steel structures of every kind. It may take the con- 
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tract for an entire structure or only for the steel work. In gen- 
eral, on nearly every contract there is some work which the 
company cannot do, and this is sublet to some one else. The 
sales department of the company looks out for all of this portion 
of the business. It has agents in all parts of the country who 
are always on the lookout for new contracts, and it also sublets 
any work which it cannot do but often finds it advisable to take 
in order to obtain advantages over its competitors. On the 
energy, watchfulness, and efficiency of this department depends 
very largely the profit of the company ; if it can get but little 
work, its earnings will be small. 

After a contract is secured it is passed on to the engineering 
department, which in the first place made the preliminary esti- 
mates for the sales department, and now it takes up the work 
of the detail design in its offices and drafting room. The plans 
being completed, they are sent into the shops, but the shops 
cannot go ahead without material to work upon, and this end of 
the business is looked after by the purchasing department. This 
department makes contracts for and obtains all materials needed 
by the plant, — everything that is required for building the 
structures under contract as well as everything necessary in the 
operation of the entire plant, whether it be a paper of pins for 
office use or a new dynamo for generating power. 

Then there is the operating department, which concerns itself 
with the progress of the work and the internal economy of the 
shops. It must see that every machine is kept running just as 
constantly as possible, that templets are used over again where- 
ever practicable, that the greatest duty is gotten out of the 
engines and boilers, that no unnecessary men are employed, 
that ail proper facilities for the work are furnished, and above 
all that the shops shall turn out the greatest possible tonnage, 
for this is the real measure of a plant's earning capacity. When 
the material is out of the shops, the engineering department 
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again takes a hand in the inspection, and pronounces on the 
work of the operating department. 

The shipping department now loads the material, arranges 
for freight rates and routes, and notifies the purchaser of the 
shipment. Then, when the material arrives at the site where 
the structure is to be put up, the erecting department takes 
charge of it and puts It into place. And finally there is the 
financial department, which sends out the bills for work done 
and contracts completed, and receives payment for the same. 

Besides the departments already mentioned there is a pay 
department, which looks after and keeps the time of every man 
in the company's employ, and disburses the wages on pay day. 
Each of these departments may be subdivided, but it must at all 
times be in readiness to answer any questions which may be 
asked by the general superintendent, who must keep in touch 
with all work in the plant, and also with the progress and con- 
dition of each department. In order to secure the most satis- 
factory results, namely, the best bridges and the highest profits, 
it is necessary that all these separate departments shall work 
smoothly and together, each helping the other to attain the 
desired ends. 

As an illustration of the thoroughness with which the accounts 
are kept, the following classification of shop processes used in 
some bridge plants is given : 



I- Unloading. 

2. Running In. 

3. Templets. 

4. Straightening. 
5- Edging. 

6. Shearing. 

7. Ikying Out. 

8. Punching. 

9. Coping. 

10. Rotary Planing. 

11. Fitting. 



13. Hand Riveting. 

14. Solid Drilling. 

15. Reaming. 

16. Riveting. 

17. Chipping. 

18. Assembling and 

Reaming. 

19. Shop Handling. 

20. Boring. 

21. Annealing. 



23. Upsetting and 
Forging. 

23. Turning. 

24. Planing. 

25. Machine Work 

26. Grinding. 
37. Running Out. 
28. Inspecting. 
29 Painting. 

30. Loading, 
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At the close of each day each man employed in the shops iiUs 
out a time card, headed with the shop number of the job, and 
then gives the number of hours spent in each of the above 
operations, specifying it by the number prefixed. It is thus 
possible to determine for each bridge the cost of each and all of 
these thirty items. If in any case the relative cost of any item 
much exceeds its proper percentage, an investigation may be 
made and measures taken that such excess shall not again 
occur. If, however, the cost of any item comes out materially 
less than the usual percentage, the foreman in charge should be 
complimented and encouraged to maintain a similar record on 
future jobs. 

The cost of the product to the purchaser is the cost of pro- 
duction plus the profit of the bridge plant. A careful account 
is kept of each department, and each charged with its proper 
share. The different charges which are usually made are to 
management, to engineering, to shops, to sales, to shipping, to 
erection, and to profit, the latter including interest charges, de- 
preciation of plant, contingency and sinking funds. 

The above brief outline will serve to show the student that 
while the successful conduct of a bridge business is primarily 
dependent on the engineering department, which is responsible 
for the strength and safety of the structures built by the com- 
pany, yet that there are also other and equally important de- 
partments which require just as earnest work and even higher 
executive capacity. The man thoroughly trained in the engi- 
neering work is the one best fitted to take up the more trying 
and responsible positions in the other departments. 
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CHAPTER V. 

tables and standards. 
Art. 29. Manufacturers' Handbooks. 

The student of bridge design will find it absolutely necessary 
to have at hand one of the handbooks issued by the manufac- 
turers of structural materials. There are a number of these, the 
best known being those popularly called the Phcenix, Carnegie, 
Pencoyd, Jones and Laughlins, Passaic, and the Cambria hand- 
books. The titles of these books are as follows: Useful Infor- 
mation for Architects, Engineers, etc., issued by the Phcenix 
Iron Works, Phosnixville, Pa. ; Pocket Companion, issued by the 
Carnegie Steel Company, Pittsburg, Pa. ; Steel in Construction, 
edited by James Christie, and issued by A. arid P. Roberts Com- 
pany, Philadelphia, and the American Bridge Company, New 
York ; Standard Steel Construction, issued by Jones and Laugh- 
lins, Limited, Pittsburg, Pa. ; Structural Steel and Iron, edited by 
G. H. Blakeley, and issued by the Passaic Rolling Mill Company, 
Paterson, N. J. ; Cambria Steel, issued by the Cambria Steel Com- 
pany, Johnstown, Pa. The Pencoyd, Cambria, and Carnegie 
handbooks are the most complete and in general use for work in 
bridge design. The Passaic and the Jones and Laughlins hand- 
books are mainly adapted for the design of steel buildings, but 
are also used in bridge design. The prices of these books range 
from one to two dollars, but they can usually be obtained in 
quantities at a special rate by college students. 

The handbooks contain full tables of all the market shapes 
of steel manufactured by the respective firms, stating weights, 
areas of sections, positions of centers of gravity, moments of 
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inertia, radii of gyration, and other constants. Tables are 
also given for the shearing and bearing values of rivets, the 
bearing values of pin plates, the resisting moments of pins, 
standard bolts, eye-bars, bridge pins, and other details, as well 
as for the weight and strength of materials used in bridge and 
building construction. The necessary computations in bridge 
design may be greatly shortened by the use of these tables. In 
the following pages a few tables are presented which are more 
complete than those in the handbooks. 

In order to obtain uniformity in the work done at its various 
plants, the American Bridge Company issued, in 1901, a book 
entitled Standards for Structural Details. It contains a num- 
ber of tables similar to those in the handbooks as well as some 
new ones, together with details relating to the use of corrugated 
steel for roofing and siding, and of standard doors and windows. 
The rules for making shop drawings are referred to in Art, 17, 
and some of them are reprinted, 

Osborn's Tables of Moments of Inertia and Squares of the 
Radii of Gyration economize time in designing the struts in 
lateral and sway bracing, and the posts and upper chords of 
trusses. Buchanan's, Smoley's, or Hall's Tables of Squares 
are useful in finding the lengths of diagonal members. 

Art, 30. General Specifications. 

A number of general specifications for steel railroad bridges 
and viaducts have been prepared by consulting engineers, and 
are published for general use, including those of Cooper, 
Waddell, The Osborn Company, Thacher, Bouscaren, Sea- 
man, and ScHAUB. Cooper's Specifications have been in use for 
many years, and probably more bridges have been built in 
accordance with them than with any other set. Waddell's 
Specifications are much more elaborate and explicit than the 
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Others, and are particularly serviceable to students, since they 
embody recommendations based on experience in regard to a 
considerable number of details whose determination is not 
wholly subject to theory and to which no reference is usually 
made. 

Many of the leading railroads have their own standard 
specifications, the most noted being those of the Pennsylvania, 
New York Central, Baltimore and Ohio, Norfolk and Western, 
Union Pacific, Southern Pacific, and the Chicago, Rock Island, 
and Pacific railroads. 

Some of the manufacturers of bridges also issue general 
- specifications, the principal ones now available being those of 
the American Bridge Company and of the Phoenix Bridge 
Company. 

These specifications usually indicate the types of bridges for 
different spans, the clearance required for the trains, the char- 
acter of the wooden floor, the dead, live, wind, and traction 
loads, allowance for impact and vibration (in some cases), and 
the safe unit stresses. They also give the general limits in 
designing, including the minimum thickness of material and 
sizes of shapes, the general principles in designing structures, 
the details of riveting, the details of design and construction 
of beam, plate girder, riveted girder, and pin-connected spans, 
as well as of viaducts, the quality of material and workmanship, 
inspection, painting, erection, and final test. 

A study of the provisions of the specifications adopted for 
any given design is a necessary preliminary to the computations 
and drawing involved in making the design. It will greatly 
facilitate the student's work to be provided with an index 
referring to the various paragraphs to be consulted in designing 
the different parts of the bridge, so that all of them may be 
duly considered at the proper time. 
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A comparison of the specifications referred to above will 
show to the student marked differences in the allowable unit 
stresses prescribed. One of the principal reasons for this lies 
in the fact that some make the allowances for impact and 
vibration by increasing the live load stresses by a percentage, 
which may be either fixed or variable, while in others these 
allowances are made by modifying the safe unit stresses. The 
differences relating to many other details of design and con- 
struction will be referred to in connection with the designs in 
Chapters VII and IX. 

General specifications for steel highway bridges have also 
been prepared by the first four consulting engineers mentioned 
at the beginning of this article, those of Waddell and Cooper 
having been very extensively employed. Many of the manu- 
facturers of bridges also issue such specifications, those of the 
American Bridge Company being the most complete of that 
class. Some of the standard specifications for railroad bridges 
adopted by the railroads also contain provisions relating to 
highway bridges, as well as to roofs and buildings. Fowler's 
general specifications relate exclusively to steel roofs and 
buildings. 

Most of the specifications for railroad and highway bridges 
contain an appendix consisting of tables of maximum moments 
and shears, coefficients of impact, equivalent uniform loads, 
permissible unit stresses for columns, and other useful data. 
The specifications of the New York Central and Hudson River 
Railroad contain plates showing standard details for beam, 
plate girder, and riveted truss bridges. Those relating to plate 
girders "are reproduced in Figs. 13, :4, 15, and 23, and those 
for riveted bridges are given on Plate VII. 

The following references contain important discussions of 
bridge specifications: 
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Working Stresses for Railroad Bridges. EditoriaL Railroad 
Gazette, vol. 30, page 797, Nov. 4, 1898. 

The Launhardt Formula, and Railroad Bridge Specifications, 
By Henrv B. Seaman. Transactions American Society of Civil 
Engineers, vol. 41, page 140, June, 1899. 

The Determination of the Safe Working Stress for Railway 
Bridges of Wrought Iron and Steel. By E. Herbert Stone. 
Trans. Am. Soc. C. E., vol. 41, page 467, June, 1899. 

Proposed Specifications for Steel Railway Bridges. By 
J. W. ScHAUB. Journal Western Society of Engineers, vol. 5, 
page 347, Oct., 1900. 

Notes on Specifications for Bridge and Structural Steel. By 
P. S. HiLDBETH. Railroad Gazette, vol. 33, p. 517, July 19, 1901. 

Highway Bridge Design and Construction. Editorial. En- 
gineering Record, vol. 44, page 217, SepL 7, 1901. 

On Specifications for the Strength of Iron Bridges. By 

Joseph M. Wilson. Trans. Am. Soc. C. E., vol. 15, page 389, 

June, 1S86. Although the specifications given in this paper 

have been superseded by later ones, the discussion still contains 

. much useful material for the student. 

The following articles also contain the results of tests and 
discussions relating to safe unit stresses : 

What is the Life of an Iron Railroad Bridge.' By J. E. 
Greiner. Trans. Am. Soc. C. E., vol. 34, page 294, Oct., 1S95. 

The Condition of Steel in Bridge Pins. By A. C. Cunning- 
ham, Trans. Am, Soc. C. E., vol, 36, page 91, Dec, 1896. 

The following reference gives the revised specifications for 
structural steel adopted by the American Section of the Inter- 
national Association of Testing Materials : Proposed Standard 
Specifications for Steel for Bridges, Ships, Forgings, etc. En- 
gineering News, vol. 46, page 11, July 4, 1901. 
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Art. 31. Live Loads for Highway Bridges. 

The specifications referred to in Art. 30 give the loads to be 
used in designing bridge structures which shall have sufficient 
strength under the various conditions indicated. Such loads, 
of course, are supposed to closely represent the maximum 
weights to which the structure is liable. 

The extensive use of road rollers, traction engines, electric 
cars, and other vehicles carrying heavy loads, requires the speci- 
fication of concentrated loads in designing highway bridges in 
addition to the uniformly distributed loads, which are supposed 
to represent the weight of a crowd of people. 

According to the specifications of the American Bridge Com- 
pany, highway bridges are divided into six classes, viz. : 

Class A. — For city traffic. 

Class B. — For suburban or interurban traffic with heavy 
electric cars. 

Class C. — For country roads with light electric cars or heavy 
highway traffic. 

Class D. — For country roads with ordinary highway traffic. 

Class E I. — For heavy electric street railways only. 

Class E 2. — For light electric street railways only. 

In designing the floor and its supports, a concentrated live 
lead on two axles, 10 feet between centers, and assumed to 
occupy a width of 12 feet, is to be placed on each street car 
track of 5 feet gage, this load being 24 tons for classes A and 
B, and 18 tons for class C; or a concentrated load having the 
same distribution, width, and gage, is to be placed on any part of 
the roadway, the load being 24 tons for class A, and 12 tons for 
classes B and C. Upon the remaining portion of the floor, 
including sidewalks, there is to be placed a uniformly distrib- 
uted load of 100 pounds per square foot for classes A, B, and C. 



^dovGoot^lc 



Art. 31. LIVE LOADS FOR HIGHWAY BRIDGES. ^3 

For the floor and its supports of class D, the load shall be either 
a concentrated load of 6 tons distributed as for the other classes, 
or 80 pounds per square foot of total floor surface. 

In designing the trusses for spans up to 100 feet, the live 
load per linear foot of car track and assumed to occupy a width 
of 12 feet, is to be 1800 pounds for classes A and B, and 1200 
pounds for class C, while that upon the remaining floor surface 
is to be 100 pounds per square foot for class A, and 80 pounds 
per square foot for classes B and C. For spans of 200 feet or 
more the load per linear foot of track is 1200 pounds for classes 
A and B, and locx) pounds for class C, while the load on the 
remaining floor surface is 80 pounds per square foot for class A, 
and 60 pounds per square foot for classes B and C. For the 
trusses of class D the live load is 80 pounds per square foot of 
total floor surface for spans up to 75 feet, and 55 pounds for 
spans of 200 feet and over. For intermediate spans the loads 
are in all cases to be reduced proportionally from the higher to 
the lower values. 

The bridges of class E i are designed for those loads which 
relate to the car tracks only in class A or B, while the bridges 
of class E 2 are designed for the corresponding loads in class C. 

This classification of highway bridges and the corresponding 
live loads are substantially the same as those in Cooper's speci- 
fications, which were published a few months before. 

The loads specified by Waddell differ considerably from 
the above. The concentrated loads are distributed to three 
wheels in the case of the road roller, and to four wheels in the 
other cases. The weights and spacing of wheels are given for 
several classes of electric cars, together with the equivalent uni- 
form loads. The uniformly distributed load is determined by 
means of a diagram, the length of the load on the span being 
considered, which causes the maximum stress in any given mem- 
ber of the truss or floor. In the case of bridges with exterior , 
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sidewalks it is also stated what portion of the roadway and side- 
walks shall be loaded for finding the stresses in the trusses and 
the floor beams. - 

Art. 32. Live Loads for Railroad Bridges. 
For railroad bridges the "compromise standard system" of. 
live loads recommended by Waddell in 1893, after a discussion 
of the subject by many engineers, are given here as a standard 
which will probably continue to be extensively adopted. The 
typical consolidation locomotives ■ are divided into ten classes, 
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Fig. aB. ' 

which, together with the loads on the axles, are given in the 
table. Fig. 26 shows the spacing of the wheels or axles, this 
being the same for all the classes, and the loads for class T. 
The distance from the front pilot wheel to the beginning of the 
uniform load is in all cases 104 feet, and the loads are stated 
in pounds. 
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Alternative loads on two axles 7 feet apart are also given for 
pach class, the load on both rails of a single track for each axle 
being as follows : 58 000 pounds for class Q, 56 000 for R, 
54 000 for S, 52 000 for T, 50 000 tor U, 48 000 for V, 46 000 
for W, 44 000 for X, 42 000 for Y, and 40 000 for Z. These 
loads represent the heavier drivers of the typical passenger 
locomotives, and apply only to beams of very short spans and 
to cross-ties in the track on bridges. The specifications also 
contain diagrams of end shears for spans from 7 to lOO feet, 
and of equivalent uniform lo^s for spans from 10 to 500 feet 
for the ten classes of live loads in the compromise standard 
system. 

Cooper's standard train loading, class E 50, is shown in Fig. 
27. The spacing is the same for all the classes, and the loads 
on the wheels are arranged so that the corresponding loads of 
any two classes have the same ratio. For example, all the loads 
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of class E 40 are four-fifths of the loads of class E 50. Any 
stresses, moments, or shears due to the loading of one class may 
thus be readily derived from those obtained for the loading of 
another class by applying the ratio of their class numbers. 

A table comparing the weights of recent heavy passenger 
and freight locomotives is given in the appendix to Cooper's 
Specifications, and in Engineering Record, vol. 44, page 468, 
Nov. 16, 1901, may be seen diagrams comparing the equivalent 
uniform loads of a number of these locomotives for short and 
long spans, as well as the shears produced by them in spans 
from 10 to 120 feet 
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Art. 33. Rivet Proportions. 

The rivet proportions given in the following table are the 
Pencoyd standard adopted by the American Bridge Company. 
For finished or button heads the diameter equals l^ times the 
diEuneter of the shank plus one-eighth of an inch, and the height 
equals 0.425 times the diameter of the head. For countersunk 
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rivets the depth of head equals one-half of the diameter of the 
shank, the bevel of the head being 60 degrees. Since the finished 
head of a rivet is not quite a hemisphere, the diameter of its base 
is a little less than twice the radius of its spherical surface. 

According to the Cambria standard, the height of the finished 
head equals six-tenths of the diameter of the shank, while the 
radius of the head equals three-fourths of the diameter of the 
shank plus one-sixteenth of an inch. The diameter of the counter- 
sunk head is made the same as that of the button head. This 
standard also recommends that in figuring clearances for rivet 
heads, a height of ^ inch should be allowed for |-inch rivets, and. ' 
of I inch for |-inch rivets. 

The clearance between any rivet head and an adjacent surface 
or projection must allow room for the riveting tool, — at least ^ 
inch clearance is required. For a |-inch rivet the distance from 



^dovGoot^lc 



Art. 34. RIVET SPACING IN ANGLES. 97 

the center of the rivet to the back of an adjacent angle should 
not be less than ij inches, while for a |-inch rivet it should not 
be less than i^ inches. The minimum distance between the 
center of a rivet in one leg of an angle and the projection of a 
rivet head located on the other leg is ij inches. This clearance 
determines the minimum stagger. 

When stifFeners are crimped over the flange angles, the dbtance 
from the edge of the flange angle to the next rivet in the stiffener 
should be i| inches plus twice the thickness of the flange angle, 
but never less than 2 inches. The distance from the center of a 
rivet to the edge of a plate should not be less than I J diameters ; 
and whenever practicable, it should be at least 2 diameters, and 
it should not exceed 8 times the thickness of the plate. 

The maximum pitch of rivets in the direction of the stress 
should not exceed 6 inches nor i6 times the thickness of the 
thinnest outside plate, and the minimum pitch should not be less 
than 3 diameters of the rivet. Additional requirements relating 
to the pitch and location of rivets will be given in connection 
with the designs in the following chapters. Rivets should not 
be countersunk in plates whose thickness is less than the depth 
of the countersunk head, and it is preferable that the plate 
should have some bearing in the shank of the rivet. 

The rivets chiefly used in bridge work are | inch in diameter, 
but |-inch and |-inch rivets are employed in lacing or in other 
minor details. In some very heavy work rivets i inch in di- 
ameter are being used. Rivet tests show that the grip length 
should not exceed 5 diameters for machine-driven rivets. See 
Engineering News, vol. 24, page 500, December 6, 1890. 

Art. 34. Rivet Spacing in Angles. 

The following table gives the standard spacing adopted by 
the American Bridge Company, together with the maximum 
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Chap. V. 



^ 6- 



diameters of the rivets to be used. As shown in Fig- 28, I 
represents the length of the angle leg, a the distance from the 
. corner to the pitch line of a single row of rivets, this distance 

being known as the. 

gage, d the correspond- 
-■»i ing distance to the first 

row for double riveting, 

and c the distance be- 
tween the pitch lines of the two rows. Two values of i/ and 
c are given for the 6-incb angle, the first being used when the 
thickness of the angle does not exceed | inch. 
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In several references to this article in succeeding chapters 
the statement is made that the jj-inch angles are the smallest 
in which -J-inch rivets may be used. The designs given in those 
chapters were made before the revised standards were received, 
and are in accordance with the former Pencoyd standard in 
this respect. 
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Art. 35, Pin Plate and Rivet Diagram. 

The diagram ia Fig. 29 is constructed for the unit stresses 
and diameters of rivets there given. The diameters of the pins 
are laid off as abscissas, and the bearing values for the pins as 
ordinates, the linear bearing on the pins being marked on the 
lines radiating from the lower left-hand corner. The allowable 
stress for an 8-inch pin with a bearing of i J inches is seen to be 
iSoooo pounds by following the ordinate for a diameter of 8 
inches until it meets the radial line marked ij inches, and read- 
ing off its value from the scale at the right. 

The number of J-inch rivets in single shear is laid off at the 
top of the diagram, so that by following down any ordinate 
until the diagonal line (separating the two systems of horizontal 
and vertical ruling) is reached, the allowable shearing stress of 
the corresponding number of rivets may be read off by the 
scale on the right. Thus, the shearing value of 22 rivets is 
found to be 99000 pounds. It may be added that the diagram 
as here printed is considerably reduced from the original size, 
on which more precise readings couid be made. Usually, how- 
ever, it is not necessary to read closer than 1000 pounds. On 
the left side the number of ^-inch rivets in bearing is laid off to 
such a scale that by following any horizontal line until it inter- 
sects a line radiating from the upper left-hand corner on which 
the thickness of plates, or the linear bearing of the rivets, is 
marked, the equivalent number of rivets in shear may be read 
off on the scale at the top. For instance, the bearing stress of 
12 rivets in a |-inch plate is very nearly equal to the stress of 
14 rivets in single shear. 

By combining the two preceding operations the value of the 
bearing stress of 12 rivets in a J-inch plate may be obtained by 
following down from the point of intersection to the diagonal 
line, and then reading the stress on the scale at the right, the 
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- PIN-PLATE AND RIVET DIAGRAM. 

Unit stresses : 1-inch rivets : 

Bearing of pin, 12000 lbs. per square inch. ' Single shear, 4510 lbs. 

Bearing of rivets, 13 000 lbs. per square inch. |-inch bearing, 3940 lbs. 

Shear of rivets, 7500 lbs. per square inch. ^-inch bearing, 4590 lbs. 

Number of i' fSvtIi !n Sin^lf Shta, 

2 4 6 a a la 14 IS ir - " " " 



OJl» 



X J4 JB J. 



OAiH 4f.. 




^dovGoot^lc 



Art. 36. CONVENTIONAL SIGNS ON DRAWINGS. lOI 

value being 63 000 pounds. Furthermore, all of the preceding 
operations may be combined. For example, the bearing value 
of a frinch pin witli a bearing of r^ inches equals the shearing 
value of 20 rivets or the bearing value of 23 rivets in a |-inch 
plate. The upper radiating lines go beyond the diagonal in 
order to extend the limits of the diagram. 

Art. 36. Conventional Signs on Drawings. 

Full lines show that they are visible, while invisible lines 
are represented by a series of dashes of equal length. In 
order to distinguish between invisible lines of the structure or 
object and the projecting lines it is desirable to use dashes 
about ^ inch long for the former and about one-third as long 
for the latter. The appearance of a drawing is materially 
improved by making the spaces between the dashes uniform. 
In general these spaces should measure about ^ inch or a little 
less than the smaller dashes. If the spaces are longer than 
the dashes, a line loses its apparent continuity if it is placed 
close to other lines of a similar character. 

Feet are indicated by a prime ('), and inches by seconds ("), 
and these are usually placed on dimension lines having arrow 
points at the ends. These lines should be of two kinds : first, 
those marking the points, lines, or sections between which the 
measurement is to be recorded ; and second, those drawn at 
right angles to the preceding lines, with an arrow at each end 
and the dimension marked at the middle. The former should 
have the same form as projecting lines, while the latter may 
either be the same or may be distinguished from both project- 
ing lines and invisible lines of the structure by using very short 
dashes or elongated dots and spaces nearly or quite ^ inch long. 
In constructing -these lines the pen should he opened about 
twice as far as for the ordinary lines constituting the greater 
part of the drawing. 
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Center lines of plans, elevations or sections, or lines marking 
the position of sections whose forms are shown elsewhere, are 
appropriately indicated by the usual convention for traces of 
auxiliary planes, consisting of very long dashes, say f inch, 
with two dots between them. Center lines of members or rivet 
lines are indicated either by very light full lines in black or by 
red lines of ordinary weight. The red lines on tracing cloth 
usually give faint lines on the blue print which may be readily 
seen. The sizes of dashes and spaces given above are those 
suitable for bridge drawings whose scale ranges from J to i 
inch to the foot, and should be modified accordingly for scales 
beyond these limits. 

When drawings are to be shaded by making some of the 
lines heavier than others, the following simple rule decides 
which lines are thus to be distinguished, plans being treated 
the same as if they were elevations : If a line separates two 
surfaces and there is an offset perpendicular to, and toward, the 
plane of projection in passing from the left-hand or upper sur- 
face to the right-hand or lower surface, the line (marking the 
offset) should be shaded. If the offset is in the opposite direc- 
tion, that is, if the former surface is nearer the plane of pro- 
jection (or farther from the observer) than the latter, the line is 
not to be shaded. When the offset is not perpendicular, as in 
the case of a beveled or chamfered edge, the form is usually 
indicated by the presence of diagonals or curves at the ends 
of the chamfer. If the line marks a rounded edge, its weight 
should be increased but slightly. Shading adds very materially 
to the realistic effect of a drawing and enables workmen not 
trained to the use of drawings to interpret them more readily. 
On account of the extra labor involved, shading is frequently 
omitted on shop drawings. 

Clearness in detail drawings often demands that cylindrical, 
conical, spherical, or other curved surfaces should be covered 
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with shade lines spaced in accordance with the principles of 
shades and shadows in descriptive geometry. 

Cross-sections are usually ruled with parallel lines, drawn 
light and full, as shown in Fig. 53, Art. 44, Sometimes a 
standard of section lining is adopted for different materials 
such as those shown in Fig. 12, Art. 17. The method fre- 
quently adopted where it is necessary to make the distinction 
is to mark those parts composed of any material other than that 
which constitutes the bulk of the structure by placing the name 
of the material either on or adjacent to them. When the sec- 
tion is so small that ruling will not appear to be suitable, the 
section is filled up solid. In order that adjacent sections so 
represented may appear distinct in form, a small space is left 
between them, although the shapes are really in perfect contact. 

In order to give proper directions for the riveting, conven- 
tional signs are employed on the drawing. Two systems are 
in general use, one being known as Osborn's code and pub- 
lished in Osborn's Tables of Moments of Inertia as well as 
in nearly all of the handbooks, while the other is the Pencoyd 
system, which is given in the Pencoyd handbook and in the 
American Bridge Company's Standards for Structural Details. 

Where the sign of a rivet head is surrounded by a broken 
circle of larger diameter, it represents the insertion of a washer 
to maintain uniform spacing between two angles acting together 
as a strut or tie. When the terms angles, channels, I-beams, 
etc., are not marked on the drawing, symbols are used having 
the form of the section. For additional information regarding 
shop drawings, see Art 17 and Chap. X. 
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CHAPTER VI. 

details of plate-girder bridges. 

Art. 37. General Arrangement. 

The simplest form of a plate girder is composed of a vertical 
web plate to whose top and bottom are riveted horizontal pairs 
of angles, and to whose ends vertical angles are attached which 
serve to transmit the load to the supports. As the ratio of 
the depth of the web to its thickness increases, it becomes 
necessary to stiffen the web by fastening additional vertical 
angles at intervals along the span, these being also arranged in 
pairs on opposite sides of the plate. (See Fig. 30.) As the 
span increases, two" or more web plates must be used and 
spliced end to end, while for long spans the flanges also require 
splicing. 

For short spans one end of tbe girder is permitted to slide 
upon the support, a bearing or base plate being riveted to 
the bottom of the girder, and a bed plate bolted to the masonry 
or other support. When the span exceeds about 75 feet, it is 
desirable to make better provision for the expansion and 
contraction due to changes in temperature by introducing 
rollers between the bearing and bed plates, while for spans 
which are but slightly, if any, longer hinged bolsters are used 
in order to avoid the unequal pressure upon the rollers due 
to the deflection of the girder. At the same time the com- 
position of the flanges and of other details is changed so as 
to provide for the increased stresses caused by greater loads 
and spans. (See Plate I, Art 69.) 
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A plate girder bridge consists of two or more girders con- 
nected together by one or two systems of lateral bracing, and by 
transverse bracing which comprises two or more cross-frames. 
In a deck bridge the railroad track or highway flooring rests 
directly upon the tops of the girders, while in a through bridge 
the floor is attached to the web plates. In one type of the 
through bridge, transverse girders, or floor beams are connected 
by gusset plates to the stiffener angles of the main girders 
to which, in turn, are attached the longitudinal beams or 
stringers that carry the cross-ties or the planking or floor plates. 
In another type of construction the transverse beams consist of 
rolled or built-up shapes that either form a solid or continuous 
floor, or they are placed so close together as to obviate the use 
of the stringers. As through plate-girder bridges can have 
only a lower lateral system, the upper flanges of the gu^clers 
which are subject to compression must be held in line by means 
of bracing composed of the floor beams and their angle and 
gusset plate connections, which are extended up to those flanges 
for this purpose. When solid floors are employed, a similar 
arrangement is necessary at corresponding intervals. 

Art. 38, Thickness of Web Plates. 

Experience shows the importance of specifying that the 
thickness of web plates in railroad bridges shall not be less than 
three-eighths of an inch, while those in highway bridges and 
buildings shall not be less than five-sixteenths of an inch. It 
would be better if three-eighths of an inch were also made the 
minimum thickness for important highway bridges. In girders 
carrying heavy loads the magnitude of the vertical shear will 
frequently require a greater thickness than the minimum value. 

Usually the thickness of the web is made the same through- 
out, as it simplifies the shopwork, the excess of material being 
offset by the saving in labor. In special cases, however, it may 
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be necessary to use such a thick web at the ends that it will be 
economical to vary the thickness either once or twice in the 
half span. When this is done, filler plates must be placed 
between the web and the angles on one or on both sides of the 
flanges, so as to maintain a constant distance between the backs 
of the flange angles. An illustration of this may be found in 
the Engineering Record, vol. 43, page 102, Feb. 2, 1901. 
The web thicknesses of the middle girder are i", |", and |", 
respectively, and two fillers ^g" thick are used under the flange 
angles along the |" web, while those along the |" web are ^g" 
thick. The outer girders of the same bridge have web plates 
^" and I" in thickness, and one filler plate ^" thick is used 
under the outer flange angles only. 

In the design of plate girders the use of somewhat thicker 
web plates than is customary should be encouraged because 
inspectors with extended experience report that they find that 
the web always gives out first, even in cases where the flanges 
are thinner. This may be done by specifying that a part of the 
web section shall be taken as flange area in accordance with the 
theory of flexure. A thin web gets out of shape more readily 
in handling, deteriorates more rapidly after it begins to rust, 
and is more easily injured in case of accident. 

Sometimes, instead of changing its thickness, the web plate is 
reinforced near the ends by riveting a plate on each side of it 
between the upper and lower flange angles. 

Art. 39. Composition of Flanges. 

The simplest flange of a plate girder is shown in Fig. 31 and 
consists of a pair of angles riveted to the web plate with their 
backs projecting slightly beyond it, so that if the edge of the 
plate is not perfectly straight, there may be no interference with 
anything resting upon or attached to the flange. 
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When additional flange area is required, one or more cover 
plates are usually riveted to the horizontal legs of the angles as 
shown in Fig. 32. The number of cover plates should generally 
be limited so as not to require rivets longer than five times their 
diameter in order that they may entirely fill the holes when 
driven. As the stress in the covers must be transmitted indi- 
rectly from the web through the angles, it is desirable to use 
angles whose sectional area shall be equal to or greater than 
that of the cover plates, and if this is not possible, the largest 
angles obtainaUle should be used. Since the bending moment 
in the girder requires cover plates of different lengths which in 
turn necessitates notching the cross-ties unequally for deck 
girders of railroad bridges, the flange has occasionally been 




Plfr 34. 



modified by making the outer plate narrower than the rest and 
extending it from end to end of the girder with filler plates 
placed under it beyond the shorter cover plates. See Fig. 33 
and Engineering Record, vol. 44, page 6, July 6, 1901. In Fig. 
34 the same object is secured by means of two small angles, the 
ties being notched over the vertical legs of the angles. The 
section of the flange at the end of the girder is shown in Fig. 38. 
With both of these forms of flange the load is brought nearer to 
the center of the flange. The cross-ties are all alike, and this is 
a convenience in the removal of ties or in bunching them to 
secure access below the floor for repairs. The rivets are 
countersunk so as to avoid interference with the bearing of 
the cross-ties. 
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Fig- 35 gives a section used by the Chicago, Milwaukee, and 
St. Paul Railway in the plate-girder bridges carrying its elevated 
tracks in Chicago. The top pair of angles extends from end to 
end, while the lowest pair is the shortest. This flange also 
secures an even bearing for the track ties without the necessity 
of boring holes for rivet heads, as is the case generally when . 
cover plates are used, the cross-ties being held in place laterally 
by notching over the projection of the web plate which extends 
I" or y above the flange angles. The bottoni flange has 
2 angles 6" x 6" x |", and 2 cover plates 14" x|". In another 
girder of larger span the top angles of the upper flange are 
increased to 8" X 8" x 5", thereby securing three rows of 
rivets to connect the flange angles to the web. 

AnotTier method of reducing somewhat the total thickness of 
cover plates is to insert a vertical plate between each flange 
angle and the web as illustrated in Fig. 36. This arrangement 
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has the advantage of permitting three or four rows of rivets to 
transmit the increments of flange stress from the web to the 
flanges. The vertical plates are usually made about twice as 
wide as the angles. Probably the largest flanges of this form 
which have been constructed are' those in the Maiden Lane 
bridge at Albany, described in Engineering Record, vol. 40, 
page 474, Oct. 21, 1899. The angles are 8" X 8" X i", and the 
vertical plates 16" x |", while the cover plates are 27" wide, 
three being i" thick and the other j|" thick. 
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The type of flange which has been used in the heaviest plate 
girder probably ever built, and in some other girders of very 
long span, is illustrated in Fig. 41, Art, 41. It consists of 4 
angles, with one or more pairs of vertical plates on the faces of 
the angles, together with a number of cover plates. In the 103- 
ton plate girder, which is the middle one in a four-track through 
bridge on the New York Central and Hudson River Railroad 
over the Clyde River east of Lyons, N. Y., each flange consists 
of 2 angles 8" x 8" x i"., 2 angles 6" X 6" X l", 6 side plates 
12^" X J-", only two of which extend the full length, and 10 
cover plates, one of which extends the full length of the girder, 
7 plates being 24" x f", and 3 plates 24" X J". The, flanges 
of the outside girders have 2 angles 8" X 8"' x J", 2 angles 
6" X 6" x I", 2 side plates 13" x j", full length, and 5 cover 
plates, two being 24" X |", and 3 plates 24" x j". This bridge 
is described and illustrated in the Engineering Record, vol. 43, 
page 102, Feb. 2, igor. 

Another girder on the Erie Railroad, whose span is 125' 2J", 
has an upper flange of 4 angles 8" x 6" x |", and 4 cover plates 
18" X ^*g", no vertical plates being used. The long legs of the 
angles are horizontal. See Fig. 41, or Engineering Record, 
vol. 41, page 565, June 16, 1900. 

A modification of this type in which the side plates are 
included, but the cover plates omitted. Is given in Schaub's 
specifications. The web plate Is to project J inch above the 
angles to engage the "notches in the railroad track ties. An 
interesting example of upper flanges without cover plates is 
given in the Boone Viaduct. See Fig. 37, and Engineering 
News, vol. 46, page 117, Aug. 22, 1901. 

The flanges shown in Figs. 37 and 41 have another advantage 
in permitting the lateral system to be attached to one of the 
lower angles, and thus avoiding the trouble from loose rivets in 
the bracing caused by the deflection of the cross-ties. 
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Dapping or notching the cross-ties over the cover plates or 
angles weakens them when the girders are spaced farther apart 
than the tracli rails. In those flanges where the cross-tie is 
notched over the projecting web, or the short vertical legs of 
bearing angles, as in Fig. 34, the cross-tie takes its bearing out- 
side of the narrow notch, thus preserving its full strength. 
Less labor is also required in this case, as it is not necessary to 
bring the top of the notch to an even surface. 

Art, 40. Web Stiffekers. 

As pointed out in Art. 57, the theory of the distribution of 
stresses in the webs of plate girders and of the functions of 
intermediate web stiffeners is in an unsatisfactory state, and as a 
natural result the practice in the use of stiffeners varies consid- 
erably. An examination of the drawings of a large number of 
plate-girder railroad bridges of recent design indicates that for 
intermediate stiffeners, 3J" x 3J" x |" angles are mostly used 
for spans below 50 feet, 5" x 3 J" x |" angles for spans from 50 
to 100 feet, and 6" x 4" x |" angles for spans above too feet. 
Thicknesses of ^" or J" are employed in very few cases. In 
general the stiffeners for highway girders and buildings are 
somewhat lighter. 

The end stiffeners usually consist of four angles for ordinary 
spans, one pair being placed at each end of the shoe or bearing 
plate, while for long spans two additional pairs of angles are 
placed midway between them, as shown in Figs. 43,. 46, 48, and 
49, Arts. 43 and 44. 

Fillers are always employed under the end angles, so that the 
latter may be riveted on straight, as sho\yn on the right of Fig. 
38. Intermediate stiffeners are sometimes crimped over the 
flange angles, as indicated on the left side of the same figure, 
while in other cases fillers are used. When stiffeners connect 
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to cross-frames, it is preferable to use fillers. Some engineers 
prefer to limit crimping to about J inch, using fillers only for 
the excess thickness of the ilange angles. When vertical side 
plates are used in the flanges, fillers of the same thickness are 
inserted between the upper and lower side plates, while the 
stiffeners are crimped over the flange angles. 

For a novel arrangement of end stiffeners and fillers in 
which the angles form a continuation of the upper fiange 
angles without reduction of thickness, see Railroad Gazette, 
vol 28, page 769, Nov. 6, 1896, and the inset of Engineering 
News for Aug. 20, 1896. In the former case the intermediate 
stiffeners, which are about 7 feet apart, do not extend over the 
upper flange angles. 



Art. 41. Web Splices. 

The processes of manufacture and the available equipment 
necessarily impose limitations to the size and weight of web 
plates, so that large plate girders require a number of web 
splices. The simplest form of splice shown in Figs. 45 and 



is 
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49, Art. 44, consists of plates whose length equals the clear 
distance between the flange angles, and which are riveted to 
each of the two web plates by two or more rows of rivets. 
A pair of stiffener angles is generally attached to the splice 
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A more efficient splice is that designed in Art. 56 (see Fig. 
68). The two flats riveted to the vertical legs of the flange 
angles not only splice the part of the web not reached directly 
by the other plates, but add considerably to the strength of the 
whole splice, since the value of any rivet in resisting the bend- 
ing moment at the joint is proportional to the square of its 
distance from the neutral surface. A rivet at the neutral sur- 
face can resist shear, but no bending moment. Such a splice 
is used on the girders of the New Kinzua Viaduct described 
in Engineering Record, vol. 42, page 510, Dec. i, 1900. If 
additional strength be required, the flats over the flange angles 



Fig. 41. 

may be widened so as to engage one or two extra rows of rivets, 
filler plates of the same thickness as the flange angles being 
placed between them and the web. See Fig. 39 and also Engi- 
neering News, vol. 30, page 140, Aug. 17, 1893. Fig. 40 shows 
the web splice in a very heavy girder whose flanges contain 
side plates. 

Longitudinal splice plates for the web are well adapted to 
■ the case where the flange has four angles, as in Fig. 37, Art. 39, 
The splice illustrated in Fig. 41 is the one used on the plate 
girder of 125' 2J" span referred to in Art. 39. 

On the Duquesne approach of the Monongahela River bridge 
at Rankin, Pa,, the splices of some girders, whose span is about 
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ii8 feet, were made by placing the longitudinal plates along- 
side of the vertical flange plates, the vertical splice plates being 
put between these. The use of vertical flange plates requires 
either the arrangement just mentioned, thereby reducing the 
relative effectiveness of the splices, or the use of many fillers 
to move the longitudinal splice plates farther from the neutral 
surface of the girder. The total thickness of fillers may be 
reduced by crimping the stiffeners oyer the longitudinal splice 
plates. 

It is customary to place a pair of stiffeners at each web splice, 
but in the girders last mentioned most of the splices are 
located in the spaces between the stiffeners. 

Art. 42. Flange Splices. 

For spans of plate girders less than 60 feet, it is possible 
to avoid splices in the flanges, as angles and cover plates 
extending the full length required may be readily obtained. 
It is frequently economical to pay the additional price that 
may be asked for extra lengths of such material in order 
to avoid splices altogether, or to reduce their number to a mini- 
mum. No two pieces of either the web or the flange should 
be spliced within a certain distance of each other, that distance 
being such as to enable one cut to be fully spliced before the 
next one is reached. 

When each flange consists of only two angles and cover 
plates, it is customary to splice the outside angle on the left 
of some web splice, and the inside angle on the right of the ■ 
web splice in one of the flanges, and to reverse this arrange- 
ment in the other flange. The flange angles are usually spliced 
by means of cover angles whose roots are rounded to fit the 
fillets of the other angles. The most convenient arrangement 
for the cover splices is to place them so that in each case the 



^dovGoot^lc 



Art, 43. LATERAL AND TRANSVERSE .BRACING. II5 

outer cover near the splice may be extended a sufficient dis- 
tance to form the splice plate. 

Fig. 42 shows the splice of a flange with an exceedingly- 
heavy section. On account of the necessity of shipping this 
girder In three pieces, the entire l- o . oaan„oiooo°oo ' oaioo° ' iioi,oao J 
flange splice had to be confined ^^^^&^^&^%^S^™™~id 
to a comparatively short length, p^^^^'^^^^^^^^^"^"^ 
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2 side plates, and 6 cover plates, besides the ends of the remain- 
ing 4 cover plates, some of which are extended so as to act as 
splice plates. The composition of this flange of a 103-ton 
girder was givBn in Art. 39. 

In Fig. 72, Art. 61, and on Plate I, details are shown in 
which both a cover angle and a flat placed on the opposite 
side are used to splice one of the flange angles. 

Art. 43. Lateral and Transverse Bracing. 

The upper and lower flanges of deck plate girders are held 
in line by means of a series of braces, each one being composed 
of one or two angles, which together with the flanges form 
horizontal trusses, known as the upper and lower lateral sys- 
tems respectively. These systems are most frequently of the 
Warren type, the panel points of the upper system being 
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directly above points which are midway between the panel 
points of the lower system. Transverse or sway bracing is 
placed at the ends of the girders and at intervals between. 
These cross-frames usually consist of two horizontal struts and 
two diagonals, which together with a stiffener on each girder 
form a rigid rectangular panel. (See Fig. 44.) Similar hori- 
zontal struts are often inserted at other points between the 
cross-frames. The end cross-frames sometimes have diagonals 
composed of channels instead .of angles, while in exceptional 
cases a solid web plate has been employed. The lower hori- 
zontal strut is occasionally omitted in intermediate frames. 

In double-track deck bridges the inner girders supporting 
each track are connected by struts of single or double angles 
to keep them at a fixed distance apart, no diagonals being 
employed. These are also shown in Fig, 44. The object of 
the I" fillers inserted between the lateral connecting plates 
and the flanges is to secure more clearance between the lateral 
braces and the cross-ties. 

Fig. 45 gives a view of two adjacent deck plate-girder bridges 
on the Baltimore and Ohio Railroad, taken before the track was 
put in place on one of them. This shows the general character 
of the upper lateral system and the cross-frames as well as 
the form of their connections to the girders. 

In double-track through bridges both tracks are generally 
supported between two girders, and the lateral system is then 
preferably made of the rectangular type, two sets of diagonals 
being inserted between each pair of floor beams, the latter act- 
ing as the struts of the system. The same arrangement is 
used for single-track through girder bridges, the laterals being^ 
riveted to the stringers in both of these cases so as to transfer 
directly to the girders any stresses due to the braking of trains^ 
or to other longitudinal forces, which might otherwise cause 
the floor beams to bend horizontally, 
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The gusset plates, used as transverse bracing for the upper - 

flanges 'of through plate girders will be described in Art, 45, 



since in the best construction these gusset plates form an inte- 
gral part oi the floor system. 

Art. 44. Expansion Bearings. 

For sfiort spans a base plate is riveted under the bottom 
flange at each end of the girder ; this rests upon a bed plate 
that distributes the pressure to the masonry. At one end Ihe" 
anchor bolts hold the base plate rigidly in position, while at the 
other end the holes are slotted so as to permit the base plate to 
slide longitudinally on the bed' plat^ under the influence of 
temperature changes and deflection. 

When the span exceeds about 75 feet, friction rollers are 
introduced, and in order to insure a uniform distribution of 
pressure, the best practice requires at the same time the use of 
a pin bearing, the rollers being placed between the pedestal and 
the bed plate. One standard form of this bearing is shown in 
Fig. 46. In both shoe and pedestal, three webs composed of 
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vertical plates are connected to the horizontal bearing plate by 
means of angles. The rollers are kept at the proper clearance 
by two side bars which engage tap bolts in the ends of the 
rollers. Three tie rods hold the side bars from separating. 
Angle irons are placed around the nest of rollers to form 
a dust guard, those on the sides also acting as guides to pre- 
vent lateral motion of the girder. Waddell specifies that the 
rollers are to be inclosed in dust-proof boxes filled with oil of 

a given quality. 

At the fixed end a cast-iron base 

is used whose height equals that of 

the rollers and bed combined so as 
' to make the height of masonry the 

same at both ends of the span. 

One form of such a base is given 

in Fig. 47. 

The complete detail drawings of 

a similar bearing designed for a 

span of 100 feet are given on the 
insets of Engineering News for July 8 and 15, 1897. The 
webs are stiffened by inclined diaphragms on both sides, 
the rollers are relatively larger, and the dust guard is differ- 
ently arranged, the side bars being replaced by angles. The 
details of another bearing are shown in Railroad Gazette, vol. 
27, page 771, Nov. 22, 1895. In this case there are only two 
webs, each one connected to the bearing plate with two angles. 
The webs are joined by a central vertical diaphragm which 
is arranged to take continuous bearing on the pin. The rollers 
move on flats riveted to the bed plate, the grooves between 
which gather the dust that may pass the guards and facilitate 
its subsequent removal. The rollers are grooved in the middle 
and engage a flat riveted to the base plate of the pedestal as 
well as the middle flat on the bed plate which is higher than 
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the rest, thus preventing lateral motion of the girder and 
relieving the side angles of the dust guard from that duty. 

Fig. 48 illustrates the bearing of a 103-ton plate girder on 
the New York Central and Hudson River Railroad. The 
pedestal has five webs, a transverse diaphragm between the 
inner webs, the outer webs being stiffened by vertical angles 
on the outside. The rollers are segmental with parallel sides, 
and are 6" in diameter and 3" thick. The roller bed contains 
closely spaced I-beams in order to distribute the pressure on 
the masonry over a larger area. At the middle pier of this 
two-span bridge the adjacent shoes of the fixed ends of the 
girders engage the pins of a single pedestal whose length is 
not quite double that of those on the abutments. In order to 
secure increased web bearing on the base plate of the shoe 
the lower part of the web is reinforced by two plates, and the 
lower flange angles are crimped around them as indicated in 
the horizontal section. 

Fig. 50 shows beds containing piles of 4" x i" fiats spaced 

4" apart in the clear, offset at the ends so as to secure larger 
bearing areas for the bed plates. The construction of the roiler 
dust guard is shown in Fig. 49, both bearing plates above and 
below the rollers having ^" shoulders, while the side bars 
extend ^" beyond the rollers. 

Fig. 51 contains the end elevation, transverse section, and 
side elevation of a cast-steel expansion bearing which was 
designed for a deck girder with a span of 112 feet. The pin 
has a diameter of 6 inches, and is held in place by a ring one 
incb thick made in two sections. The thickness of metal in the 
cast pedestal is 2 inches. Another bearing of the same kind is 
shown in Fig. 52, and was designed for a, single-track through 
girder whose span is 125' 2J". The details of the steel castings 
indicate that the 3" pin has continuous bearing. The pin, is 
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omitted in the outline sketch of the assembled bearing. In 
Engineering Record, voL 40, page 414, Sept. 30, 1899, may be 
found an illustration of a cast-steel bearing in which the pin 
is flattened on the lower side, while in Railroad Gazette, vol. 25, 
page 684, Sept. 15, 1893, another one is given in which the 
pedestal has a semi-cylindrical projection that enters the con- 
cave bearing of the shoe and thus replaces the pin. 

A novel design was made in 1900 by the American Bridge 
Company, under the direction of the bridge department of the 
Lehigh Valley Railroad, for the support of a 116-foot declt plate- 
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girder bridge at Mauch Chunk, Pa. As shown in Fig. S3 the 
end shear is transferred by pin plates directly fromthe web and 
end stiffeners to the 9-inch pin of the shoe or pedestal. By 
this arrangement the distance from the bottom flange Qf the 
girder to the masonry is reduced to 9 inches. The distance 
from the base of rail to the masonry is 10 feet 7J inches. 

Another design embodying some unusual features is that of 
an expansion bearing for a plate-girder bridge of 114' 6" span 
on the Chicago, Milwaukee and St. Paul Railway at Janesville, 
Wis. A planed phosphor-bronze plate 8 inches square and ij 
inches thick is inserted between the upper and lower castings, 
permitting the upper casting to move longitudinally and the 
girder to deflect without disturbing the pedestal bearings. The 
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Art. 44. 

castings have project- 
ing longitudinal 
flanges which inclose 
the bronze plate and 
prevent lateral dis- 
placement. The plate 
is tap bolted to the '<-— ■ 
lower casting. It will 
be observed that the 
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object of these bear- j**'i»-J''^ 



ing plates is to re- 
place both the pin and 
the friction rollers. 
See illustration in 
Engineering Record, 
vol. 44, page^6, July 
6, 1 901. 

Fig. 54 shows a 
standard hinge joint 
of cast steel for spans 
from 50 to 65 feet, 
introduced on the 
Northern Pacific 
Railway. For spans 
over 65 feet segmen- 
tal rollers I3 inches 
in diameter are used, 
the form of bearing 
being the same as 
that used for riveted 
trusses. See Plate 
II, Art. 69. These 
spans are considera- 
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bly less than the usual limit assigned in practice to the use of 
expansion bearings. The details of a rocker bearing, formerly 
a standard on the same railroad, may be seen in Engineering 
Record, vol, 37, page 5, Dec. 4, 1897, The rocker consists 
practically of a double pin 4" in diameter and 8" high. 

Art. 45. Floor System. 

The floor system of through railroad plate-girder bridges in 
most extensive use consists of floor beams and stringers, the 



"B- 55- 

latter supporting the cross-ties on their upper flanges. The 
floor beams are generally spaced from 12 to 18 feet apart. 
The spacing is slightly less in single-track than in double-track 
bridges. The general arrangement of the floor system and its 
connection with the girders is clearly shown in Fig. 55, the view 
being taken before one of the tracks was put in place. The 
bridge is on the Baltimore and Ohio Railroad. 
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A floor beam is in reality a plate girder of short span, as indi- 
cated in Fig. 56. This iUustration is a part of the standard 
details adopted by the New York Centra] and Hudson River 
Railroad. The web is spliced near each end in order to make 
an efficient connection with the main girders, both to transfer 



the shears and to stiffen the upper flange of the girders. As 
shown in the figure the triangular gusset plate is an upward 
extension of the end web plate, while the web splice plates are 
extended from the girder to the inside of the nearer stringer, to 
reinforce the web plate. This reinforcement is not needed in a 
single-track bridge. The outer edge of the gusset plate is stif- 
fened by a pair of angles whose upper ends are bent over and 



;dovGoOt^lc 



Art. 45, FLOOR system. 129 

riveted to both the stiffeners and flange angles of the girder. 
This is more effective than the common arrangement in which 
these angles are cut off where they meet the edge of the stif- 
feners. Sometimes the gusset plate is made too narrow and 
not even extended up to the flange angles as it should be, while 
in other cases this plate is separate from the web plate of the 
floor beam, and only connected to it indirectly by short horizontal 
angles riveted to the flanges. Such a connection develops 
tension m some of the rivets, which should be avoided when 
possible. 

When the lower flange of the girder contains four angles, and 
it is desirable to keep the bottom of the floor beam as low as 



^ 



possible, the end of the floor beam must either be slotted, as in 
Fig. 57, or the connection to the girder may be omitted below 
the top angles, of its lower flange, as in Fig. 58, since some of 
the shear may be transferred to the stiffeners above the floor 
beam, on account of the continuity of the end web plate. 

The stringers may consist either of I-beams or be built up 
like a plate girder, in which case it is preferable to use no cover 
plates, and to allow the web plates to project above the flange 
angles. The left end of Fig. 46, Art. 44, shows a bracket, in 
line with the stringer and beyond the end floor beam, which 
carries the end track tie on the bridge. 
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In another arrangement of the floor system of through plate- 
girder bridges the ties rest on horizontal shelf angles riveted to 
the web near the lower flanges, and the gusset plate stays are 
attached to the transverse struts of the lateral system, which 
are made as deep as the track will allow, in order to give the 
needed stiffness. The method is objectionable on account of 
the warping of the timber, in spite of all precautionary appli- 
ances to prevent it, while at the same time the cross-ties are 
liable to be pushed over in case of derailment, on account of 
their greater depth required by the increased span of the ties. 

1 It is worse still to 

L S'i"'?'^-— .J , rest the cross-ties on 

,a*ir n "fTrada. ™*l Unto- 

jIS'*'- ■ i . . I .efa^il.- the bottom flanges, 

since the constant 

springing of the floor 

tends to weaken the 

flanges and to loosen 

the lateral bracing. 

In deck bridges the 
"''"' ^ cross-ties rest directly 

upon the top flanges of the girders, two girders supporting 
each track. (See Fig. 43 in Art. 43.) This is the plan almost 
universally adopted. On the Boston and Maine Railroad, how- 
ever, the standard deck-girder bridge contains floor beams 
and stringers. The floor beams are riveted to the webs of the 
girders at such a height that the stringers, which rest on top 
of them, are about even with the tops of the girders- The 
cross-ties extend over both stringers and girders, the latter, 
spaced 9 feet apart, acting thus also as safety stringers. 
There is but one lateral system, it being in the plane of the 
bottom flanges of the floor beams. The upper flanges of the 
girders are stayed by transverse web connections to the stringers 
directly over the floor beams. 
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A similar arrangement is adopted in the long span deck- 
girder bridges of the approaches to the Monongahela river 
bridge at Rankin, Pa. The track is on a curve, requiring the 
girders to be spaced if 3" or more apart. The stringers are 
6' 6" apart and follow the track as nearly as possible, the track 
running close to the inner girder at its ends and the outer 
girder at its center. 

In highway bridges floor beams are generally used, and to 
these are attached steel I-beams or wooden joists spaced rela- 
tively close together to give adequate support to the wooden 
floor planks or to the buckle plates which carry some form of 
paved floor. The sidewalks outside of the girders are carried 
on brackets or cantilever extensions of the floor beams. In the 
Journal of the Association of Engineering Societies, vol. 21, 
page 62, Aug., 1898, an illustration is shown of some grade- 
crossing work, in which the floor beams are dropped down 
below the lower flanges of the girders about half their depth 
in order to save head room over the railroad tracks below. 
The floor beams are placed midway between the clearances 
required by the railroad. 

A large number of standard railroad bridge floors for deck 
and through bridges are described and illustrated by 14 plates, 
showing partly dimensioned details, in the report of a Com- 
mittee of the Association of Railway Superintendents of Bridges 
and Buildings, published in Berg's American Railway Bridges 
and Buildings, pages 645-669, reprinted from the Proceedings 
of the Association. 

Art. 46. Solid Floors. 

Solid floors in railroad bridges include many different types 
of continuous metal floors which support the rails on ordinary 
cross-ties in ballast. In some cases the ballast is omitted, and 
the cross-ties rest on the metal floor, while in other cases the 
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cross-ties are also omitted, and the rails are bolted directly to 
the metal floor. 

In the earliest type used in this country old track rails were 
laid close together on top of the girders of short span bridges, 
and on which the ballast was spread, thus securing a continuous 
track free from the objections inhering in the transition to and 
from the standard wooden bridge floor supported on stringers. 
Floors of this kind were built as early as 1874. 

The next form, which was introduced in 1887, consists of 
metal troughs built by riveting trough plates that are alternately 
inverted, as indicated in Fig. 59. The cross-ties are sometimes 
laid directly in the troughs, but more frequently bedded in bal- 
last. In the following year the New York Central and Hudson 
River Railroad began building solid floors with continuous 




ballast, adopting the above section for deck bridges and the 
rectangular trough section, consisting of plates and angles (Fig. 
64), for through bridges. The latter section is better adapted 
to being hung between the girdtrs by connectTng plates and 
angles than any form having inclined sides, and its depth may 
be readily increased to give the required strength for any given 
load and span. (See Fig. 46 in Art. 44.) This railroad was 
the first toadopt solid floors as a standard, and has continued 
to the present time to use the rectangular troughs with ballasted 
track where the depth of floor is limited. 

Fig. 60 gives a trough section composed of a flat, an obtuse 
angle, and a trough plate, which was designed, to be easily man- 
ufactured and power riveted, adjustable for depth and spacing, 
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absolutely water tight, and to avoid rivets in the tension side 
with the consequent reduction in strength. The sections in 
Figs, 61 and 62 have a fixed depth, but are readily adjustable 
horizontally by varying the widths of the flats, the latter re- 



Flf. Ci. Pis. Si. 

quiring twice as much riveting as the former, half of it being in 
the bottom of the troughs. 

The triangular form in Fig. 63 has been used to a limited 
extent, the lower edge not being well adapted for support, 
while the inclined sides render web connections with the gir- 
ders less convenient Fig. 65 shows a modification of the rec- 
tangular trough in which Z-bars take the place of the angles 
and vertical plates of Fig. 64. 

The requirements of track elevation in large cities for very 
shallow^ floors in the plate-girder bridges at street crossings 
have led to several designs of floors composed of I-beams and 
continuous cover plates. In some cases the transverse I-beams 



Pig. 63. PlK- G4. Pic G5. 



are spaced so close together as not to require any stringers, 
while in others they are spaced somewhat farther apart and 
short stringers are used to support the rails. 

In highway bridges those floors are called solid floors in 
which there ip either a continuous metal floor, or in which the 
metal and some other material, like concrete, for example, form 
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the permanent foundation to receive some kind of street and 
sidewalk surface paving. 

The form most generally used consists of buckled plates sup- 
ported on stringers and floor beams properly spaced, upon 
which concrete is placed to receive the rest of the pavement 
Buckled plates were introduced in this country in 1875. Plain 
and corrugated or arched plates are also used in a similar man- 
ner, while some of the types of trough floors employed in rail- 
road bridges have been adopted for highway bridges where 
shallow floors were required. 

The great lateral strength of all solid floors renders a lateral 
system for them unnecessary. 

In the next article are given references to periodicals relating 
to the description, history, and development of solid floors in 
bridges, together with a few examples, in which the applica- 
tions described apply to more than one class of bridges. In 
Art. 48 are given a considerable number of references, arranged 
chronologically, to the various types of solid floors used in plate- 
girder bridges in this country, the knowledge of whose details 
will repay careful study. • 

Art. 47. Solid Bridge Floors — References. 

Solid Bridge Floors, Railroad Gazette, vol. 22, pages 449 and 
476, June 27 and July 4, 1890. 

On the introduction of solid floors into America ; dimensions and weigiits 
of splayed channel sections ; ilLustrations showing different types of construc- 
tion for troughs with these sections ; and methods of protecting the metal 
against corrosion. 

Thin Floors for Bridges. By A. F. Robinson. Trans. Am. 
Soc, C. E., vol. 27, pages 483 and 680, Nov. and Dec, 1892. 

Requirements for shallow floors (or which there is an increasing demand; 
proposed design of a rectangular trough floor with its conneetions for through 
pin and plate-girder bridges ; detail drawings 1 reasons for adopting the rec- 
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tangular section ; deflections of the solid floor in the Clyde Viaduct, under 
various speeds of locomotive used in tests ; life of floor, weight and cost ; dis- 
cussions giving practical experience ; and sketches of several forms of trough 

Experience with Solid Metal Bridge Flooring. By G. B. 
Francis. Engineering News, vol. 32, page 399, Nov, 15, 1894. 

Brief discussion of the relative value of several types of floors and of their 
connections in through and deck bridges ; reference to cases where wooden 
floors answer the requirements. 

Concrete and Iron Bridge Floors. By Fr, von Emfergbr. 
Engineering News, vol, 33, page 106, Feb. 14, 1895. 

Note on the difference In cost between the Melan system of construction 
and a floor with corrugated plate and conaete. 

The Terminal Improvements at Providence. Railroad Ga- 
zette, vol. 27, page 457, July 12, 1895. 

General description of the deck plate-girder bridges, with metal trough 
floors, over Gaspee, Francis, and Promenade streets, and of the deck pin 
bridge, with ballast-covered wood^ floor, over Woonasquatucket river; 
views of the trough flooring and bridges. 

Solid Floors for Railroad Bridges. Their Merits and the 
Calculation of their Stresses. By Henry Goldmark. Journal 
of the Association of Engineering Societies, vol. 15, page 69, 
Aug., 1895. 

Severe requirements of bridge floors; determination of the distribution of 
concentrated loads i.i two types of trough floors by the method of least work ; 
discussion including design for floor of closely spaced transverse I-bearns, 
with or without continuous deck plates. 

Removal of Grade Crossings in Buffalo, N, Y, Engineering 
News, vol. 34, page 266, Oct. 24, 1895. 

History of the grade-crossing movement; drawings showing the details of 
two types of solid floors in beam, plate^irder, and riveted truss highway 

Solid Flooc Bridges for Railroads and Highways. By F. C. 
OsBORN. Jour. Assoc. Eng. Soc.vol. 15, page 232, Dec, 1895. 
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Historical sketch of the development of solid metal floors for railroad and 
highway bridges in England and America, containing illustrations of the 
various forms of section designed, and naming the bridges in which they were 
first used respectively. The descriptions include several designs of Aoors com- 
posed of I-beams and plates. 

New Solid Floor forHighway Bridges. Engineering News, 
vol. 36, page 18, July 9, 1896. 

Triangular troughs of corrugated and galvanized sheet iron or steel. 

The Bridge Work of the Pittsburg, Bessemer, and Lake Erie, 
and Union Railways. Engineering News, vol. 44, page 102, 
Aug. 16, 1900; or. Special Bridge and Viaduct Construction in 
Western Pennsylvania. Engineering Record, vol. 41, page 465, 
May 19, 1900. 

Description and drawings of fire-proof floor for the hot-metal trade on the 
Union Railroad. 

The following references are to solid floors in beam bridges :. 

Solid Bridge Floors. Engineering News, vol 22, page 465, 
Nov. 16, 1889. 

Drawings showing two bridges with splayed channel and rectangular 
troughs respectively. Ties in broken stone ballast. 

The Sacramento Avenue Subway, Chicago, 111. Engineering 
News, vol. 30, page 228, Sept. 21, 1893. 

The floor consists of concrete arches supported between I-beams spaced 
two feet apart. 

Railway Bridges of Short Span. By F. W. Wilson. En- 
gineering News, vol. 35, page 299, May/, 1896. 

The drawings show sections of bridges in which the ballast b supported 
respectively by track rails and by rectangular troughs. The details are given 
of another type in- which longitudinal ,I-beanis support transverse I-beams 
covered by a continuous fiat plate on which the r^ls rest in continuous 
channels. 
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Concrete and Expanded Metal Highway Bridge Construction 
in Allegheny County, Pa. Engineering News, vol. 41, page Jo, 
Jan. 26, 1899. 

The floor consists of arches of concrete and expanded metal supported by 

Economical Steel and Masonry Highway Bridge Work at 
Rye, N. Y. Engineering Record, vol, 44, page 412, Dec. 13, 
I9C». 

Longitudinal I-beams support shallow transverse I-beams, spaced 36 Inches 
apart, which cany a concrete foundation for the paved surfece of roadway and 
sidewalks. 



Art. 48. Solid Floors in Flatb-girder Bridges — 
References. 

The following references relate to descriptions and illustra- 
tions of various types of solid floors in plate-girder bridges for 
bot*h railroads and highways. 

Solid Floor Plate Girder, New York Central and Hudson 
River Railroad. Engineering News, voL 22, page 488, Nov. 
23, 1889. 

General drawing of a double-track deck brieve with a clear span of 20 
feet. Notes on the effect of solid floors on the cost of masonry and of 
maintenance. Trough floor with splayed channel plates. 

A New Style of Iron and Ballast Bridge Floor. Engineering 
News, vol. 28, page 386, Oct. 27, 1892. 

Detail drawing of one end of a through girder with triangular trough floor 
on the New Yor^ Providence and Boston Railroad. Span, 93' o". 

A Double Expansion Device for Bridges. Engineering News, 
vol. 30, page 140, Aug. 17, 1893. 

Drawings of partial section and side elevation of a four-tiEck through bridge 
on the Lake Shore and Midiigan Southern Railroad. The splayed channel 
troughs are placed longitudinally and rest on top of the floor beams. 
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The Ninety-Third Street Subway under the Illinois Central 
Railroad Tracks. Railroad Gazette,- vol. 26, page 228, Mar. 30, 



Drawings show some details of an eight-track through skew bridge in 
Chicago. Length of girders, 36' 6". The trough floor of splayed channels 
supports the raih without ballast or cross-ties. 

Solid Floor System, Ben Venue Bridge, Pittsburg, Pa. En- 
gineering News, vol. 32, page 184, Sept. 6, 1894. 

Illustration of partial sectioD of the asphalt aad concrete paving on a 
continuous corrugated plate f\oor which is supported by the stringers and 
floor beams of a deck girder bridge. 

The Archer Avenue Subway, Chicago, 111. Engineering 
News, vol. 32, page 291, Oct. 11, 1894; or. Railroad Gazette, 
vol. 26, page 718, Oct. 19, 1894. 

Drawings showing details of the rectangular trough floor which is con- 
nected to the web without interfering with the chord rivets, and so that .the 
troughs are even with the under side of the girder flanges. The rails rest on . 
rail plates riveted to the troughs. No ballast. 

A New Solid Metallic Bridge Floor. Engineering News, 
vol. 32, page 6g, July 26, 1894. Solid Floor for Gaspee and 
Promenade Street Bridges, Providence, R. I. Engineering 
News, vol. 32, page 401, Nov, 15, 1894. 

Conditions which led to the d«sign of this new trough section (Fig. 60) 
and the merits claimed for it. Views show the trough floor attached to the 
webs of deck girders in a bridge of great width. 

The Gaspee Street Bridge, Providence, R. I. Engineering 
Record, vol. 31, page 130, Jan. 19, 1895. 

Detail drawings of the outer through girder (span, 76" SJ") and of the 
intermediate deck box girders (span, 49' 1 1"), and sketches showing the con- 
nections of the trough floor which is supported on shelf angles. View of the 
floor in position. Loading, impact, allowance, and unit stresses. Arrange- 
ment of floor permits shifting of railroad tracks. 
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New Elevated Structure of the St. Louis Terminal Railroad 
Association. Railroad Gazette, vol. 27, page 162, Mar. 15, 1895. 

Sections showing details of buckle-plate floor construction. The buckle 
plates are supported by the stringers and by shelf angles on the throi^h 
girders of the double-ttack structure. 

Bridges for the Chicago Track Elevation. Railroad Gazette, 
vol. 27, page 178, Mar. 22, 1895; or, Elevated Main Line 
Railway Structure in Chicago. Engineering Record, vol, 31, 
page 310, Mar. 30, 1895. 

Detail drawings of the solid floor on the through girder bridges of the L. S. 
& M. S. and C, R. I., & P. Railroads, and partial plana of the girders whose 
clear span is 66 feet. The floor consists of a continuous flat steel plate sup- 
ported by transverse 10" I-beams fastened to the girders by hanger plates. 
The surface plate is also riveted to the girders by connecting angles. The 
rail plates are laid directiy on the floor plates. 

Solid Bridge Floors of Old Rails. Railroad Gazette, vol. 27, 
page 770, Nov. 22, 1895; or. Engineering News, vol. 35, page 
230, Apr. 2, 1896. 

Sketches showing the arrangement of continuous floors of old rails support' 
ing ballast used in deck girder bridges on the Chesapeake and Ohio Railroad. 

Track Elevation, Chicago and Northwestern Railway, in 
Chicago. Engineering News, vol. 36, page 114, Aug. 20, 1896; 
or. Railroad Gazette, vol. 28, pages 548 and 565, Aug. 7 and 
14, 1896. 

Detail drawing of through plate-girder bridge with a clear span of 66 feet, 
details of solid floor and track construction, and views of bridges during 
erection. The floor beams, spaced i feet apart, are built up of two lo" 
channels with filler web plate and cover plates. Each stringer consists of a 
rectangular trough, containing an oak timber, 6" x l6", which supports the 
rail plates. The entire surface exclusive of that over the stringers is covered 
by flat plates riveted to stringers, floor beams, and girders. 

Track Elevation in Chicago. Railroad Gazette, vol. 28, 
page 768, Nov. 6, 1896. 

Partial elevation and section of a through bridge with a clear span of 66 
feet, showing details of the solid floor of the same construction as that in the 
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Railroad Gazette, vol. 27, page 178, refen-ed to above. The transverse I-beams 
are, however, 12 inches deep, and are dropped down even with the outer cover 
plate of the bottom flange. 

The New Railway Terminals at Providence, R. I., Engineer- 
ing News, vol. 37, page 59, Jan, 28, 1897. 

Section of troughs (see Fig. 61) with dimensions .of its elements. Two 
views of the steel flooring in place for the Fiancis Street bridge covering one 
and one-half acres. Most of it is deck construction. 

Abolition of the Grade Crossings on the Main Line of the 
Boston and Albany Railroad in Newton, Mass., III. Bridges over 
Railway Tracks. By W. G. S. Chamberlain. Jour. Assoc. 
Eng. Soc, vol, 21, page 62, Aug., 1898. 

Roadway floor of brick arches between stringers covered with concrete) 
binder, and asphalt. In sidewalks curved plates are used instead of brick 

Some Short-span Railway Bridges, Engineering Record, 
vol. 40, pages 6 and 71, June 3 and 24, 1899. 

Drawings and descriptions of three types of standard ballast floors on the 
Chicago and Northwestern Railroad. A double-track deck bridge with a clear 
span of 38 feet has a trough floor of splayed channel section. A through 
bridge for three tracks and a sidewalk, the span being about 71 feet, has side 
stringers 12' z" apart, connected by gusset plates to girders and supporting by 
web connections the shallow box floor beams, spaced 5' i j", and the tr 
troughs. A double-track through bridge with span of 24 feet, has ti 
15" I-beams, 43}" apart, supporting buckle plates on the bottom flanges. 
Side channels support the ends of the buckle plates and confine the ballast. 

The Eighteenth Street Bridge, Philadelphia. Engineering 
Record, vol. 40, page 451, Oct. 14, 1899. 

Cross-sections show the longitudinal rectangular troughs of Z-bare and 
plates riveted on top of the floor beams, and the sidewalk brackets of a deck 
bridge whose main span is $2' a". The bridge crosses the Philadelphia and 
Reading Railroad subway and has granolithic and asphalt paving on the 
sidewalks and roadway respectively. 

A Plate-girder Highway Bridge with Concrete Floor, Engi- 
neering Record, vol. 42, page 323, Oct, 6, 1900. 
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Partia] sections of the 65-foot center span of a deck bridge showing arches 
of concrete and expanded metal between transverse 15" I-beams spaced 6' 6" 
apart. Asphalt paving. In the sidewalks 4" I-beams, 4 feet apart, support 
the pavement. 

Art. 49. Plate-girder Bridges — References. 

The following references relate to descriptions and illustrations 
more or less complete of plate-girder bridges constructed during 
the past decade, A careful study of these articles will familiar- 
ize -the student with many important features of recent practice 
in plate-girder design and construction. 

deck railroad bridges. 

Bridge Work on the Kansas City, Pittsburg, and Gulf Rail- 
road. Engineering News, vol. 40, page 114, Aug. 25, 1898. 

Spans of 50 and 60 feet. Brief deecriptioa of the m^ detaib for these two 
standard lengths. 

The Gaspee Street Bridge, Providence, R. I, Engineering 
Record, vol. 31, page 130, Jan. 19, 1895. 

Span, 49' 11". Detail drawings of one of the intermediate box girders in 
this extremely wide bridge with solid floor. 

Recent Small Bridges on the Baltimore and Ohio, Railroad 
Gazette, vol. 27, page 34, Jan. 18, 1895. 

Span, 83 feet. General plan of the Turtle Creek bridge. 

Plate Lattice Girder Bridge over Little Missouri River, North, 
em Pacific Railway. Engineering News, vol. 38, page 45, July 

IS, 1897- 

Span 100 feet. Completely dimensioned det^I drawings and three half- 
tone views. The ends have solid web plates while the middle portion is like 
a riveted trass. 

Northern Pacific Standard Bridge Plans. By Ralph Mod- 
lESKi. Joimial of the Western Society of Engineers, vol. 7, 
page 51, Feb., 1901. 

Spans of 60 and 100 feet. Complete detail drawings. 
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Two Long-span Plate-girder Bridges. Engineering News, 
vol. 27, page 316, April 2, 1892. 

Span about 100} feet. Partial detail drawings of the Beaver river bridge 
on the Pittsburg and Lake Erie R^road. One of the earliest plate-girder 
bridges to be constructed with a camber. 

Long-span Plate-girder Bridge. Engineering Record, vol. 3^ 
page 140, Jan. 14, 1899. 

Span, 102' i". Brief description, some computations, and drawings show- 
ii^ some of the details of a Pennsyivaoia raiJroad bridge at Bridgeport, O. 

The Janesville Bridge. Engineering Record, vol. 44, page 6, 
■ July 6, 1901. 

Span, Ii4i feet. Description of the principal details of a bridge on the 
Chicago, Milwaukee, and St. Paul Railway at Janesville, Wis, Drawing of 
the expansion bearings. 

THROUGH RAILROAD BRIDGES. 

A Thin Floor Plate-girder Bridge. • Engineering News, vol. 
2;- page 345. April 9, 1892. 

Span, S3' 2", Double-track bridge with three girders, on the Chicago and 
Northwestern Railroad. Elevation of the middle and outside girders and 
some details of the floor system. The floor beams are only about 2j feet 
apart. 

Bridges for the Chicago Track Elevation. Railroad Gazette, 
vol. 27, page 178, March 22, 1895. 

Span, 68'3". Partial plan, elevation, and cross-section of the four-trade 
(S girders) bridges used at many 66-foot street crossings by the Lake Shore 
and Michigan Southern, and the Chicago, Rock Island and Pacific R^lroads. 

■ Track Elevation in Chicago. Railroad Gazette, vol. 28, 
page 768, Nov. 6, 1896. 

Span, 68'3". Outline elevation and section of the six-track bridge at Gai- 
field Boulevard. Partial elevation and section showing details. 
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Track Elevation, Chicago and Northwestern Railway, in 
Chicago, Engineering News, vol. 36, page 114, Aug. 20, 1896; 
or, Railroad Gazette, vol. 28, pages 548 and 565, Aug. 7, 14, 1896. 

1 showing details. A 

The Gaspee Street Bridge, Providence, R. I. Engineering 
Record, vol. 31, page 130, Jan. 19, 1895. 

Span, ^& SJ". Detail drawings of the end girders of the twelve-track 
bridge on the New York, New Haven and Hartford Railroad. " 

A Seventy-one Ton Plate Girder. Engineering Record, voL 
42, page 318, Oct. 6, 1900. 

Span, 83' 3i". DescriptioD of the details of the middle girder of the four- 
track bridge on the New York Central and Hudson River Railroad at Oria- 
kany, N. Y. See Figs. 49 and 50, Art 44. 

Standard Designs for Girder Bridges, Northern Pacific Rail- 
way. Engineering News, vol. 38. 

Span, 85 feet. Detail drawings of a plate-lattice girder. 

Bridge Work on the Baltimore and Ohio Raibroad. Engi- 
neering Record, vol. 41, page 271, March 24, 1900. 

Description of the principal features of recent construction in reptacii^ old 
bridges. Some girders are 95 feet long. Two half-tone views show some of 
the details. 

Two Long-span Plate-girder Bridges. Engineering News, 
vol, 27, page 316, Apr. 2, 1892, 

Span, 99' 9". Partial detail drawings of the Mattabesset river bridge 00 
the New York, New Haven and Hartford Railroad. 

Standard Plans for 100-Foot Through Plate-lattice Girder 
Bridges, Northern Pacific Railway. Engineering News, vol. 
38, page 23, July 8, 1S97. 

Span, 100 feet. Complete detail drawings and three half-tone views. 
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Northern Pacific Standard Bridge Flans. By Ralph Mod- 
jESKi. Journal of the Western Society of Engineers, vol. Jl^L 
page SI, Feb., 1901. 

Spans of 60 and 100 feet. Complete detail drawings. 

A 103-Ton Plate Girder. Engineering Record, vol. 43, page 
102, Feb. 2, 1801. 

Span, 107' 8". Full description of the details of the middle girder of a 
four-track bridge on the New York Central and Hudson River Railroad over 
the Qyde river, east of Lyons, N. Y. Outline drawings of parts of the 
See Figs. 42, 48,' and 58, Arts. 42, 44, and 45. 



A Long Double-track Plate-girder Span. Engineering Rec- 
ord, vol. 40, page 474, Oct. 21, 1899. 

Span, 113} feet. Full description of the detaib of the Maiden Lane bridge 
of the New York Central and Hudson River R^lroad at Albany, N. Y. 

A 128-Foot Plate-girder Railroad Bridge. Engineering 
Record, vol. 41, page 565, June 16, 1900. 

Span, 125' 2i". Description of the principal details of bridge No. 7 on the 
Bradford division of the Erie Railroad. The drawings show an outline eleva- 
tion with shears and flange stresses, and a few det^b. See Figs. 41, J2, and 
57, Arts. 41, 44, and 45. 

DECK HIGHWAY BKIDGES. 

The Spring Avenue Bridge, Troy, N. Y. Engineering Record, 
vol. 32, page 471, Nov. 30, 1895.' 

Span, 102 feet. The 36" roadway and two 12" sidewalks are supported by 
three girders, spaced 22' apart. The pavement is laid on a buckle-plate floor. 
A half section near the center of the bridge and an elevation and sections of 
the end of one girder supplement the description. 

THROUGH HIGHWAY BRIDGES. 

The Wellsville Over-grade Bridge. Engineering Record, 
vol. 42, page loi, Aug. 4, 1900. 

Span, 47 feet. This bridge carries Madison St. in Wellsville, N. Y., ova- 
the Erie Railroad tracks. The girders are 19 feet apart, and the floor beams 
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dropped down in the clearances between the tracks so as to make the distance 
from the top of the railroad clearance to the street surface only one foot. An 
outline elevation, plan, and section together with dimensioned details of floor 
connections are given. 

Plate-girder Park Foot Bridge at Madison, N. J. Engineer- 
ing News, vol. 44, page 134, Aug. 23, 1900. 

Clear span, 50 feet. The girders are lofeetapart, the upper flanges inclined 
from the ends to the middle and the lower flanges curved so as to resemble an 
arch. An outline elevation and longitudinal section, and a half-tone view of 
the bridge are shown. No details. 

Plate-girder Highway Bridge, Brookline, Mass. Engineering 
News, vol. 26, page 257, Sept. 19, 1891. 

Clear span, 55' 2j". Carries the Dean road over the Boston and Albany 
Railroad tracks. Roadway, 33' ; and two sidewalks, each 9' 6" wide. Upper 
flanges of girders curved throughout. The text gives an abstract of the 
specifications, and the drawings show the details and dimensions. 

The State Street Plate-girder Bridge. Engineering News, 
vol. 27, page 205, Feb. 27, 1892. 

Span, 86 feet. Bridge across the Rock River at Rockford, HI. The girders 
are 40 feet apart and the lo-foot sidewalks are supported on cantilever brackets. 
The details of the girders and floor system are shown on the drawings, which 
also include an outline elevadon and plan of the bridge without the approaches. 

Transporting a Plate Girder 123 Feet Long. Engineering 
News, vol. 34, page 174, Sept 12, 1895. 

Span, 119' loj". General elevation and plan of one girdff and a few details 
of the solid floor and eicpan^on joints. 
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CHAPTER VII. 

design of a plate-girder bridge. 

Art. 50. Specifications. 

Let it be required to design a deck plate-girder bridge for a 
single-track railroad, the span being 80 feet between centers of 
supports. The bridge is to be located on a straight track, and 
its material, with the exception of the rivets and the track, is to 
be medium steel. 

In order to avoid the inconvenience to the student of continu- 
ally referring to other pages while following the computations 
required for the design, the specifications will not be printed' 
separately, but will be given in the text as needed. That the 
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student may gain some familiarity with the range of variation in 
modem specifications relating to some of the details, according 
to a number of the leading standard specifications for steel rail- 
road bridges, references will sometimes be made to such varia- 
tions before adopting the respective requirements. 

The live load is to consist of two consolidation locomotives and 
a train, as shown in Fig. 66, or an alternative load of 120000 
pounds, equally distributed on two pairs of driving wheels, spaced 
6 feet center to center. The above loading is known as Cooper's 
Standard, Class E 50, and equals the 1900 standard of the Lehigh 
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Valley Railroad for its main line, ■ with the exception of the 
alternative load, which is slightly different. It is also the 1901 
standard of the Baltimore and Ohio Railroad. 

The allowance for impact due to the Uve load is that recom- 
mended by Waddell, the coefficient of impact being 

/=400/(Z + 50o), 

in which L is the length in feet of that portion of the span which 
is covered by the live load when the maximum stress under con- 
sideration is produced, and / is the percentage by which the 
maximum static stress is to be increased. 

Art. 51. Depth amd Spacing, 

A comparison of a number of recent designs of plate girders 
for some of the principal railroads shows a variation in the depth 
from one-tenth to one-twelfth of the span. In one case, where 
the span is over 125 feet, the depth is only one-fourteenth of the 
span ; and in a few others the limitations imposed by track ele- 
vation led to the adoption of the same relative depth. There are 
also a few cases of very short spans in which the depth is one- 
eighth or one-ninth of the span. The average ratio of the depth 
to the span is found to be the reciprocal of 10.5. 

Some specifications state that the depth of a plate girder shall 
preferably be not less than one-tenth of the span, and others 
substitute the fraction of one-twelfth, while many make no refer- 
ence to the subject 

An interesting formula, deduced by Henry Szlapka, for 
finding the economic depth of plate girders, was published in 
Engineering Record, vol. 35, page 363, March 27, 1879. The 
economic depth was found to vary from one-seventh to one-ninth 
of ihe span under the conditions and assumptions mentioned in 
the article. 
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The Spacing of deck girders, center to center, ranges from 5 
to 9 feet. Comparatively few are spaced less than 6 J feet apart, 
and the larger girders are spaced in proportion to their depth. 
Waddell's rule makes it the nearest eveii foot to one-tenth of 
the span. Although in some deep girders the spacing slightly 
exceeds the depth, in general it is somewhat less, the difference 
rarely exceeding 6 inches. For the design in this chapter let 
the depth of the web plate be taken as 7 feet and the spacing 
of the girders as 8 feet. A discussion of the economic depth 
may be found in Art 66. 

Through girders must be spaced so as to provide the necessary 
clearance specified, although in track elevation, where the bridges 
must carry many tracks at the standard distance of 13 feet apart 
between center lines, they have been spaced at the same dis- 
tance. The usual spacing ranges from about 14^ feet for short 
spans to 17 feet for long spans for a single-track bridge. 

Art. S2. The Wooden Floor. 

The floor usually consists of cross-ties of rectangular section, 
notched at least J- inch over the flange of each supporting girder, 
certain ties being secured to each flange by a f-inch hook bolt 
Practice varies by making this attachment apply respectively 
to every tie, to alternate ties, or to every third, fourth, or fifth 
tie. The space between cross-ties is not generally to exceed 
6 inches nor to be less than 5 inches. 

Outer guard timbers 6 by 8 inches are laid flat and parallel 
to the track rails and notched one inch over every cross-tie, 
to hold them in their relative positions longitudinally. Their 
attachment to the cross-ties by |-inch bolts varies in practice in 
the same manner as that noted above for securing the ties to 
the girders. The guard timbers are spliced over a tie by a half- 
lap joint 6 inches long, and a bolt must be passed through the 
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splice to secure the ends of both timbers to the tie. The inner 
fax:e of the guard timber is placed anywhere between 1 1 inches 
from the gage side of the rail head to 5 feet 4 inches from the 
center of the track. It should be placed near the end of the 
standard 12-foot tie. 

Sometimes inner guard timbers are placed with a clearance 
of 6 to 10 inches between them and the rail heads, either with 
or without angle irons to protect the outer edges, but more 
frequently old track rails are employed as the inner or true 
guard rails. 

The alternative loading given in Art. 50 causes the greatest 
stress in the cross-ties. The load on one wheel is 30 CXX) pounds, 
and it is customary to regard this load as distributed over three 
cross-ties. The live load for one tie is therefore 10 000 pounds 
and the impact 8000 pounds. Assuming the weight of the 
track at 450 pounds per linear foot, and that one tie will carry 
a length of track oi i^ feet, it will be sufficiently precise to 
regard this entire load as concentrated at the track rails. The 
cross-tie then acts as a beam whose supports are 96 inches 
apart and carrying two equal and symmetrically placed concen- 
trated loads 59 J inches apart, each of which is 18 280 pounds. 

For a long, leaf-yellow pine cross-tie a unit stress of 2000 
pounds per square inch in the outer fiber may be taken when 
the effect of impact is considered. If ^ be the breadth, and d 
the depth of the cross-tie, and the bending moment is equated 
to the resisting moment, both being expressed in poundrinches, 
there follows 

333 600 = 20CX3 id^/6, 

whence 6d^ = 1000. To determine the breadth, let the safe 
bearing on the side of the fiber be taken at 400 pounds per 
square inch. The bearing area required is then 18 280/400 
= 45.7 square inches, and if the width of the base of the rail 
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be 6 inches, the breadth b must be 8 inches. The net depth is 
therefore II.2 inches, making the gross depth 11.7 or 12 inches. 
Since the notch in the cross-tie is so near the section under 
the track rail, only the net depth can be used in computing the 
strength under flexure. On account of the variation in the total 
thickness of cover plates, cross-ties 13 inches deep may be 
required near the ends of the girder. 

Let the cross-ties be spaced 6 inches in the clear, and every 
alternate one bolted to the girder flange and the wooden guard 
rail respectively. At 3| pounds per foot, board measure, the 
weight of one tie 12 feet long is 360 pounds. This makes the 
weight of the cross-ties 310 pounds per linear foot The weight 
of rails, splices, guard rails, bolts, spikes, etc., will be assumed 
at 160 pounds per linear foot 

Art. 53, Web Section. 

Specification. — The rivets used shall be seven-dghths of an inch in 
diameter. The shearing stress in web plates shall not exceed 12 000 pounds 
per square inch ; but no web plate shall be less thao f inch in thickness. 

According to the method explained in Part II, Art. 43, the 
maximum live-load shear is found to be 155 100 pounds, and 
from the formula for the coefficient of impact given in this 
chapter. Art. 50, the corresponding impact allowance is 107 000 
pounds. 

The net weight of one girder and one-half of the lateral brac- 
ing and cross-frames will be assumed as 45 200 pounds, which, 
with the weight of track at 235 pounds per linear foot for each 
girder, makes the dead load 64 000 pounds, and the dead-load 
shear 32 000 pounds. 

The total vertical shear at the support is then 294 100 
pounds, and for a specified unit shearmg stress of 12000 
pounds per square inch the net section of the web must be 
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24.51 square inches, upon the assumption that the shear is uni- 
fonnly distributed over the sectional area. The actual distribu- 
tion of the shear is illustrated in Art. 59. The minimum 
thickness of f inch allowed by the specification would permit 
only yfrivets in the entire depth of 84 inches, and is hence in- 
suificitnt. A thickness of -^ inch will give a net depth of 56 
inches, and if a diameter of i inch be deducted for each rivet 
hole in the web section, it will allow 28 rivets with an average 
pitch of 3 inches. This thickness will accordingly be used. 

The standard rivet in plate-girder construction has a diam- 
eter of J inch when cold, and the diameter of the rivet holes is 
made -^ inch larger, so that the heated rivet can be readily 
inserted. All specifications agree in requiring deductions to 
be made for rivet holes in tension members with diameters 
assumed to be ^ inch larger than that of the rivet before 
driving, but no reference is made to the corresponding deduc- 
tion in members subject to shear. 

It may be added that with the rapidly increasing practice of 
punching the holes smaller than the rivet diameter and then 
reaming the holes after the parts are assenjbled, or of drilling 
the holes in the solid, the reason which originally led to the de- 
duction of such a large excess for rivet holes is fast disappear- 
ing. When these methods of forming the rivet holes are 
adopted, a clause might well be added in the specification pre- 
scribing the use of the actual net section in the computations. 

Art. 54. Sectional Area of Flanges. 

Since a plate girder under the action of vertical loads is a 
beam, the fundamental formula for flexure applies to it, namely, 

c 
in which M is the bending moment at any section due to the 
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external forces, 5 the unit stress in the outer fiber whose dis- 
tance from the neutral surface is c, and / the moment of inertia 
of the cross-section about the neutral axis. 

In order to transform this equation so as to be convenient for 
the purpose of design, let / be the thickness and h the height or 
depth of the web plate, while A is the area of cross-section of 
each flange, and A, the distance between the centers of gravity 
of the flanges, usually called the effective depth of the girder. 
If the moment of inertia of each flange about its own neutral 
axis be neglected, as it is relatively small, the following expres- 
sion may be written for the moment of inertia of the girder : 



\2J 12 5 



Substituting the value of c which is very nearly equal to \h, and 
transposing, 

. _ Mh tl? 

But k-^/k is approximately equal to ^i, and f^/h^ is approxi- 
mately equal to h, whence 

that is, if the plate girder had solid sections throughout, the 
area of each flange would be less than that required to resist 
the entire bending moment, by an amount equal to one-sixth 
of the section of the web plate. 

Although the gross area of the upper half of the girder 
section may be employed, since it is under compression, only 
the net section of the lower half should be used. The method 
therefore adopted is to design the lower flange, which is sub- 
ject to tension, and then to make the upper flange of the 
same gross sectional area as the lower one. In applying the 
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above formula (i), the last term is interpreted as meaning 
one-sixth of the net section of the web plate. When stiffeners 
or splices are located at or near the section under consideration, 
the net section differs considerably from the gross section. 

If one-inch rivet holes be deducted for -J-inch rivets, one- 
sixth of the net section of the web plate becomes 10.3 percent 
of the gross section when the rivets in the vertical section have 
the minimum allowable pitch of three diameters or 2| inches; 
I I.I percent for a pitch of 3 inches; 11.9 percent for a pitch 
of 3j inches; and 12.5 percent for a pitch of 4 inches, which 
would rarely be exceeded. If, however, the deduction be made 
for the actual rivet holes of fifteen-sixteenths of an inch in 
diameter, the respective percentages will be 11.5 for a pitch 
of 3 inches, 12.2 for a pitch of 3 J inches, and 12.8 for a pitch 
of 4 inches. 

Some recent specifications state that one-eighth of the gross 
area of the web plate is to be regarded as effective flange area, 
but the preceding paragraph shows that this allowance is in 
many cases somewhat too large. It is not only desirable on 
theoretical grounds that the resistance of the web plate to 
flexure should be considered in the design, but also for the 
practical reason that it encourages the use of thicker web 
plates and a greater depth where this is not otherwise limited, 
thereby increasing the life as well as> the stiffness of the 
structure. 

Turning now to the design under consideration, the bending 
moments due to the live load speciiied in Art. 50 are found at 
sections five feet apart, according to the method described in 
Part II, Art. 42. The absolute maximum moment due to this 
load is fouhd to be 2 703 cxx) pound-feet at a section 0.2 foot 
from the center, where the moment is practically the same. 
The allowance for impact is 1 864 000, and the dead-load 
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moment is 640000 pound-feet, making the total bending 
moment 5 287 000 pound-feet, or 63 444 000 pound-inches. 

Placing the backs of the flange angles one-eighth inch beyond 
the edges of the web plate and assuming the centers of gravity 
of the flanges to be 1.5 inches less than the distance back to 
back of angles, the approximate effective depth is 84 -I- 0.25 
— 1.5 = 82.75 inches.. For a speciiied unit tensile stress of 
17000 pounds per square .inch, and assuming 12 percent of 
the gross web section as effective flange area, the required 
net area of the lower flange, 

^_ — 34440QO ,Q j2 x-^ X 84) = 4S.io — 4.41 = 40.60. 

17000x82.75 ^ 16 ^' ^^ '^t t "v. 

the result being expressed in square inches. 

Art, 55. Composition of the Flanges. 

Specification. — About one-half of the flange section shall consist of 
angles, or else the heaviest sections of angles must be used, and the number 
of cover plates shall be as small as practicable. "Hie cover plates shall be 
of equal thickness or decrease in thickness outwiird from the angles, and 
shall not extend more than four inches or eight times the thickness of the 
outside plate beyond the outer line of rivets. The net section of the tension 
flange shall be determined by a plane cutting it square across at any point, 
and the greatest number of rivet holes which can be cut by any such plane, 
or whose centers come nearer to it than two and a half inches, are to be 
deducted from the gross section in computing the net area. The coni- 
pression flange shall have the same gross section as the tension flange. 

The effective diameter of any rivet shall be assumed the same as its 
diameter before driving ; but in making deductions for rivet holes in ten- 
MOn members, the diameter of the holes shall be assumed to be one-eighth 
of an inch larger than that of the rivet. 

One-half of the net flange area, determined in the preceding 
article, is 20.35 square inches, and hence either 8" x 6" or 
8" X 8" angles are required. Adopting the latter and observ- 
ing the rest of the above specifications, the flange may be made 
up as follows (see Fig. 67) : 
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2 angles, 8" X 8" x |"; 2(11.44— l-50)= 19.88 square inches. 
3 cover plates, i8"x^"; 3(7.88 — 0.88)= 21.00 

Total net section = 40.88 square inches. 
Two rows of rivets will be required in each leg of the angles, 
the rivets Inadjacent rows being staggered, 'and'hence two rivet 
holes must be deducted 
from each angle and 
from each plate, the pitch 
of the rivets at the mid- 
die of the girder being 1 1 '^.gf.^ \ i \_ 

certainly greater than 2J | K-j~«i •* l^-^.f 

inches. For location of ' 
rivet lines see Art. 34. 
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The center of gravity 
of this flange section is •''«"7- 

next computed and found to be 0.815 inch from the backs 
of the angles, while the corresponding distance for the gross 
section of the upper flange is 0.788 inch. The correct effec- 
tive depth is, therefore, 84 + 0.25 — 1.60 = 82.65 inches, which 
makes the revised flange area required equal to 45.15— 4.41 
.= 40.74 square inches. As this value does not exceed the net 
section given above, the composition of the flanges needs no 
revision. 

If the section were moved so as to cut the adjacent rivets, 
the distance from the center of gravity of the net section of the 
lower flange to the backs of the angles would be reduced from 
0.815 to 0.705 inch, and the effective depth of the girder 
increased to 82.76 inches. The average value is used by some 
designers. 

In regard to the deduction of rivet holes for net section, one 
specification which is extensively adopted provides that the 
rupture of a riveted tension member is to be considered as 
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equally probable, either through a transverse line of rivet holes 
or through a diagonal line of rivet holes where the net section 
does not exceed by 30 percent the net section along the trans* • 
verse line. 

By comparing the revised and provisional flange areas the 
student may gain some idea as to the relative effect of small 
changes in the effective depth or in other items affecting it, and 
thus learn what degrees of precision are requu:ed in the various 
computations. As the actual sections of shapes are subject to 
slight variation and there are inaccuracies in workmanship, it 
is sufficient in practice to determine the effective depth to the 
nearest tenth of an inch. 

While angles can be rolled of any thickness between the 
minimum and maximum given in the handbooks, the practice 
is quite extensive to use only standard angles whose thicknesses 
are expressed in full sixteenths of an inch. 



Art, 56. Web Splices. 

Specification. — Whenever practicable, plate girders sliall be built with- 
out splices in the web, and when splices are necessary, their number shall be 
made as small as possible. The splice plates and rivets for the splices shall 
be such as to develop in every respect the full strength of the net section of the 
web, the main splice plates extending from flange to flange and having at 
least two rows of rivets on each side of the joints. In addition to these, two 
splice plates shall cover the vertical legs of the angles in each flange. The 
shearing stress on rivets shall not exceed 12 000 pounds per square inch of 
section, and the pressure upon the bearing surface, of the projected senu- 
intrados (diameter times thickness) of the rivet hole shall not exceed 24000 
pounds per square inch. 

According to the Carnegie handbook the extreme length to 
which a sheared steel plate 84 inches wide and ^ inch thick is 
rolled is 380 inches. It will thus be possible to build a girdw 
whose span is 80 feet with only two web splices. 
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WEB SPLICES. 



1 57 



In Art. 54 it was shown that one-sixth of the net section of 
the web is the equivalent flange area regarded as concentrated 
at the centOT of gravity of the flange, and which represents the 
share of the web in resisting the bending moment at any sec- 
tion. The web splice must accordingly be designed to transmit 
not only the shear in the section but also its proportionate part 
of the bending moment. This is accomplished with a sufficient 
degree of precision for all purposes of design when the splice 
plates and rivets are arranged to develop the full strength of the 
net section of the web to resist the bending moment only. 

As not less than two rows of rivets are to be placed on each 
side of the joint, the rivets in the lower half of the-splice will be 
arranged as indicated in Fig. 68, the pitch in each row when 
considered independently being 4 inches toward the neutral 
surface and 3 inches ,p ^ 
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84 inches deep, and the unit stress in the outer fiber is 17000 
pounds per square inch, the resisting moment of the gross 
section is 

J X 17000 X -5^ X 84 X 84 = 8 746 500 pound-inches 
and that of the lower half is 4 373 300 pound-inches. To find the 
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resisting moment of the net section of the web it is necessary to 
deduct that of the diametral sections of the rivet holes in the 
outer row of the splice. Remembering that for members in ten- 
sion the diameter of the rivet holes is to be taken as ^ inch 
greater than that of the rivets before driving, the reduction of 
tensile stress in the web for a rivet hole at a distance from the 
neutral surface equal to that of the outer fiber of the web is 
17000 X I X ^^ = 7440 pounds, while for one at a distance jf 
from the neutral surface it is (7440 _j'/42) pounds. The moment 
of this stress about the neutral axis is 7440_j^/42, and the sum of 
the moments for all the rivet holes in the row «« of Fig. 68 is 
744o2y/42i= 7440 X 4714/42 = 835 100 pound-inches. This 
leaves the resisting moment of the net section of the lower half 
of the web equal to 3 538 200 pound-inches. 

With a unit stress of 24 000 pounds per square inch for the 
bearing on the side of the rivets, the allowable bearing of a 
Jinch rivet on the ^-inch web plate is 24 000 x ^ x ^ = 9190 
pounds. The combined strength of the splice plates must equal 
that of the web, but as no metal less than § inch in thickness is 
allowed in good practice except for filling plates, |-inch splice 
plates will be used. Accordingly the bearing of the rivets in both 
splice plates combined is greater than that in the web. The 
rivets are in double shear and with a safe unit stress of 12 000 
pounds per square inch, the value of a ^inch rivet in double 
shear is 14430 pounds, and hence the bearing in the web 
governs the determination of the number of rivets in the splice. 
As the outer row of rivets is 39J inches from the neutral sur- 
face, the bearing value of a rivet at the distance y from the 
neutral surface is 9190^/39.125, and the moment of the bearing 
is 91907V39.125. The sum of the moments of the bearing 
values of all the rivets in both rows mn and rs, exclusive of 
those in the flange, is 
91902^/39.125 = 9190x7359/39.125 = 1 728500 pound-inches. 
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This result shows that twice as many rows of rivets would be 
required if no other splice plates were employed except those 
connecting that portion of the web which lies between the edges 
of the flange angles. Such an arrangement is not economical, 
since too large a proportion of the rivets are ineffective in 
resisting the bending moment. Let two splice plates 7" x |" 
be placed on the vertical legs of the flange angles, in order to 
connect those parts of the web plates which carry the highest 
unit stress. It is now required to find how many rivets, through 
these plates, are necessary to make the full strength of the 
splice rivets equal to that of the net section of the web plate. 
The resisting moment to be taken by the rivets through these 
longitudinal splice plates is 3538200—1728500=1809700 
pound-inches, and hence S>5s= 1 809700 x 39.125/9190=7705 
inches". Since the squares of 36.125 and 39.125 are 1305 and 
1531 respectively, three rivets in each row are required, making 
£^=8508 inches^, that is, six rivets are needed on each side of 
the joint as shown in Fig. 35. This number of rivets can trans- 
mit into the flange angles the full tensile strength of these 
splice plates, and hence the number of connecting rivets does 
not need to be increased on that account. However, as the 
rivets, through the vertical legs of the flanges, have the ad- 
ditional duty to transmit an increment of flange stress from the 
web plate to the angles, as will be explained in Art. 59, the 
plates must be extended toward the nearer end of the girder so 
as to contain enough rivets to take both of these stresses, the 
pitch being reduced to one-half the value that would otherwise 
be used. The exact length of the plates will be found in 
Art. 58. 

If the vertical shear be taken uito account, the bearing value 
of the outermost rivet is reduced from 9190 to 8640 pounds, 
since each rivet must take a shear of 3140 pounds. The allow- 
able tensile stress in the outer fiber is also reduced from 17000 
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to 1 5 800 pounds per square inch, since the total vertical shear 
at the section (12 feet from the middle) is 126 500 pounds, and 
the net section of the web is (84 — 20}^ = 28 square inches, 
the deduction being for 20 rivets, and the resulting unit shear 
4520 pounds per square inch. (See Mechanics of Materials, 
Art. 75.) On introducing these values in the computations, 
2y* is found to be 7533 instead of 7705 inches^ thus requiring 
practically the same number of rivets. The former method, 
which is much simpler than the latter, is therefore sufficiently 
precise, as stated above. 

The outer row of rivets in Fig. 68 is arranged so as to reduce 
the net section of the web as little as possible in that part which 
takes the greatest stress, The resisting moment of the net 
section of the web is 3 53S 200/4 373 300 = o.8og times that of 
the gross section, and hence one-sbcth of this or 13,5 percent of 
the gross web area may be regarded as equivalent flange area. 
This slightly exceeds the value used in Art. 54 ; viz. 12 percent. 

Art. 57. Web Stiffeners. 

In a plate-girder web which consists only of a continuous web 
plate there exist at any point compressive and tensile stresses at 
right angles to each other whose magnitudes equal those of the 
vertical and horizontal shear at that point (Mechanics of Mate* 
rials, Art. 119). The lines of the maximum compressive and 
tensile stresses cross each other at right angles at the neutral 
surface, and make angles of 45 degrees with that surface. The 
compressive stresses tend to buckle or wrinkle the web plate, 
while the tensile stresses tend to keep it straight. 

Experience has led to the custom of. stiffening the web by 
means of pairs of vertical angles placed on opposite sides of the 
web plate, and riveted together, whenever the clear distance 
between the flange angles is greater than about 50 times the 
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thickness of the web plate. In the specifications this ratio is 
^ven as 50, 60, or 64, or even as high as 80. These stiffeners 
are usually placed at distances apart not exceeding the depth of 
the girder, with a maximum limit of 5 or 6 feet, the former value 
being more generally specified. 

Formerly the prevailing practice was to space them closer 
together toward the ends of the span as the shear increased, but 
at present the practice of spacing them at uniform intervals 
is very common. No rational theory has been developed upon 
which the design of intermediate stiffeners may be based. 

It is not definitely known to what extent the addition of inter- 
mediate stiffeners modifies the distribution of stresses in the web 
plate of the girder. Although a few experiments have been 
made which, together with observations in the maintenance of 
girders under traffic, throw some light on the subject, it has not 
received the investigation which its importance seems to demand. 
Some of these facts are recorded in engineering periodicals, to 
which references are given at the end of this article. 

The intermediate stiffeners should be able to transmit to the 
web the heaviest concentrated load which may come upon it in 
a deck girder, or the greatest floor beam reaction m a through 
girder. In the example used in this chapter the greatest con- 
centrated load is 30 000 pounds, and the addition for. impact 
24 coo pounds. With the specified compressive unit stress of 
17 coo pounds per square inch, a sectional area of 3.18 square 
inches is required. The leg of the angle which is to be riveted 
to the web plate must not be less than 3^^ inches, as J-inch rivets 
should not be used in a smaller size (Art. 34). Two angles, 
3^" X 3^" X |"i ths thickness being the least allowable, furnish 
much more than the necessary area, but their outstanding legs 
would not give an adequate support to the 8-inch flange angles 
which transmit the load to the stiffeners. The size will therefore 
be increased to 6" x i^" x |". 
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The end stiffeners must take the vertical shear from the web 
and carry it to the bearing plate. They do not act entirely as 
columns, since the load is distributed along the entire length. 
A somewhat lower working stress should be taken than that for 
simple compression, — say about 15 000 pounds per square inch. 
The sectional area of the end stiffeners must therefore be 
294 100/15 ooo=ig.6i square inches. Six angles 6" x 3 J" x |" 
will furnish an area of 6 x 3.41 = 20.46 square inches, and may 
hence be adopted. Sometimes it is specified that the projecting 
legs of all stiffener angles over the end bearings shall be as wide 
as the flange angles permit This rule would accordingly re- 
quire 7" X 3l" X I" angles. 

All the stiffeners should be closely fitted to the upper flange 
angles in the deck girders, and the end stiffeners should also be 
fitted to the lower flange angles to secure a full bearing area. 
The lower ends of intermediate stiffeners in deck girders, and 
both of their ends in through girders, require merely a neat fit 
for the sake of appearance, since they transmit no stresses 
directly to the flanges. It should be added that many specifi- 
cations make no distinctions in this respect. The number of 
rivets connecting the end angles to the web is 294 100/9190 = 
32, since the bearing value of a J-inch rivet in a ^^g-inch web is 
9190 ppunds. For the sake of uniformity, which simplifies con- 
struction, the same number of rivets will be used in all the 
stiffeners, and equal to that required in the inner rows of the 
web splice. This will give 3x19 = 57 rivets, without counting 
those which also pass through the flange angles, and whose duty 
is to carry stresses from the web into the flange. 

In girders of double-track bridges the reaction of the support 
may be so large that a sufficient number of rivets cannot be piit 
into the stiffeners. Instead of using wider angles to accommo- 
date two rows of rivets each filler may be widened so as to take 
an extra row of rivets. The number of rivets then required in 
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the stiffeners alone is governed by their value in double shear- 
Sometimes a single plate on each side of the web replaces the 
separate fillers under the two or more pairs of end angles. See 
Plate I and Fig. 30. 

The ends of plate girders should be finished with cover plates. 
In deck girders the corners are square, but in through girders 
the upper comer is generally rounded off to a radius which 
ranges from one-half to the full length of the bed plate of the 
support. The upper flange angles are usually cut just before 
reaching the curve and spliced to angles of reduced thickness 
which extend around the curve and down the ends, although 
sometimes the flange angles themselves are extended down 
to the support (Fig. 46, Art. 44). 

The following articles give some idea of the character of the 
discussions which take place at intervals in regard to the stresses 
in the webs of plate girders and the function of stiffeners : 

Specifications for the Strength of Iron Bridges. By Joseph 
M. Wilson, and discussion by W. H. Burr and E. Thacher. 
Transactions American Society Civil Engineers, vol. 15, pages 
404, 430, 467, June, 1886. 

Vertical or Inclined Stiffeners for Plate Girders. By C. A. 
P. Turner and J, B, Johnson, Engineering News, vol. 33, page 
276, April, 1895. By C. A. P. Turner and J. P. Snow, Engi- 
neering News, vol. 33, page 339, May 23, 1895. By Henry 
Goldmark, Engineering News, vol. 34, page 43, July 18, 1895. 

Thermal Condition of Iron and Steel under Stress, and 
Measurement of Stress by Means of Thermo-electricity. By 
C. A. P. Turner. Proceedings of the Engineers' Society of 
Western Pennsylvania, Sept, 1897. This paper contains the 
results obtained by tests of an experimental girder 10 feet long 
and 2^ feet deep. For a later valuable paper by Turner, see 
Proceedings of American Society of Civil Engineers, Jan., 1902. 
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Spacing Stiffeners in Plate Girders. By H. T. Beach, En- 
gineering News, vol. 39, page 322, May 19, 1898. By 
Practical Bridge Builder, Engineering News,' vol. 40, page 10, 
July 7, 1898. By Joseph M, Wilson and E. Marburg, Engi- 
neering News, vol. 40, pages 89 and 90, Aug. 11, 1898. By 
A. W. Buel, C. A. P. Turner, and Joseph M. Wilson, Engineer- 
ing News, vol. 40, pages 154 and 155, Sept. 8, 1898. By F. G. 
Skinner and C. A. P. Turner, Engineering News, vol. 40, pages 
339 and 400, Dec. 22, 1898. By H. T. Beach, Engineering 
News, vol. 41, page 106, Feb. 16, 1899. 

Tests of the Stress in Plate-girder Stiffeners. By F. E. 
Tumeaure. Engineering News, vol, 40, page 186, Sept 23, 1898. 
This article contains the results of six measurements of the 
stresses in the stiffeners of a 7S-foot plate girder under moving 
load. 

Specifications for Steel Railroad Bridges. Discussion by 
George S. Morison and J. H. Worcester. Transactions Ameri- 
can Society Civil Engineers, vol 41, pages 184 and 193, 
June, 1899- 

Proposed Specifications for Steel Railway Bridges, By J. W, 
Schaub, and discussion by H. E. Horton and Ralph Modjeski. 
Journal Western Society of Engineers, vol. 5, pages 3SS1 3/0, 
and 379, Oct., 1900. 

A Direct Method of Spacing Rivets and Finding the Posi- 
tion, etc., of Stiffeners in Plate Girders. By E. Schmidt. 
With discussion. Transactions American Society Civil Engi- 
neers, vol. 44, page 550, June, 1901. 

Art. 58. Lengths of Cover Plates. 

In accordance with the requirement of some of the leading 
specifications one cover plate on each flange will be extended to 
the end of the girder. The others will be extended at each 
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I6S 



end from 9 inches to a foot beyond the point where theory 
requires them in order to resist the maximum bending moments 
in the girder. 

The combined net area of the two flange angles and one cover 
plate is 26.88 square inches, while the equivalent flange area of 
the web is 13.5 percent of its gross section (Art. 56) or 4.96 
square inches, making the total flange area 31.84 square inches. 
The effective depth is found to be 80.9 inches, and hence the 
bending moment that may be resisted by this section of the 
girder is 17000 x 31.84 x 80.9/12 = 3 649000 pound-feet, and 
this is the value of the maximum moment at 17 feet from the 
support. This location is conveniently found by means of a 
diagram (Fig. 69) whose ordinates represent the maximum bend- 
ing moments due to the live load, impact allowance, and dead 
load. Their values, expressed in kip-feet, are given in the fol- 
lowmg table, one kip being 1000 pounds : 

MAXIMUM BENDING MOMENTS. 



S^o.s. 


«■ 


10- 


16- 


eo' 


8B' 


30' 


SB' 


40' 


Live load 

Impart 
Dead load 


690 
476 
169 


1253 
864 
315 


1723 

iiSS 
439 


2067 
.426 
540 


2330 
1607 
619 


2523 
1740 
67s 


2653 
1830 
709 


2703 
1864 

720 


Total 


1335 


2433 


335* 


4033 


45S6 


4938 


SI92 


5387 



The combined net area of the flange angles and two cover 
plates is 33.88 square inches, which added to the equivalent 
flange area of the web gives a total of 38.84 square inches. 
The effective depth is 81.9 inches, and the corresponding bend- 
ing moment is 17000 x 38.84 X 81.9/12 = 4 506000 pound-feet, 
which is located at 24' 6" from the support The approximate 
length of the outer cover plate will therefore be at least 
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2(40' o" — 24' 6") +2 X 9" = 32 feet 6 inches, and that of the 
second cover plate 2(40'©" — i7'o")+ 2 x 9" = 47 feet 6 inches. 
The exact lengths of the cover plates will be determined on the 
drawing after the rivets are located in the flanges, and the flange 
spUces are located, for it is sometimes necessary to extend one 
cover plate to serve as a splice plate for another one. 
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FlR. 69. 



When the bending moments are determined by means of an 
equivalent uniform load, making the moment diagram a parab- 
ola, the lengths of cover plates may be quickly found either by 
the graphic method given by T. K. Thomson in Engineering 
News, vol. 32, page 148, Aug. 23, 1894, or by the analytic method 
given by C. W. Hudson in the same periodical, vol. 32, page 
278, Oct. 4. 1894- 
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Art. 59. Theoretic Rivet Pitch in Flanges. 

The rivets uniting the web plate to the upper flange of a deck 
girder between any two given sections have two duties to per- 
form: first, to transfer from the flanges to the web whatever 
load rests directly upon the flanges in this division ; and, second, 
to transmit from the web to the flanges the increment of flange 
stress developed between these sections. The required number 
of rivets must then be such as to safely transhiit these vertical 
and horizontal stresses when their resultant is a maximum. The 
horizontal component of the resultant is considerably greater 
than the vertical, except near the middle of the span, where in 
many cases the latter may be even greater than the former. 

The maximum difference of flange stress between any two 
sections occurs when the difference between their respective 
bending moments is a maximum, provided the effective depth is 
the same. When the sections are taken a distance apart equal 
to dx, the difference of moments is dM, and if the entire bending 
moment were resisted by the flanges, the difference in flange 
stress would be dMjh^y in which ^^ denotes the effective depth. 
The increment of flange stress per linear unit is then dMjh-^dx, 
which by mechanics equals V/h^, thp vertical shear being desig- 
nated by V. This difference is a maximum when the maximum 
values of the vertical shear are inserted in the expression just 
given. Since the web plate, however, resists a part of the bend- 
ing moment, VJh^ must be multiplied by the ratio of the bending 
moment resisted by the flanges alone to the entire bending mo- 
ment. This ratio equals that of the area of the flanges to the 
sum of the flange area and the equivalent flange area of the web 
as explained in Art. 54. The pitch of the rivets, or their spacing 
longitudinally, is then obtained on dividing the resistance of one 
rivet by the value just found. As the rivets connecting the 
web to the flanges are in double shear, the bearing value of a 
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rivet on the web plate will usually be less than the double shear, 
and therefore measures the strength of the rivet to be used in 
the computation. 

The vertical shears whose determination was referred to in 
Art, S3 are given in the following table and expressed in kips, 
the sections being taken 5 feet apart. See also Fig. 69. 



S=CT,0«. 


0- 


S' 
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»■ 


95- 


80' 


38- 


«. 


Uve load 
Impact 
Dead load 


IS5-I 

107.0 
33-0 


139.9 
95. 1 
28.0 


120.6 
81.6 

34-0 


104.3 

72.8 


89.6 
63.1 

16.0 


76-3 

54-3 

13.0 


64.6 
46.3 

8.0 


53-3 
38.S 
4.0 


42.1 

30.7 


Total 


294.1 


263.0 


226.2 


1 97. 1 


168,7 


142,5 


1 18.9 


95-8 


72.8 



The position of the live load which causes the maximum 
shears is such that the first driver of the locomotive (Art. 50) is 
just on the right of the section. Its weight on one rail and dis- 
tributed over three ties, which, with the three spaces, cover 
42 inches (Art. 52), is 25 OCXD pounds. The coefGcient of impact 
for the shears varies from about 0.69 to 0.73, and using the 
average value 0.71 for this load, the impact allowance is 17 750 
pounds. The corresponding weight of the track supported by 
one girder is 700 pounds, making a total load of 43 450 pounds, 
or 1035 pounds per linear inch. 

At section o', which is at the support, each flange is com- 
posed of two angles and one cover plate (Art 58), and accord- 
ing to the method given above the increment of flange stress 
per linear inch resisted by the flange alone is 



31.84 



^'M}99 = 3069 pounds. 



The ratio 26.88/31.84 refers to the tension flange, having been 
used in Art. 58, but it may be applied to the compression flange 
as being sufficiently exact for this purpose. 
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The resultant of 3069 and 1035 pounds is 3236 pounds per 
linear inch, and the required pitch is 9190/3236= 2.84 inches, 
since the bearing value of a ^inch rivet in a -^-incb web plate 
is 9190 pounds. 

In a similar manner the pitch is determined at each of the 
sections, the results laid off as ordinates in Fig. 70, and a curve 
drawn through their extremities. This diagram gives the theo- 
retic pitch at every point in the half span. The horizontal lines 



% 5 



-S^ 



15' 



30' 



FlB.70- 



show that the pitch is 3 inches at 2.7 feet, 4 inches at 1 5 feet, 
5 inches at 25.2 feet, and 6 inches at 33 feet from the center of 
■ the support. 

If the vertical component of the rivet stress be neglected, 
the theoretic rivet pitch in the lower flange is obtained, that at 
the end of the girder being 2.99 inches, and at the middle 1 1.69 
inches. A comparison of these values with those found for the 
upper flange indicates the direct influence of the load supported 
by the flange, on the pitch of the rivets. 

The rivets connecting the angles and the cover plates must 
transmit that portion of the flange stress which is taken by the 
cover plates. These rivets are in single shear, and hence the 
strength of a rivet is measured by its value in single shtrar. 
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which is less than the bearing in either the cover plate or the 
angle. The value in single shear of a |-inch rivet at 12000 
pounds per square inch is 7220 pounds. The proportions of 
flange stress taken by one, two, and three cover plates respec- 
tively are approximately 26, 41, and 51 percent. The rivet 
pitches at the end of the girder, and at the points where the 
second and third (or outer) cover plates terminate theoretically 
(see Fig. 69, Art. 58), are found to be 9.1, 9.1, and 8.9 inches 
respectively. 

For the purpose of comparison the rivet pitch at the end of 
the girder will also be determined by means of the horizontal 
shear. The direct effect of the vertical load on the flange rivets 
will be omitted in this 



iCorerPlatt la'xis 

Z Flangt An^ts SiSxi' 



comparison, as it does 
not affect the result 

On the left of Fig. 71 
is shown a vertical sec- 
tion of the upper half 
of the girder at the 
support, and on the 
right is a diagram whose 
abscissas represent the 
horizontal shear per 
linear inch, the values 
being computed (see 
Mechanics of Materials, 
Art. 78) upon the as- 
sumption that the covei* 
Neutral Surface Pounds per Linear inch plate, anglcs, and web 

'' plate are all parts of a 

single piece of sohd metal. This assumed condition is evidently 
not equal in some respects to that of the girder, in which these 
parts are riveted together. The horizontal shear in a horizontal 
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section taken midway between the two lines of the flange 
rivets is thus found to be 2714 pounds per linear inch. 

If the shear between the flange and the web be computed by 
substituting in the formula the moment of the entire section of 
both angles as well as of the cover plate, and omitting entirely 
any part of the web between the angles, the value of the hori- 
zontal shear per linear inch is 2988 pounds. This value is 
observed to be somewhat less than the horizontal shear in the 
web plate directly adjacent to the flange angles and greater 
than the shear midway between the rivet lines obtained under 
the previous assumption, and it probably corresponds more 
closely to the actual condition of the girder. The resulting 
pitch is 9190/2988 = 3.08 inches, while that found by the other 
method is 2.99 inches, or about three percent less. If, how- 
ever, in the other method the gross sections be used instead of 
the net sections, the resulting pitch is 3.03 inches, or only 1.6 
percent less, and thereby indicates the magnitude of the error 
involved in the approximation made in deducing the formula in 
Art 54. 

The horizontal shear just below the flange angles is 84.5 per- 
cent of that at the neutral surface, while the average value of 
the horizontal shear for the entire section is 3483 pounds per 
linear inch, or 89 percent of that at the neutral surface. This 
value is also laid off in the diagram for comparison. Below 
the flange angles the abscissas represent not only the magni- 
tudes of the horizontal shear per linear inch, but also the equal 
magnitudes of the vertical shear at the respective distances 
from the neutral surface. If it be assumed that the entire 
vertical shear is resisted by the web plate alone, the average 
vertical shear per linear inch is 294 100/84 ~ 3S0i pounds, or 
89.5 percent of the shear at the neutral surface. These values 
show how slight is the error involved in this assumption, and 
that if a proper allowance be made in adopting the safe unit 
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stress, the net area of the web section may be found with suffi- 
cient accuracy by assuming the shear to be uniformly distributed. 

The length of the longitudinal splice plates for the web (Art. 
56) may now be determined. The theoretic pitch of the flange 
rivets at the joint is over 5 inches, while the adopted pitch in 
this part of the span is 5 inches, and hence the pitch will be 
reduced near the joint to 2J inches. If the plates be extended 
to the left 29 inches, they will contain 1 1 rivets, 5 J of which are 
-required for the stress due to the web splice, and the remaining 
Sj for the increment of flange stress. Theoretically the plates 
need not extend an equal distance to the right of the joint, or 
toward the middle of the girder, but only far enough to contain 
6 rivets, unless more are required to transmit their stress into 
the angles by single shear. If 6 rivets are used, they will 
develop the net strength of the plates. The total length of the 
plate will therefore be 29 + 16J = 45J inches. 

In a plate girder where side plates or vertical flange plates 
are placed between the angles and the web, all the rivets 
through the side plates, whether passing also through the 
angles or not, may be counted in the number necessary to 
take the horizontal flange increment out of the web plate. 
To determine the number of rivets which must also pass 
through the vertical legs of the angles it must be consid- 
ered that they shall provide sufficient strength in double shear 
to transmit that portion of the increment of flange stress 
which is to be taken by the angles and cover plates. The 
double shear will govern in this case, since its value will be less 
than their bearing either in both angles or In the combined web 
and side plates. 

For a flange of the composition shown in Fig. 1 1 the riveting 
should be so designed as to transfer the increment of flange 
stress from the web to the several shapes composing the flange 
in the most direct manner. 
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A purely graphic method of determining the rivet pitch is de- 
scribed in a paper by E. Schmitt in the Transactions of the Ameri- 
can Society of Civil Engineers, voL 45, page 550, June, 1901. 
In the discussion of this paper C. B. Wing gives a series of 
diagrams for the solution of the same problem, covering a wide 
range of unit stresses and of the other factors involved. 
. The practical considerations "which affect the spacing of the 
rivets both longitudinally and transversely are given In the next 
article. 

Art. 60. Location of Flange Rivets. 

Specification. — Thepitchof rivets shall not be less than three diameters 
when on the same line, nor less than two and one-half times the diameter 
when staggered. The pitch in the direction of the stress shall never exceed 
six inches, nor sixteen times the thitkness of the thinnest outside plate. 
When two or more thidcnesses of plate are riveted together in compression 
members, the outer row of rivets shall not be more than four diameters from 
the side edge of the plate. No rivet-hole center shall be less than one and 
a half diameters from the edge of a plate, and, whenever practicable, this 
distance is to be increased to two diameters. 

If the theoretic pitch at the end of the girder be less than 
that required by the specification, the thickness of the web must 
be increased accordingly. Sometimes three and one-half diam- 
eters is specified as the minimum pitch in one line. The smallest 
angle that will admit two rows of J-inch rivets is 5 inches 
(Art. 34X but the rivets in flange angles are usually placed in a 
single row whenever the vertical leg of the angle is less than 
6 inches. While occasionally a single row is used in 6-inch 
angles, it is expressly forbidden in some specifications. In 
8-inch angles it is customary to use two rows, but sometimes 
three rows are inserted. The location of the pitch Unes or rows 
of rivets is given in Art. 34. 

In order to facilitate shop work, the pitch of rivets in deck- 
plate girders is increased in regular groups from the minimum 
required at the ends to the maximum near the middle, the 
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number of changes being few. The object of limiting the maxi- 
mum pitch according to the specification is to secure a close fit 
in construction. The pitch is made the same in both upper and 
lower flanges for economy in manufacture. No change in pitch' 
should be made between two adjacent stiffeners unless necessi- 
tated by a flange splice. The spacing in the flange angles must 
be slightly modified at the location of the stiffeners so as to give 
sufficient clearance during construction. In through girders the 
pitch is uniform in each panel. 

In the deck girder whose theoretic rivet pitch was determined 
in the last article the end pitch may be taken as 3 inches, since 
the pitch was found to be only slightly less in a distance of 
2.7 feet from section o', or the center of the support, while a 
number of extra flange rivets may be placed in the foot or so 
which the girder extends beyond that section, and which will 
more than make up for the difference in pitch. As Fig. 70 
shows that the maximum allowable pitch of 6 inches may only 
be extended to 7 feet on each side of the middle, it is preferable 
to omit that pitch and employ the 5-inch pitch for 1 5 feet from 
the middle. This arrangement will then leave only one inter- 
mediate pitch, that of 4 inches. 

This specification permits two lines of rivets to be used to 
connect the cover plates to the angles, when the angles are 6 
inches or less in width, but usually requires four lines of rivets 
when the cover plates are more than about 14 inches wide. If 
in order to keep, down the number of plates it is necessary to 
widen them beyond the limits already indicated, it is best to 
increase the width sufficiently to allow a row of rivets on each 
side outside of the flange angles. 

At the ends of cover plates the pitch should be reduced for 
a short distance so as to reduce the tendency to overstrain 
the rivets on account of the sudden change in flange section. 
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A sufficient number of rivets to transmit the full stress for 
which the plate is designed may be placed at the end of the 
plate with the smaller pitch. Sometimes this pitch is limited to 
the minimum used in the iiange. 

When only one row of rivets is used in each leg of the angles, 
the horizontal and vertical rivets should stagger, but when two 
rows of rivets are used in each leg of the angles, the adjacent 
TOWS in one angle, whether both are in one leg or not, should 
stagger. This arrangement places the rivets in the outer row 
of the horizontal leg of the angle opposite to those of the upper 
row of the vertical leg. Sometimes those in both rows of one 
leg are placed opposite points which are intermediate between 
the adjacent rivets of both rows in the other leg, but this is 
objectionable on the ground of reducing the net section through- 
out the span, except near the middle where the pitch is but 
slightly less, or equal to, the maximum allowed. 

In the example given, it was found that the theoretic pitch 
for the rivets through the cover plates and angles is about 9 
inches, which exceeds the maximum allowed. As these rivets 
must be spaced with regard to those through the vertical legs of 
the angles, the pitch must either be equal to theirs, or just twice 
as great, provided the resulting value does not exceed 6 inches. 
The values to be adopted can therefore be determined in accord- 
ance with these statements after the flange and web splices, 
ends of cover plates, and stifEeners are located on the drawing. 

It should be added that a few specifications, including those of 
Waddell, direct that the flanges of girders carrying the vertical 
load from the ties shall have their rivets spaced uniformly from 
end to end and at the minimum distance employed. 

Art. 61. Flange Splices. 

Specification. — Splices in flange plates and angles must always be avoided 
when suffidently long plates and angles are procurable, which will always be 
the case unless the span be abnormally long. Where flange splices are un- 



^dovGoot^lc. 



176 DESIGN OF A PLATE-GIRDER BRIDGE. ChAP. VII. 

avoidable, they must be so located that no two pieces of either the flange ot tbe 
web shall be spliced within two feet of each other, and so that no flange and 
splice shall occur at any point where there is not an excess of sectional area 
above the theoretical requirements. 

The saving in the cost of splices will usually compensate for 
the extra price which may be demanded for plates and angles 
of the greatest length obtainable. The object of distributing 
the splices in the different pieces, and of not allowing any flange 
splice to come too near. a web splice, is to avoid abrupt changes 
in section which interfere with the proper distribution of stresses 
in the different members. 

As the web splices occur at !2 feet from the middle of the 
girder, and the outer cover plate extends a few feet farther each 
way (see Fig. 6g, Art 58), the two angles will be spliced between 
the center of the girder and the two web splices respectively. 
The first cover plate will be spliced at two points, so that the 
second cover plate may be extended sufficiently to serve at each 
end as a splice plate. 

Each of the 8"x 8" xf" angles has a net area of 11.44— i-S© 
= 9.94 square inches, and is to be spliced by an 8" x 8" angle 
cut down so as to fit the face of the flange angle, and to have at 
least the same area. This requires the angle to be seven-eighths 
of an inch thick, and each leg cut down to about 7J inches. As 
the value of a ^inch rivet in single shear is 7220 pounds, 24 
rivets are required to connect the splice angle on each side of 
the joint. With a pitch of 2J inches, which is the minimum 
allowed without reducing the net section of the flange (Art. 00), 
the length of the splice angle is a little over 5 feet. This 
would interfere with at least one pair of stiffeners, and hence it 
is desirable to reduce the length, which can be done by reducing , 
the thickness of the splice angle to nine-sixteenths of an inch, . 
and making up the sectional area by placing a 7" x ^" flat on 
the vertical leg of the opposite flange angle, as shown in Fig. 72. 
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The flat requires 8 rivets at each end, and the angle 16 rivets, 
it being remembered that the bearing in the |-inch flange angle 
is greater than the double shear. Accordingly alt the rivets in 
the vertical leg of the splice angle also pass through the flat, 
and its length is thereby reduced one-third. It should be no- 
ticed that these splices 
are located at points 
where there is an 
excess of flange area. 

Let the nearer 
flange angle be spliced 
on the left, and the 
farther ■ angle on the 
right of the middle of 
the girder, the same ar- 
rangement being also "*' "' 
adopted for the upper flange, and all the splices located, so as 
not to interfere with any stiffeners. 

The net section of the first cover plate is 7.88 — 0.88 = 7 
square inches (Art. 55), and as the second cover plate, which 
has the same section, is to be extended as a splice plate, single 
shear will govern the design of the connecting rivets. The 
number required on each side of the joint is 7 x 17000/7220 
= 17 rivets; but as the rivets are arranged symmetrically in 
pairs, 18 rivets must be used. 

Since the second cover plate is theoretically required at 17 
feet from the end (Fig. 69, Art. $8), and the 4-inch theoretic 
pitch of flange rivets begins at 15 feet (Fig. 70, Art. 59), it is 
desirable to extend the 3-inch pitch over this splice. The sec- 
ond cover plate will then extend to about 1 2 feet 6 inches from 
the center of the support, making its entire length about 55 feet, 
while that of the middle portion of the first cover plate is 50.5 
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feet. These lengths are subject to a slight modification on 
account of the location of the stiffeners, which interfere some- 
what with the regularity of the rivet pitch. 

This extension of the 3-inch rivet pitch, and the use of a 2J- 
inch pitch for about 2 feet at the end of the outer cover plate 
leaves less than 7 feet remaining for the 4-inch pitch. It should 
therefore be considered whether it may not be better to omit 
that pitch altogether. 

Waddell's specification requires that every non-continuous 
flange piece shall be fully spliced so that the splicing plates 
and rivets shall have a calculated strength at least 25 percent 
greater than that of the net section spliced. Under this 
requirement the computation given above would have to be 
changed accordingly. 

Art. 62. Lateral Bracing. 

Specification.— The lateral bracing shall be proportioned for a static wind 
loadof 150 pounds per linear foot on each system. Thesystemconnected to the 
loaded flanges shall be proportioned also for a moving wind load of 300 pounds 
per linear foot. The compression flanges of the girder shall be so stiffened 
laterally (hat the unsupported length shall not exceed 12 times the width of 
flange. All members shall be so proportioned that the tensile unit stress 
shall not exceed 17000 pounds per square inch, nor the compressive unit 
stress to exceed 17000 pounds per square inch reduced in proportion to the 
ratio of the length to the least radius of gyration of the section, by the 
following formula: p = 17000/1 1 H . — j, in which p is the permis- 
sible working stress per square inch in compression, / the length of piece in 
inches between centers of connections, and r the least radius of gyratiofi of 
the section in inches. No compression member In the wind bracing shall 
have a length exceeding 120 times its least radius of gyration. For members 
of any importance, more than two rivets are to be used for each connection. 
For unit stresses on rivets, see Art. 56. In field rivelijig the number of 
rivets found by the specified unit stresses shall be increased 25 percent if 
driven by hand, or 10 percent if satisfactory power riveters are used. 
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In the specifications which refer to the spacing of cross- 
frames, its value ranges from 12 to 20 feet. In order to make 
them equidistant in an 80-foot span, it is necessary either to 
space them 20 feet, ,16 feet, or 13 feet 4 inches. Adopting 
the intermediate distance the panel length of the upper lateral 
system becomes also 16 feet for a Warren type of bracing, and 
may be reduced to 8 feet by adding substruts at every panel 
point. Every alternate substrut is a member of the cross-frame 
or transverse bracing. The upper lateral system holds in line 
the compression flange of each girder. As the cover plates 
are 18 inches wide, the allowable unsupported length is 18 feet. 
The substruts which form no part of a cross-frame are there- 
tore not required on this account, but may be inserted in accord- 
ance with the best practice. They will be omitted in the lower 
system. The skeleton diagrams of the upper and lower lateral 
systems are shown in Figs. 73 and 74 respectively. 
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Fie 74. 

For the specified wind loads the maximum stresses in the 
diagonals are as follows: 5i = ±22 900, 3^ = ± 18200, S^ = 
± 1 3 800, Sj = ± 9700, and Sg = ± 5900 pounds. As the double 
signs are due to the wind blowing in opposite directions, and 
the reversals of stress do not take place in rapid succession as 
in stresses due to live load, it is customary not to design the 
lateral system for alternate stresses. 

Since the ratio of the length / of a diagonal to its least radius 
of gyration r is to be limited to 120, the least allowable radius 
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of gyration is 106/120 = 0.88 inch, and a reference to one of 
the handbooks shows that for a single angle no smaller size 
than 6" x 4" or 5" x 5" can be used. For the former size, in 
which IJr is 120, the specified column formula gives an average 
compression per square inch of 7360 pounds, and hence the 
required area of the end diagonal is 22 900/7360 = 3. 1 1 square 
inches. The area of a 6" x 4" x |" angle is found to.be 3,61 
square inches, while r is 0.88 inch, the value assumed. The 
thickness of this angle is the least allowed, but on account of 
the eccentric end connections of the angle its sectional area will 
probably have little to spare. 

Let an investigation be made to see whether the sum of the 
stresses in the outer liber, due to both the column action and 
the eccentric connection, falls within the allowable limit of 
17 000 pounds per square inch. First, let the angles be riveted 
to the connecting plates by the 6-inch leg, and let bending in a 
vertical plane be considered. According to the handbook, the 
distance from its center of gravity to the back of the longer 
flange is 0,94 inch, its moment of inertia / about the neutral 
axis parallel to the longer flange is 4.90 inches *, and the cor- 
responding value of the radius of gyration r is 1.17 inches. 
The angle tends to bend so that the concave side is on the 
back of the longer flange, and since //^= 106/1.17 = 91, the 
maximum compressive stress on that side is 

S' = — 5-- [I +2 ^) = II 100 pounds per square inch. 

3.61 ^ 11000/ 

The bending moment due to the eccentric connection is 22 900 
X 0.94 =21 500 pound-inches, and by means of the formula 
deduced in Mechanics of Materials, Art. 117, the compressive 
stress in the outer fiber on the same side of the angle which is 
due to this moment is 
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„, 21 500 X 0.94 , 

5"— ^7 ^=5100 pounds 

. ™ 22 900 X 106 X 106 ^ *^ . , 

4-90 1^ per square inch; 

9.6 X 29 000 000 ^ ^ ' 

in which 29 000 000 is the coefficient of elasticity. The total 
stress is therefore 11 100 + 5100= i6200pounds per square inch. 

A similar computation for the second case, 'when the angles 
are connected by the 4-inch leg, gives 8800 4- 6900 = 1 5 700 
pounds per square inch. If, in the first case, the bending 
moment due to its own. weight be included, the unit stress is 
increased 200 pounds per square inch. Repeating the com- 
putation for an angle 5"x5"x|", the result is 9000+5700 
= 14 700 pounds per square inch. The area of both angles 
is the same, and a comparison of the maximum unit stresses 
indicates their relative strength. 

By connecting the other leg of the angle to the connecting 
plate by means of an angle clip, the eccentricity which tends to 
produce bending in a horizontal plane may be eliminated, but 
that for bending in a vertical plane still remains, since the 
entire stress is transmitted by the rivets through the connecting 
plate. Since the eccentricity is very small in the plane in 
which the angle tends to bend as a column, — that is, in a plane 
perpendicular to the neutral axis, with respect to which the 
radius of gyration is a minimum, — this- investigation does not 
need to be carried further. It may be noted that the net sec- 
tion of one leg of the angle is sufficient to transmit the tension 
in the end diagonal, as this requirement is sometimes specified 
when only one leg of the angle is attached. Although the 
stresses in the remaining diagonals are less than in those at the 
end of the span, the same size is required throughout, since //r 
is limited to 120. 

The length of the lateral braces which are perpendicular to 
the girders is 82 inches, and hence the radius of gyration must 
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not be less than 82/120 = 0.68 inch. As the stress is only 
1800 pounds, a 3j" x 3J" x |" angle will have abundant 
strength. No narrower angle than 3J inches will admit a 
J-inch rivet, according to the standard given in Art. 34. The 
conditions already referred to require the same sized laterals to 
be used in the lower system as in the upper one, although the 
stresses are less than one-third as large. 

Since the connecting rivets are in single shear, their shearing 
value will govern, and as the rivets through the laterals are 
field and not shop rivets, their number must be increased 25 
percent for hand riveting. These conditions require 4 rivets in 
the connection of the end diagonal, but an additional rivet is 
needed on account of its eccentricity. This result may be 
tested as follows : The longitudinal shear In each rivet is 
22 900/5 = 4580 pounds. If three rivets be placed in the pitch 
line which is i| inches from the back of the 5-inch angle and 
two rivets in the line which is 2 inches from the other one, the 
center of gravity of the shearing surfaces of the rivets is 1,75 
+ 0.8=5 2.55 inches from the back of the angle, or 1. 16 inches 
farther from it than the center of gravity of the angle. The 
moment of rotation in the plane of the shearing surfaces, 
caused by the stress in the angle, is therefore 22 900 x 1.16 
= 26 570 pound-inches, and this moment produces a shear in 
each rivet whose value is directly proportional to its lever arm. 
Two of the rivets are 5.1, two are 2.8, and one is 0,8 Inches 
from the center of rotation, and if the shear in the most distant 
rivet is P, the moment of the shear in all the rivets Is 

( S7? + 5T? + 2^ 4- 2T + o!8*) /'/S.i pound-inches. 

Equating this to the moment of rotation and solving for P, its 
value is found to be 1980 pounds. The direction of this shear 
is perpendicular to the lever arm of 5.1 inches, while that of the 
shear of 4580 pounds is parallel to the axis of the angle. Their 
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resultant is found graphically to be 5280 pounds. The allow- 
able stress for field rivets is 20 percent less than for shop 
rivets, or 5770 pounds. Five rivets are therefore required. 
The moment of rotation in a vertical plane tends to produce 
tension in some of the rivets, but as the connecting plate bends 
easily in that direction the rivet tension must be small. No 
less than three rivets should be used in connecting any lateral, 
even though that number is not theoretically needed. 

Although the laterals are usually designed to take the wind 
stress only, it should be remembered that their principal duty is 
to resist the lateral vibrations caused by the live load passing 
over the bridge at full speed. In view of the great increase in 
live loads, it is a question whether the assumption that these 
stresses do not exceed those computed for the wind pressure 
leads to a sufficient provision for lateral stiffness. When it is 
considered that these vibrations cause rapid reversals of stress, 
a material increase in lateral stiffness would be secured by treat- 
ing the wind stresses as live-load stresses, and designing the 
laterals for alternate stresses. 

In designing members for alternate or reversed stresses, one 
of the best specifications is to find separately the areas required 
for both tension and compression, and to add three-fourths of 
the smaller area to the larger one in order to obtain the total 
sectional area of the member. The rivets, however, are to be 
computed for the sum of the two stresses. On applying this 
to the lateral system under consideration, the end diagonal 
of the upper system must be increased to J inch in thickness, 
the rest remaining unchanged. If clips be used So as to reduce 
the eccentricity of the connections, the numbers of field rivets 
required in the diagonals of the upper system are respectively 
8, 7, 5, 4, and 3. 

In some cases it may be advisable to go a step further and 
increase the stresses by allowance for impact. Practically the 
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same result may, however, be secured by increasing the pre- 
scribed wind pressure. The Atchison, Topeka, and Santa F6 
Railway uses a moving wind load of 500 pounds per linear foot 
and an equal static wind load in its standard designs for plate- 
girder bridges. 

Art. 63, Transverse Bracing. 

The form and composition of the transverse bracing were 
described in Art. 43. The object of the intermediate cross- 
frames is to increase the general stiffness of the bridge, and 
all the angles composing its horizontal and diagonal braces 
will be taken as 3^-" x 3J-" x §" for the reasons indicated in 
the previous article. Each connection should have three rivets, 
and where the diagonals cross they should be riveted to a small 
connecting plate. 

The end cross-frame must transfer the reaction of the upper 
lateral system to the support. This reaction is 18000 pounds. 
If it be assumed that one-half of the reaction is transferred 
to the support by each diagonal, the areas required in all the 
members will be less than those of the small angles already 
adopted for the intermediate cross-frames. As it is very 
important that the end bracing shall be rigid, it is best to use 
the larger shapes which are employed in the best practice. 
Each diagonal may be composed of one angle S"X3^" xj", the 
upper horizontal of two angles 3J" X 3J" X |", and the lower 
horizontal of two angles 5" x 3 j^" x |". (See also Plate I, Art 
69, and the references in Art. 49.) 

Art. 64. Bearings at Supports. 

The principal types of expansion bearings now in use were 
described in Art. 44. As indicated in that article there are 
considerable differences in the specifications with regard to the 
length of span below which sliding bearings and above which 
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roller bearings are to be used respectively. Most speciiicatioiis 
give this span as 75 or 80 feet A few require rollers when the 
span exceeds 60 feet, while others permit sliding up to 85 or 90 
feet. Several specifications require some form of rocker bear- 
ing or hinge joint for spans from 50 feet to 65 or 70 feet, and 
in exceptional cases even beyond this limit. 

Hinge bolsters should be used in combination with rollers in 
order to secure a uniform distribution of the load on the rollers 
with whatever deflection the girder may sustain under its live 
load. 

The expansion end of the girder shall be free to move longi- 
tudinally for a variation in temperature of 150 degrees Fahren- 
heit, but must be anchored against lifting or moving sideways. 

When cast-steel shoes are employed, as in Figs. 51 and $2, 
their design must make the following provisions : Adequate 
bearing area of the vertical ribs on the pin ; a pin of sufficient 
diameter to resist the bending moment produced on account of 
the outer ribs of one shoe being farther apart than those of the 
other shoe ; vertical longitudinal ribs of the necessary strength 
as double cantilevers to carry the load from the stiffeners at the 
ends of the upper shoe to the pin, and in the lower shoe to 
distribute the pin reaction as a uniform load to the rollers ; and 
vertical transverse ribs and bearing plates of ample thickness to 
make the distribution of pressure uniform transversely. These 
ribs have the additional duty of stiffening the longitudinal ribs 
and aiding them to resist any transverse horizontal thrust that 
may be brought upon them in service. If the greatest allow- 
able pressure in pounds per linear inch is specified as p=6ood, 
in which d is the diameter of the rollers, their aggregate length 
is found on dividing the gross reaction of the girder including 
the shoes by this allowable bearing. The bearing area of the 
bed plate under the rails must be such as not to exceed a safe 



^dovGoOt^l.C 



I86 DESIGN OF A PLATE-GIRDER BRIDGE. ChAP. VII. 

value for the material composing the bridge seat Where im- 
pact is taken into account, this value may be taken as about 400 
pounds per square inch. Waddell specifies permissible pres- 
sures for ten different materials. 

The anchor bolts at the fixed end must be designed to take 
the combined shear and tension due to the tendency for the cast- 
iron bolsters to slide and overturn when the brakes are applied 
to the train crossing the bridge at full speed. The horizontal 
tractive load thus applied to the girders is to be taken as 20 per- 
cent of the greatest live load that can be placed on the bridge. 

When bolsters are built up of plates and shapes, the same 
general method of design is followed. Whether two or three 
vertical plates shall be used depends upon the size of the 
girder. Transverse webs should be employed so as to secure 
the proper distribution of loading in that direction, unless this 
can readily be done by bearing plates of moderate thickness 
without too great a stress in flexure. The vertical legs of the 
connecting angles should be wide enough to allow two rows of 
rivets. It is often specified that no bearing plate, bed plate, 
vertical plate, or connecting angle should be less than three- 
quarters of an inch in thickness, and sometimes the minimum 
for the bed plate is made seven-eighths of an inch. No rollers 
less than 3 inches in diameter are allowed, while the best prac- 
tice makes the minimum diameter 4 inches. 

The segmental rollers with parallel sides shown in Fig. 48, 
Art. 44, are the standard adopted by the bridge department of 
the New York Central and Hudson River Railroad. 

For additional information relating to the design of segmental 
rollers see Ait. 81. References to the bearing power of friction 
rollers are given in Art, 98. Formulas for the investigation 
and design of cylindrical rollers are deduced in Mechanics of 
Materials, Art. 107. 
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Art. 65. Estimate of Weight. 

The following weights are computed with the aid of the 
tables in a handbook : 

MATERIAL FOR ONE-HALF OF THE GIRDER. 
Flanges : 

4 angles, 8" X 8" X J" X 40' 10", ©38.9 lbs ', 6354 pounds. 

2 cover plates, 18" x ^" x 40' 10", 1 

2 cover plates, 18" X ^" X 2?' 6", @ 36.79 lbs 453' 10866 

2 cover plates, 18" x ^" x 16' 3", J 

Flange splices : 

2 cover angles, 7\" x 7i" x /," x 3' j", @ 26.6 lbs 182 

3 plates, 7" X ft" X 3' 5", @ 13.39 lbs 91 373 



inSrS"vi"r«',SH®'^-9*"» 5099 5099 

I plate, 84" X ^" X 23 III", J 

Web splice : 

3 plates, 13" X j" X 5' 8", @ 16.58 lbs r88 

4 plates, 7" X J" X 3' 8i", @ 8.93 lbs '. ... 133 320 

Stiffeners : 

24 angles, 6" x 3i" x i" x 6' lol", @ 11.7 lbs 1931 

1 angle, 7" X 3i" X tV" X 6'iol", @ islbs 103 

6i fillers, 3i" X }" X 5' 8", @ 8.93 lbs 329 

2 plates, 20" X i" X 5' 8", @ 51 lbs ^578 3941 

I end cover plate, 18" x (" x 7' 4", @ 33.96 lbs 168 168 

Total 19687 



ONE-HALF OF UPPER LATERAL SYSTEM. 

Braces : i angle, 5" x 5" x J" x 9" 4", @ 16.2 lbs 

4 angles, $" X S" >< i" >= 9' 4", @ '2-3 'bs 

2i angles, 3i" is 3)" x j" x 6' 10", @ 8.5 lbs 

10 connecting angles, 5" x 3J" x j", aggregating 6' 2", @ 10.4 lbs. 
[6 connecting J" plates, aggregating 33.56 sq. ft., @ 15.3 lbs. . . 
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ONE-HALF OF LOWER LATERAL SYSTEM. 

Braces : s angles. 5" ^ S" x J" x 9' 4", @ 12.3 lbs 674 

4 connecting angles, 5" x 3!" x J", aggregating 2' 4", @ 

10.4 lbs 24 

8} connecting )" plates, a^p^gating I3.72 sq. h., @ 15.3 lbs. 3to 

80S 
END CROSS-FRAME. 

3aDgles,s" X 3i" X i" x 8'3", @ I3.61bs 324 

2angles,3i" X 3l" X i" X 6'7l", @8.5lb3 113 

3angles,s" X3i" X j" x6'7j", @ io,4lbs 138 

4(Xinnectingan^les, 7" X 3i" X A" X i'8i", @ islbs. loj 

5 connecting!" plates, a^lFegatiag 9 sq. ft., at 15.3 lbs <38 

6 i" washers S 

423 
INTERMEDIATE CROSS-FRAME. 

3 angles, 3I" X 3l" X i" X 8' 10", @ 8.5 lbs 150 

zanies, 3J" X 3I" X I" X 6'9",@8.slbs 115 

5 connecting i" plates, aggregatiag 4.7 sq. ft., @ 15.3 lbs 73 

337 
DEAD LOAD FOR ONE GIRDER, EXCLUDING TRACK. 

I girder, 2 x 19 486 lbs, , 39 374 pounds. 

) of upper lateral system I 164 

1 of lower lateral system 8o3 

1 end cross-frame 723 

2 intermediate cross-frames 674 

3036 pairs of rivet heads, @ 0.453 lb I 372 

Gross weight fot a length of 81' 8" 44 1 1 5 pounds. 

Net weight for a length of 80' (the span) 43315 pounds. 

The net weight was assumed to be 45 200 pounds, and the 
difference of 1985 pounds is found to be less than one percent 
of the sum of the equivalent live load and the actual dead load. 
The stresses will therefore not require revision. 

The following table gives the weights of the various parts 
of the structure, exclusive of track and pedestals, and the corre- 
sponding percentages of the entire weight : 
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Art. 65. 



ESTIUATE OF WEIGHT. 





W^HT 






Pounds. 


Total Whr-ht. 


Flanges 


81772 


49-41 „* 


Flange splices 


546 




2 J 


Web 


10 198 


23 


I 


Web spUces 


640 


I 


s 38.7 


Stiffeners and end cover plates 


6zi8 


14 


I 


Half upper lateral system 


I 164 




6 


Half lower lateral system ■ 


808 


I 


8 7.6 


Cross-fiames 


1397 


3 


z 


Rivets 


1372 


3 


I 31 


Total 


4411S 


100 


100.0 



As the weight of the girder depends not only upon the given 
loads, but also on the unit stresses and many other details pre- 
scribed by the specifications, it is difficult to deduce a general 
formula for the weight. The above analysis, however, makes 
it possible to estimate the total weight very closely at an early 
stage of the design, for the combined weight of the flanges 
and web plate is 73.2 percent of the entire weight of the girder 
and bracing. This percentage has but a small range for differ- 
ent specifications in combination with a large range of live 
load. 

At first, let the weight per linear foot be assumed as six to 
seven times the span in feet, the larger value being used for the 
heaviest live loads, and then let the web section and the compo- 
sition of the flange be designed in accordance with the specifi- 
cations adopted. The approximate lengths of the cover plates 
may be quickly found by dividing the maximum ordinate of the 
moment diagram in proportion to the respective flange areas, 
and locating the corresponding ordinates. If the weight of 
these items be increased by about one-third, the result will differ 
but little from the final estimate of the weight. 
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Art. 66. Economic Depth.- 

It is of interest to observe what absolute as well as relative 
variations in the weight will be obtained by changing the depth 
of the girder. The weight of the flanges varies inversely as the 
effective depth, while that of the web, together with its splices 
and stiffeners, varies nearly as the depth of the web plate for 
relatively small changes in depth, and these two depths differ 
only by amounts ranging from 1,35 inches at the center to 2.1 
inches at the end of the span in this example. Slight changes 
from the economic depth do not appreciably affect the weight of 
the girder, hence these variations in depth should produce about 
equal changes in the weights of the flanges and of the web with 
their respective details. The minimum material results when 
these weights are about equal, as was shown in Art. il. 

Experience shows that in order to compute the corresponding 
weights for different depths the results will usually be suffi- 
ciently close by assuming the weights of the flanges to vary in- 
versely as the depths of the web plate. For a depth of 96 inches 
the weight of the flanges and their splices will be about (21 772 
+ 546)84/96= 19 530 pounds, while the weight of the web and 
its details will be about (10 198 + 640-f62l8)96/S4= 19490 
pounds. This shows that 96 inches, or one-tenth of the span, 
is the depth which requires the minimum material. The reduc- 
tion in the total weight is only about 350 pounds, and the per- 
centages are 44.6 and 44.6 instead of 50.6 and 38.7 given in the 
table in the preceding article. Considerations relating to the 
cost of manufacture and the limitations imposed by required 
clearances and the grade line of the railroad, generally make the 
true economic depth somewhat less than that which gives the 
minimum weight 

Art. 67. Camber. 

The extensive adoption of plate girders for increasing spans 
in recent years has led to the practice of providing a camber so 
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that when the bridge is loaded the track will not sink below the 
horizontal. According to the standards of the Northern Pacific 
Railway, for a span of about ic» feet the web plates are spliced 
so as to give a camber of one inch before the girders are erected, 
and afterwards the cross-ties are notched so as to leave a camber 
of ^ inch in the finished unloaded bridge. For a span of 80 feet 
these amounts are reduced 25 percent. 

In the track elevation in Chicago, camber was provided in 
some girders of still shorter spans, five-eighths of an Inch being 
put into girders of 68 feet span, one-half of which remained in 
the unloaded spans when completed. In some others of the 
same span the initial camber was i J inches and the final camber 
^ inch. Some specifications, however, prescribe that plate 
girders shall have no camber. 

Art. 68. Detail Drawings. 

Instead of publishing the general plans of the girder whose 
design, with the exception of a few minor features, is given in 
this chapter, there are shown on Plates I and II in the next 
article t^e full detail drawings of a girder bridge of the same 
span, this being one of the standard plans of the Northern 
Pacific Railroad. These plans are practically shop drawings, 
as the full dimensions are given for every piece and all the 
mem'bers and rivets are located. The notes on Plate I give 
the loads for which the girders were designed. 

The student should examine Plate I carefully and note the 
differences between the details shown and those designed in 
this chapter. Special attention is called to the wooden floor 
and its connections ; to the composition of the flanges ; to the 
positions of the web and flange splices ; to the modification of 
,the rivet spacing in the flanges on account of the stiffeners and 
splices; to the intersection of the rivet lines of the lateral 
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angles in the web plate of each girder; to the end rivet in 
nearly every lateral being a flange rivet ; and to the connection 
by both legs of the horizontal transverse braces to the girders. 

The details of the end bearings, whose complete shop draw- 
ings are given on Plate II, require no additional explanation. 
The care with which every detail has been designed is mani- 
fest. The form of the segmental rollers and of the roller plate 
is the Morison standard, which is described in Art. 8i. 

The student will also find it advantageous to make a com- 
parative study of the details of the plate-girder bridges, to 
which references are given in Art 49. 

Art. 69. Standard Plans. 

The modem movement in American practice to standardize 
the details of construction has been extended by some railroads 
to the design of plate-girder bridges. Among these may be 
mentioned the Northern Pacific, the Atchison, Topeka and 
Santa F^, and the Great Northern railroads. 

The standard plans of the Northern Pacific Railway include 
complete drawings of deck plate-girder bridges from 2^ to 100 
feet in span, and of through bridges from 30 to 100 feet, both 
kinds varying by 5 feet in span. One of these plans is shown 
on Plate I. In the Journal of the Western Society of En- 
gineers, vol. 6, page 51, Feb., 1901, may be found a paper on 
Northern Pacific Standard Bridge Plans by Ralph Modjeski, 
who prepared them as consulting engineer. The plates ac- 
companying the paper include the plans of both deck and 
through plate-girder bridges for spans of 60 and 100 feet 
respectively. A diagram of weights is also given. 

On the Atchison, Topeka and Santa F^ Railway the standard 
plate-girder bridges are divided into four classes. Class A in- 
cludes deck girders from 26 to 105J feet in length, out to out. 
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Art. 69. STANDARD PLANS. ig3 

designed for economy of weight. The depth ranges from a 
little over one-seventh to a little less than one-tenth of the 
effective span. The cross-frames are only from 8 to 10 feet 
apart and divide the lateral systems into panels, intersecting 
diagonals heing employed In each panel of both systems. 

Class B consists of deck girders from 26 to 85 feet in length, 
which are intended for locations where it is necessary to make 
them as shallow as the limits of deflection permit. For lengths 
from about 45 to 85 feet the general arrangement is about the 
same as for class A, except that the depth is reduced to one- 
thirteenth or one-fourteenth of the span. The flanges have 
vertical side plates to avoid too many cover plates and to accom- 
modate the larger number of rivets needed to connect the flanges 
to the web plates. For lengths from 26 to 42 feet, four lines of 
girders are used, and they are so spaced that each track rail is 
midway between a pair of girders. The depth varies from 2*3" 
to 2'8J", which ranges from one-eleventh to one-fifteenth of the 
effective span. There is no lateral system in this case, but the 
four girders are connected by cross-frames with solid webs at 
intervals ranging from about 6 to i ij- feet. These bridges are 
proved by experience to have unusual lateral stiffness. 

Class C includes through girders from 60 to 105J feet in 
length, designed with long panels so as to economize material 
in the floor system. The girders have the same depths as in 
class A. The panels vary in length from about 14J to 17 feet, 
and the floor beams are about 3J feet deep. In the long spans 
four lines of stringers are used in order to reduce the economic 
depth of the floor. The spacing of the girders on tangents is 
17 feet 2 inches. 

Class D consists of through girders from 26 to losj feet in 
length, in which the floor system is designed as shallow as possi- 
ble without reference to economy in weight. The panel lengths 
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vary from about 8 to 12 feet, and four lines of stringers are used 
for all spans. 

Class B is not employed for lengths exceeding 75 feet, as the 
saving in depth would not warrant it, class C or D being substi- 
tuted for it under these conditions. Classes A, B, and D have 
lengths increasing by increments of 3 to 5 feet, and in classes 
C and D additional plans are made adapted to curves of 5 and 
10 degrees. The weights of the bridges increase in the order 
of the class letters for any given span, the shipping weights for a 
span of 60 feet, for example, comparing as the percentages 100, 
121, 156, and 176. No expansion rollers are used in any case, 
but rockers are employed at one end in spans exceeding 75 
feet 



ivGoot^lc 



Art. 7a FORMS of trusses. 



CHAPTER VIII. 

DETAILS OF RAILROAD PIN BRIDGES. 

Art^ 7a Forms of Trusses. 

A comparison of the leading bridge specifications and railroad 
standards indicates that the preferred lower limit of span for 
plate girders ranges from 1 5 to 26 feet, that for riveted trusses 
from 75 to 100 feet, and that for pin-connected trusses from 120 
to 150 feet The New York Central and Hudson River Rail- 
road, however, does not use pin-connected trusses for spans less 
than about 200 feet 

The riveted trusses are most frequently made either of the 
Warren type or of the Warren with sub-verticals, the Pratt truss 
being employed to some extent for the longer spans. The New 
York Central and Hudson River Railroad introduced in 1899 
riveted trusses of the Baltimore type for spans from 100 to 2C» 
feet, which prior to that time had been applied only to pin-con- 
nected trusses and to spans exceeding the larger limit named. 
Some details of riveted trusses are given in Chapter XI. 

The Pratt is the prevailing type for the shorter spans of steel 
pin-connected trusses. The Warren truss with sub-verticals has 
been used in a few cases like that on the terminal improvements 
at Providence, R. I. (see Railroad Gazette, vol. 27, page 457, 
July 12, 1899), and that on the terminal improvements at Rich- 
mond, Va. (see Engineering News, vol. 44, page 379, Nov. 
29, 1900). Formerly Warren pin trusses were employed more 
frequently, but it appeared later as though they would go out 
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of use entirely. Pegram trusses are used to a very limited 
extent on the Union Pacific and several other western railroads. 
■ As the spans increase, the Pratt trusses are modified by curv- 
ing the upper chord, and for still larger spans the panels are 
subdivided as in the Baltimore and the Pettit trusses. Wai>- 
dell's specifications indicate the preference of Pettit trusses for 
all spans above 250 feet, but a few have been built of slightly 
shorter span. While most of the newer simple truss bridges 
exceeding 300 feet in span are of the Pettit type, the Baltimore 
has been used up to 440 feet, as in the case of the Bellefontaine 
bridge erected in 1893. (See Fig. 105, Art. 80.) 

Art. 71. Open Floor and Stringers. 

In through bridges there are generally two stringers to a 
track spaced from 6J to 8 feet apart, which support the track 
ties. The details of the ties, guard rails, etc., are about the 
same as for deck plate-girder bridges, except that alternate ties 
are frequently extended the full width for a footwalk. A few 
railroads, hke the Boston and Maine, use four lines of stringer? 
under each track, the main stringers being placed directly under 
the track rails, while the safety stringers are about 2J feet out- 
side of the others. The continuity of the spacing of the cross- 
ties is broken by the floor beams, which support the stringers ; 
but as the top flange of the floor beams is seldom more than a 
few inches below the tops of the ties, a derailed wheel will pass 
over the wider space in safety. 

In some deck bridges of short span the ties are extended over 
the full width of the bridge and rest upon the chords of the 
trusses, as in the case of deck plate girders. As the span 
increases and with it the spacing of the trusses, this type of 
floor increases in cost and deflection, and is replaced by one of 
the same kind as that used for through bridges. In this case 
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the upper chords of the trusses frequently act also as safety 
stringers. See the report on bridge floors, to which reference 
was made in Art. 45. 

When the panels are very short, the stringers may consist of 
I-beams, but generally their construction is similar to that of 
plate girders of short span. The flanges either consist of two 
angles or of two angles with one cover plate. The practice of 
not allowing cover plates is becoming quite prevalent, since it 
affords a better bearing for the ties, and simplifies the work 
of track maintenance. In some cases the web is extended ^ or 
I inch above the flange angles, thus obviating the necessity of 
notching the ties for the full width of the flange. 

The stringers of each track are united by a lateral system 
of the Warren type attached to the upper flanges and by an 
intermediate cross-frame. Both of these features are used in 
long panels, and only one of them in short panels, some engi- 
neers using the lateral system in this case, while others use the 
cross-frame only. A cr6ss-frame is also inserted at the ends 
of end stringers when there is no floor beam at the end of the 
bridge. The elevation of an intermediate stringer and of part 
of an end stringer, together with that of a cross or sway frame, 
is shown on Plate III. It will be noticed that there are no 
intermediate stiffeners in this example. 

While the lateral system of stringers is generally of the 
simple Warren type, sub-struts are occasionally employed at 
the other panel points, as well as where the cross-frames are 
placed. On the inset of Engineering News, Jan. 11, 1900, 
may be seen an example where a double intersection Warren 
bractog is used. This arrangement, however, is quite unusual. 

In through bridges the ends of the stringers are usually 
riveted to the webs of the floor beams between their flange 
angles by means of pairs of connecting angles and of bracket 
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angles, as indicated on Plates III and IV, Art. 82. Some- 
times, however, the upper flange angles are extended over the 
•p<Mi!-'f-2-e- floor beam, and the 

web cut out so as to 
clear the flange of 
the floor beam. (See 
Fig. 75.) Splice plates 
connect the tops of 
the adjacent stringer 
flanges, thus making 
them practically con- 
tinuous and relieving 
the upper rivets in the connecting angles from tension when 
the adjoining panels are loaded. This arrangement also per- 
mits the ties to be spaced uniformly. 

In deck bridges the stringers frequently rest on top of the 
floor beams, as illustrated on Plate V. The lateral sysfem of 
the bridge may then be connected to the bottom of the stringers, 
the top of the floor beams, and the bottom of the chords of the 
trusses, and thereby avoid bending the floor beam horizontally by 
the tractive force developed on applying the brakes to the train. 
When, however, the stringers are connected to the webs of 
the floor beams and the lateral system is connected to the top 
flanges of both floor beams and stringers, the web of the stringer 
may be extended far enough above the regular flange so as to 
attach secondary flange angles, on which to receive the ties. 
The projecting web and secondary flange are cut to allow the 
laterals to pass. This arrangement was adopted in the New 
Glasgow bridge, whose characteristic details are shown in Engi- 
neering Record, vol. 43, page 241, March 16, 1901. 

The longest stringers in this country are those of the Dela- 
ware river bridge on the Pennsylvania Railroad, their span 
being 33 feet 3f inches. 



^dovGoot^lc 



Art. 72. SOLID floors. 199 

Art. 72. Solid Floors. 

Several types of the trough floors described in Art. 46 are 
used in pin-connected truss bridges as well as in girder bridges. 
Some of the references given in Art 47 contain descriptions 
and illustrations of their details when so applied. In an article 
on the Willamette bridge at Portland, Ore., in Railroad Ga- 
zette, vol, 21, page 260, April 19, 1889, the drawings show a 
splayed-channel trough floor riveted to the sides of the stiff 
lower chord of the trusses. In Engineering News, vol. 36, page 
406, Dec. 17, 1896, may be seen the application of a trough 
system like Fig. 64, Art. 46, to the floor under the double-track 
railroad of the double-deck highway and railroad bridge at 
Rock Island, 111. The floor is laid upon four lines of stringers, 
and continuous plates, 20" x §", are placed under the rails 
and riveted to the troughs so as to form an effective lateral 
bracing. 

In the 348-foot span of the Victoria bridge at Montreal, the 
double tracks are laid on a continuous half-inch floor plate which 
is supported by transverse 24-inch I-beams spaced only about 
14 inches apart. These I-beams are connected to the webs of 
longitudinal plate girders lying in the planes of the trusses and 
riveted to the posts below the lower chords. Longitudinal 
plates, 10" X J", are riveted on top of the floor plates under 
each rail. 

The inset of Engineering News, Aug. 24, 1899, shows the 
plan of a solid floor built up of 12-inch channels and plates on 
the upper deck of the Wells Street bridge in Chicago. Two 
channels with their webs vertical, their flanges toward each 
other, and their backs 11 j inches apart are connected by a top 
flange plate. Similar pairs of channels and cover plates are 
spaced 12 inches apart in the clear and connected by 12-inch 
channels with their webs horizontal and their backs at about the 
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mid-height of the vertical channels. The ties for the tracks of 
the Northwestern Elevated Railroad were laid directly in the 
shallow troughs of this floor without any ballast. 

Art. 73. Floor Beams. 

The floor beams of truss bridges are similar to those of through 
plate-girder bridges. The objection to cover plates in the case 
of stringers does not hold for floor beams. In through trusses 
a part of the web has to be cut away in order to clear the lower 
chord, and in order to secure enough space for rivets in the end 



connecting angles the web must be extended beyond the upper 
flange. One form of construction is shown in Fig. y6. The 
web is spliced so that the end plate may extend up the required- 
distance. The splice plates are continued to the end so as to 
act also as filler plates and to aid in strengthening the web 
around the cut. The connecting angles pass over the vertical 
legs of the upper flange angles, neither of the legs being cut 
away, and the curved angles pass over the lower end of the 
connecting angles. An additional pair of filler plates is there- 
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fore required under the curved angles, and they are extended 
beyond the angle to give increased strength and to simplify the 
construction. The lower flange and the bottom of the post are 
connected by a plate to which the diagonals of the lateral sys- 
tem are also attached. 

In Fig. 77 is shown the end of a floor beam in the Pratt truss 
whose side elevation is given in Fig. iii. The inner edge of 
the extended web 
plate is stiffened by 
a pair of small an- 
gles. Several other 
special features will 
be noticed, especially 
the stiff en ers between 
the stringer connec- 
tions. Another form 
for a through bridge 
is shown on Plate 
III. Sometimes the 
lower flange angles 
are bent up outside 
of the stringers to 
take the place of 
the separate inclined c' Po''°,'ii°o°o°>^'„'lo'^.,° l 



tne separate mcimea c' Po''°,'ii°o°o°>^'„'lo'^.,° ! 

angles, in which case ff^^^^^^^^^^F^^ 

another pair of short Pig „. "' '" ''™ 

horizontal angles is 

riveted to the bottom of the web plate as shown on Plate IV. 
See also Engineering Record, vol. 43, page 244, March 16, 
1901, When the floor beam is not extended down past the 
lower chord, the eccentric connections of the lateral system 
cause a bending moment in the bottom of the post which is 
avoided in the forms iust described. 
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In the Port Perry bridge over the Monongahela river this 
result is secured in another way. A trapezoidal web plate stiff- 
ened with angles is riveted to the bottom of the floor beam just 
inside of the lower chord and also to the horizontal connecting- 
plate of the lateral system which is attached to the bottom of 
the post. The effect of this construction is to cause a negative 
bending moment in the 
floor beam which neu- 
tralizes a .part of the 
positive bending mo- 
ments due to the dead 
and live loads. (See 
Fig. 78.) 

The floor beam of a 

deck bridge is shown 

on Plate V. The upper 

corner of the web plate 

is cut away to clear 

the diagonal eye-bars 

of the truss. The 

p. stiffeners below the 

stringers are required 

to distribute the concentrated loads to the web of the floor 

beam, fillers being put under the angles. An example in 

which the top of the floor beam is level with the top of the 

upper chord is given in Engineering Record, vol. 41, page 126, 

Feb. 10, 1900. 

In double-track bridges the floor-beam flanges may be in- 
creased by means of side plates, as in plate girders. In the 
Bellefontaine, the Alton, and the Delaware river bridges this 
arrangement is adopted for the upper flanges only, while in the 
Rankin bridge it is adopted for both flanges. See Engineer- 
ing Record, vol. 44, page 467, Nov. 16, 1901. 
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When a floor beam is not riveted to a post, but to some plates 
or to a short member which resembles a post in construction, 
but connects with a tension member, like the sub-vertical in a 
Baltimore or in a Pettit truss, or the suspender of a Pratt truss, 
as in Fig. in. Art. 82, the floor beam is effectually stayed 
against rotation by rods extending to the adjacent panel points. 
The connection of a floor beam with the extension of a post 
below the lower chord is illustrated in Railroad Gazette, vol. 2$, 
page 651, Sept. i, 1893. 

In all of these examples a diaphragm is required in order to 
carry its share of the load from the floor beam to the outer half 
of the post. It consists of a web plate united by a pair of 
angles to the two sides of the post. 

Not many years ago end floor beams were employed in only 
a few cases, and those in trusses of large span. Now they are 
frequently used in short spans as well, and a number of rail- 
roads have adopted them as the standard construction. 

Art. 74. Intermediate Posts. 

The simplest form of post consists of two channels, whose 
flanges are united by short plates at or near the ends, called 
tie plates, and by lattice bars between. When the flanges are 

it-ioi'ti \t-/'z'-H k---''ff'-->l ''^~~-i'_^!j:^ 

mnnn 

2-/jV'5J/&.. 2-IS-C^33/t>x ^fp^'^-^p' tL^Ji^Ji^r 

Fig. 79 P'e- *>• ?>«:■ »' P'e- *»■ 

turned out (Fig. 79) as in the older practice, it is necessary to 
cut the channel flanges near the joints, as indicated in Fig, 111, 
Art. 82. When the flanges are turned in, as in Fig, 80, this 
cutting may be avoided and a stronger column secured for the 
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saftie out-to-out measurements. When the largest channels do 
not furnish sufficient area, the section is sometimes increased 
by adding two plates, preferably on the inside, as in Fig, 8i, 
When still larger sections are required, the post is built up with 
plates and angles, as shown in Fig. 83. This fornJ is sometimes 
said to consist of built channels. In Fig. 84 the angles are 
turned in, the advantage of so doing being the same as for 
rolled channels. The increasing area required for the posts 
toward the end of the span is obtained by increasing the thick- 
ness of the parts, or in case the thickness becomes excessive, by 
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adding an additional plate on each side, either of the full width 
of the side plates or to fill only the clear width between the 
angles. 

The posts of the Victoria Jubilee bridge at Montreal have an 
unusual composition. Two I-beams are laced together (see 
Fig. 85) for each of the posts, 20-inch and 18-inch I-beams being 
employed in the posts near the ends and middle of a span re- 
spectively. 

Fig. 84 shows how relatively narrow a post is sometimes 
made so as to be packed with the connecting diagonals in the 
upper chord. See Engineering Record, vol. 41, page 126, Feb. 
10, 1900. On the other hand a post like Fig. 83, whose plates 
are only 22 inches wide, has the backs of the angles spaced 
31 J inches, in order to enter the outer spaces of the upper 
chord with its f*ur webs. See Engineering Record, voL 41, 
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page 516, June 2, 1900. Figs. 82 and 86 show additional post 
sections, which are mainly used for the sub-verticals of Balti- 
more and Pettit trusses, which support the upper chord midway 
between the long posts. The former section has also been 
used for collision struts. 

Elevations of intermediate posts showing the tie plates and 
lattice bars which connect the two halves of the posts, as well 
as their diaphragms opposite the floor-beam connections, may 
be seen on Plates III, IV, and V, and in Fig. 1 11. 

Art. 75. Main and Counter Diagonals. 

The simplest form used for a main tie consists of one or 
more pairs of eye-bars (Plate III). Tables of the standard sizes 
of eye-bars may be found in all of the handbooks. Sometimes, 
in order to secure stiffness in the panels of short spans requir- 
ing no counter bracing, the eye-bars are connected by riveting 
an angle to each bar and uniting the angles with lattice bars. 
In the panels which require counterbracing the same result is 
secured by using two pairs of angles laced together to form an 
I-section. (See Fig. 86 and Plate III.) In members with larger 
sectional areas a solid web plate is substituted for the lacing. 

When the main ties are eye-bars the counters in the same 
panel consist either of an adjustable eye-bar, or of a square bar 
with loop eyes, when the required section is small. When laced 
angles are used for the main ties, the counters have the same 
composition. 

Another method of securing greater stiffness has been adopted 
to some extent in which the counter ties are omitted and the 
main diagonals designed to take both tension and compression. 
The member is then made up either of two rolled channels laced 
together or of built-up channels, each one being composed of a 
web plate and two angles. The bridge over the Missouri river 
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at Bellefontaine, Mo., may be mentioned as a prominent example 
in which counterbraced diagonals are used, whose composition 
is the one mentioned last 

The larger vibration due to adjustable counters and the great 
difficulty in keeping them in proper adjustment has led to the 
design of the other forms, and so far as they have been com- 
pared under traffic, there is little or no difference between the 
action of Pratt trusses having counterbraced diagonals which 
take both tension and compression and those in which ' both 
main and counter ties are riveted members. 

Art. 76. Suspenders. 

In the through Pratt truss the suspender or hip-vertical is the 
vertical tie which connects the upper end of the inclined end 
post and the second panel point of the lower chord. In the 
Baltimore and Pettit trusses there are not only the long sus- 
penders, but a number of short ones whose duties are similar. 
These members have all the forms of section which were 
mentioned for the diagonals, whether counterbraced or not. If 
eye-bars are used, they are frequently connected by bent bars 
instead of by angles and the ordinary forms of lattice bars. (See 
Fig. Ill, Art. 82.) When channels are employed, the flanges 
may either be turned in or out, and the same is true when 
the channel section is built up. The sectional area of built-up 
channels is increased sometimes by using double webs. When 
the I-section is used in a large truss, two flange plates are added 
to the two pairs of angles. For examples of the forms mentioned 
see Plates III and V, and Engineering Record, vol. 41, page 516, ■ 
June 2, 1900, and vol.. 37, page 384, April 2, 1898. 

As the suspender in a through Pratt truss receives its stress 
only from loads in the first two panels, its stress changes more 
rapidly than that of any other member, and it also receives its 
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impact more directly. In order to reduce the excessive vibra^ 
tion thus produced some railroads require the suspender to be 
made of a riveted post section in all cases. This arrangement 
also prevents rising driftwood from buckling the floor and 
pulling the bridge off the pier. 

Tn a deck Pratt truss with inclined end posts the only duty of 
the suspender is to support the lower chord members, and hence 
in this case it is made of a square bar with either upset or loop- 
welded eyes, or of two angles laced together so as to form a 
member about as wide transversely as the intermediate posts. 
The stiff member is preferable. 

Art. yj. Lower Chord Members. 

In simple pin-connected steel trusses the lower chord mem- 
bers are very seldom made of anything else than eye-bars, 
except in the two panels at each end. The depth of eye-bars 
used in trusses of ordinary span generally does not exceed 
Z inches. On the other hand, the smaller depths are not now 
used to such a great extent as formerly, since it is considered 
desirable to use few comparatively heavy bars rather than a 
larger number of light ones. (See Plate IV.) 

The largest eye-bars that have been used in any simple truss 
bridge in this country are those of the Delaware river bridge 
on the Pennsylvania Railroad, their depth being 12 inches, the 
greatest thickness 2\ inches, and maximum finished weight of 
one bar, 56 feet long, 5500 pounds. Eye-bars 10 inches deep 
are used in the Louisville, Bellefontaine, Alton, and Rankin 
bridges, the greatest thickness being respectively 2\, 2|, 2^J, 
and 2J inches. In the Bellefontaine bridge the bars extend, 
over two panels of the Baltimore trusses, being 55 feet long 
between centers of pins. In Fig. in are shown two pairs 
of eye-bars 51' 3f ' long, the inner ones being riveted to the 
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suspender and the outer ones resting on the horizontal legs 
of a pair of connecting angles. 

In the best practice the lower chord members in the first two 
panels at each end of the span are designed to resist both ten- 
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sion and compression. This construction enables the lower 
chord to resist the compression caused by the traction load 
when the brakes are applied to the train, or the thrust of a 
derailed car on the bridge, or that caused by a derailed car 
striking the end of the truss. It also reduces vibration, and 
increases the stiffness of the truss, especially in short spans. 
The principal forms of section are shown in Figs. 87 to 93 
inclusive. Fig. 91 gives the section used in the end panels 
of the Alton bridge, and Fig. 92 those in the Bellefontaine 
bridge. 

In a few cases the lower chord of pin-connected trusses is 
constructed with plates and angles from end to end. Fig, 93 
•:_s'_sr- 
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gives the section in a panel toward the middle of one of the 
fixed spans of the United States bridge at Rock Island. In the 
end panels of the bridge only two webs are employed. Fig. 94 
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gives the section of the lower chord of the International bridge 
at Buffalo. The chord is made very deep in order to resist 
the flexure caused by the floor beams, which are spaced only 
half the distance between the panel points 
of the trusses. This construction was used 
to secure a shallow floor. The floor beams 
consist of 24-inch I-beams, and the stringers 
of 4 lines of ig-inch I-beams. See Engi- 
neering Record, vol. 43, page 567, June 15, 
- 1901. 

The bridge department of the Baltimore 
and Ohio Railroad has designed some spans 4t?6''6''i'; spis.4o'-i' 
in the vicinity of 150 feet in which the use BPis-^s^Wi^Pi'^^sH' 
of eye-bars is restricted to the end ties and '' **' 

the entire bottom chord, all the bars being laced together in order 
to eliminate as far as possible the vibration of these members. 
Sometimes the eye-bars in the end panels only are laced in- 
stead of using members composed of plates and shapes, as 
shown in Fig. iii. Art. 82. The use of bottom chords which 
are stiff throughout is also referred to in Chapter XI. 

Art, 78. Upper Chord and End Posts. 

One of the simplest sections of an upper chord member is 
shown in Fig. 95. The flats below the channels are used to 
balance the section about a horizontal axis passing thrpugh the 
centers of the channel webs. These are often omitted, but 
unbalanced sections are not regarded favorably by the best 
designers. When the section is so small that the required 
thickness of the metal is less than the minimum allowed, the 
cover plate and flats are omitted and then the top of the mem- 
ber is laced as well as the bottom. 

The compositions indicated in the two examples given in 
Figs 96 and 97 are much more frequently employed for ordi- 
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nary spans. In the one case the section is balanced by means 
of flats, while in the other the lower angles are increased in 
size for the same purpose. The former method is preferred, 
as it simplifies the construction at the joints where pin plate.= 
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must be attached to the sides in order to secure sufficient bear- 
ing on the pins. In Fig. 98 the section is balanced by using 
two angles instead of one at the bottom of each web plate. 
At the panel points the horizontal legs of the inner angles 
are cut to afford the necessary clearance for the posts and 
diagonals. The latticing is connected to the inner angles only. 
This section is taken from the Northern Pacific Railway's, 
standard plan for a 200-foot through pin bridge. (See Plate IV.) 
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Additional area is obtained not only by increasing the thick- 
ness of the plates and shapes, but also by putting additional 
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web plates in the clear space between the angles or by placing 
a web plate of the full depth inside of each of the others. 
Fig. 99 shows a section containing three webs, and in this case 
also the outer webs are strengthened in the manner just de- 
scribed. The maximum upper chord section of the Belle- 
fontaine bridge is given in Fig. lOO. That of the Delaware 
river bridge is similar to this except that the inner upper 
angles are placed on the outside of the inner webs as indicated 
on Plate V, which shows some detaUs of another bridge on the 
same division of the Pennsylvania Railroad. 

Fig, 102 gives the. composition of the largest section of the 
upper chord of the Monongahela river bridge at Rankin, Pa., 
its sectional area being 334.52 square inches. It is the largest 
chord section of any simple truss in existence. It will be 
noticed that the flats are placed opposite the vertical legs of the 
angles instead of being riveted to 
their horizontal legs. The chords 
of the heavy truss in the Monongahela 
river bridge at Port Perry, Pa., are 
a little wider, but the depth and area 
are less. The composition is as fol- 
lows: I cover plate, 50" x§"; 2 pairs 
of outer web plates, 30" x ^|" ; 2 pairs 
of inner web plates, 30" x |" ; 4 upper 
angles, 4" x 4" x |" ; 2 outer lower 
angles, 6"x4"x|"; 2 inner lower 
angles, 6" x 6" x J" ; 2 outer flats, 
6" X J" ; and 2 pairs of inner flats, 6" x |". 
of the shapes is similar to that in Fig. 
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The arrangement 
102, except that the 
outer flats are placed between the outer angles and the web 
plates. Five intermediate lines of rivets, with a large pitch, are 
used to connect the several pairs of web plates. The light truss 
in the same bridge has only three webs. In both bridges the 
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ends of the chords and end posts where pin bearing is required 
have short angles placed opposite the upper angles and ex- 
tended the full length of the pin plates. 

The new trusses of the International bridge at Buffalo, erected 
in 1901, have upper chords of a very unusual section, shown in 
Fig. loi. Toward the ends of the span the side plates are 
reduced, and finally omitted. The lacing at the bottom consbts 
of 3^" X 2^" X f" angles. At the panel points portions of the 
inner flanges of the I-beams are cut away to provide the clear- 
ance needed to pack the web members. 

When the chords and end posts have either three or four 
webs, it is important that their ends be prevented from shifting 
their relative position after the pin holes are bored, or else 
trouble is caused in erection. The same conditions apply to the 
sections where the chords are spliced. This is accomplished by 
means of transverse diaphragms, as indicated on Plate V. It 
will be noticed that between the inner and outer webs the 
diaphragms consist simply of two angles, while between the 
inner webs plates are also used. 

The construction of end posts is usually the same as that of 
the chords in the same span, the variations rarely being more 
than those between the upper chord members in different 
panels. Occasionally the width of the end post may be dif- 
ferent from that of the upper chord, but this is rather 
exceptional. 

Art. 79. Lateral Bracing. 

Formerly the upper lateral ties of through bridges consisted 
of adjustable square bars or round rods connected either to the 
top of the upper chord or to the middle of its inner web by 
means of connecting plates and pins. In long spans two sets 
of ties were often used connected to the top and bottom of the 
chord respectively. This construction is now seldom employed. 
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nearly all the standard specifications for railroad bridges stating 
that stiff members are preferred for the lateral bracing. Those 
who still use the adjustable members claim that they are not 
only much lighter, but that the upper chord can be more 
thoroughly lined up by this means. The object of the stiff 
laterals is to secure greater lateral stiffness in the bridge, as 
well as to avoid the difficulty of maintaining the rods in proper 
adjustment. Many specifications state that it is preferable to 
avoid altogether the use of adjustable members in trusses, 
lateral and sway bracing. 

Stiff lateral diagonals are most frequently composed of single 
angles as illustrated in Plate III, and Fig. iii. Sometimes two 
angles placed, back to back are employed. In order to give 
greater vertical stiffness to these members a section like Fig. 
86 is used, consisting of two pairs of angles laced together, the 
depth of the section being equal to that of the upper chord so 
that the connection with it may be made on both top and bot- 
tom. (See Plate VII , Chap. XI.) Laterals of this type are 
used in the Delaware river bridge. Occasionally in short 
spans the composition is modified by latticing two single angles 
instead of two pairs of angles. This form is used in the Mo- 
nongahela river bridge at Rankin, Pa., the size of both angles 
being 3J" x 3J" X f". The long span over the same river at 
Port Perry has adjustable rods. 

The various sections described are used also for lower laterals 
of through bridges. In many cases where adjustable laterals 
are still used in the upper system, stiff members are employed 
in the lower system. (See Plate IV.) This statement also 
applies to the bridge at Port Perry, whose lower laterals consist 
of two pairs of angles latticed together. As these laterals are 
not connected to the stringers, they are stiffened in a horizontal 
direction by means of four horizontal members of similar com- 
position which are connected at their extremities to the laterals 
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at their quarter points, thus forming a rectangle in plan The 
laterals stiffen each other also by the connection at their 
centers. Attention is called to the forms of splices used for 
both upper and lower laterals on Plates III and VII, 

The^ connections of the lower laterals to through trusses is 
often very eccentric, causing large horizontal bending moments 
in the ends of the floor beams. This is avoided, in the best 
designs, by using larger connecting plates, and by incurring the 
cost of somewhat greater inconvenience in iield riveting. In 
the upper lateral system the effect of eccentricity is not so seri- 
ous, since the stresses are smaller and the connection is made to 
the stiff upper chord. Let the student observe the character of 
the lateral connections in this respect on Plates III, IV, VI , 
and VII . 

The construction of the upper lateral system in deck bridges 
is practically the same as that of the lower system in through 
bridges, and that of the lower system of deck bridges the same 
as that of the upper system of through bridges. Sometimes the 
lower laterals are omitted in alternate panels, while in other 
cases they are omitted entirely. The latter arrangement is 
adopted in the standard plans for pin-connected deck bridges 
on the Northern Pacific Railway. 

The lateral struts which are perpendicular to the upper 
chords of through trusses form also a part of the transverse 
or sway bracing. Sometimes the rest of the sway bracing con- 
sists merely of brackets connecting the lateral struts to the 
posts of the trusses, while at other times this is connected to 
a lower or intermediate strut by means of two or more web 
members as shown in the next article. In short spans the 
lateral strut is composed of two pairs of angles placed back to 
back and taced together as in Fig. 86, its depth being equal to 
that of the upper chord to whose upper and lower flanges it 
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is riveted by connecting plates. (See Plates III and VII.) 
Occasionally the upper angles are placed with their horizontal 
flanges on the lower side, extended across the top of the chord 
and riveted directly to it. Where the upper chord is rather 
deep and the trusses are separated by double tracks, the angles 
are often placed in the comers of a rectangle as in Fig. 82, 
Art 74, and laced on the four sides. Two channels laced 
together are occasionally used. Another form of section is , 
that in which the ladng of the first form mentioned is replaced 
by a solid web, forming practically a small plate girder. 

When the web connections of the sway bracing are rather 
close together, the lateral strut is sometimes reduced to a single 
pair of angles (Plate IV) or to one pair of angles with a web 
plate between, the latter form being shown on Plate VII . In 
double-track bridges this section is increased in stiffness hori- 
zontally by using bulb angles instead of the ordinary angles. 

The composition of lower lateral struts in deck bridges com- 
prises all the forms mentioned above except those containing a 
solid web plate with either one or two pairs of flange angles. 

Art. 80. Portal and Sway Bracing. 

When the required clearance extends to within two or three 
feet of the top of the lateral strut, the intermediate sway brac- 
ing of a through bridge consists merely in connecting the 
strut to the post at each end by means of a bracket or knee 
brace. (See Plates III and VI .) When there is more head 
room one of the simplest styles of bracing consists of a lattice 
girder, with a double system of webbing, as shown on Plate IV. 
The lower flange is placed as low as the head room will allow. 
With increasing depth four systems of webbing may be used, an 
example of which is given on Plate VII . For other examples, 
see the inset of the Engineering News, Jan. 11, 1900. Where 
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the depth is large, the lower strut is sometimes made like the 
upper or lateral strut. It will be noticed that the bracing on 
Plate VII also contains a small 
bracket. The use of brackets 
is generally confined to cases 
where the depth is small. 

Another type is shown in 
*s outline in Fig. 103, and its 
details are given in Fig. 104. 
Sometimes the verticals are 
omitted in the webbing, thus 
reducing it to the Warren type 
of truss. The number of panels 

Section through W. U2 . "^ 

«o«»-«ssK depends on the depth of the 
braiding and on the width of the 
bridge. An example of this form may be seen in Engineer- 
ing Record, vol. 37, page 386, April 2, 1898. 

The small connecting plates shown in the top view and sec- 
tion are* intended to connect with a longitudinal strut which 
helps to stiffen the lateral struts in a horizontal direction, since 
it is also attached to the lateral diagonals ,at their intersection. 

Fig. 105 shows two forms of intermediate sway bracing, one 
between the long posts of the trusses in which a quadruple sys- 
tem of diagonals is used, and the other between the sub-vertical 
struts with only two diagonals. In both cases the upper and 
lower struts are composed of a plate and a pair of bulb angles. 
In some cases the single pair of diagonals is used throughout 
the span, and occasionally a sub-vertical is suspended from the 
intersection of the diagonals to support the center of the lower 
strut. With further increase in depth the sway bracing is 
sometimes divided into two panels, one above the other, by 
means of an mtermediate horizontar strut. In the Engineering 
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Record, vol. 44, page 467, Nov. 16, 1901, may be found an illus- 
tration of the sway bracing at the middle of the span of the 
Rankin bridge. The lateral strut consists of two pairs of angles 
6" X 4" X I", connected by a system of double intersection 
lacing with 3" x 2" x ■^" angles; the other two struts consist 
^sjeciDCofjf-wsjs. 




of two pairs of 5" x 3^" x |" angles laced with bars so as to be 
18 inches deep, and the two diagonals in each panel are com- 
posed of two 3" X 3" X I" angles placed back to back. Toward 
the end of the span the bracing has only one panel, and at some 
intermediate points a single pair of diagonals crosses the two 
panels intersecting the middle strut at its center. 
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In the shorter spans of the Victoria Jubilee bridge at Montreal 
the upper strut is made up of two pairs of 6" X 3^" X f " angles 
laced, the lower strut of. one web plate, 10" X f ", and two flange 
angles, 6" x 3^", each of the two intersecting diagonals of one 
angle, 4" x 3" x |", and the sub-vertical of one angle, 3" x 3" x |". 
In the long span the composition is the same except that the 
angles and plate are increased in size. 

The general character of the sway bracing of deck bridges is 
about the same as for through bridges. One example of both 
the intermediate and the end sway bracing is shown on Plate V. 
Another example may be found on the inset of the Engineering 
News, Nov, 29, 1900, and a third one in the Engineering Record, 
vol. 41, pages 125 and 126, Feb. 10, 1900, 

Adjustable rods are still used to some extent in the sway brac- 
ing of both through and deck bridges, but the practice is not 
generally regarded with favor, 

A number of the forms employed for intermediate sway brac- 
ing are also used in portal bracing, the details being made 
stronger, however, on account of the greater duty of the latter. 
Plate IV shows a portal having flanges with unequal-legged 
angles of ample size, and with deep plates to receive the connec- 
tions of the web members, which consist of two systems of diag- 
onals. The wide plates are continued around the ends of the 
portal, and extended into the bracket, so as to make a very rigid 
connection with the inner sides of the end posts. As indicated 
on the plate, this is a standard design of the Northern Pacific 
Railway, In the reference to Engineering Record mentioned 
in the preceding paragraph may be seen the view and details of 
a portal only about 4J feet deep at the middle, with double in 
tersection webbing. The lower flange is curved down at the 
ends to form the flanges of the brackets, and solid web plates 
form the bracing in the end panels. The standard portal of the . 
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New York Central and Hudson River Railroad is given on Plate 
VII , Chap. XI. 

In some cases where the head room is limited the portal brac- 
ing consists practically of two complete double intersection lattice 
girders with their connecting end brackets, one riveted to the top 
and the other to the bottom flanges of the end posts, the cor- 
responding flanges of both girders being united by lacing. (See 
Fig. 6, Art. 3.) A plate is sometimes substituted for the upper 
lacing. An example of a double portal bracing, but of somewhat 
different design, is shown on Plate VI , Under similar conditions 
of limited head room the portal bracing is occasionally composed 
simply of a plate girder and of brackets with solid webs. 

Perhaps the best illustration of the application of a lattice 
portal bracing to a bridge of long span is that of the Bellefon- 
taine bridge shown in Fig. 105. The top strut consists of a 
web plate 30" x J" and two bulb angles 9" x 3 J" x ^", the lower 
strut of one plate 27" x I", one angle 4" x 3^" x | ", and one bulb 
angle 9"x 3j"x -^"y and each of the twenty diagonals of one 
angle s"x 5"x |" angle. The plates extend around both sides 
of the bracing similar to that on Plate VII , and with neatly 
rounded corners. 

The present practice in the design of portals for bridges 
whose depth affords adequate room consists in using relatively 
few members with sufficient strength to secure that degree of 
lateral rigidity which is now regarded as so essential. The 
members are all made of the same depth as the end posts, so 
as to permit them to be riveted to both the top and bottom 
flanges of the end posts. An excellent example of such a 
design is the portal of the United States bridge at Rock Island, 
III. The view given in Fig. 106 is that of the portal of the draw 
span, but it has the same construction as those used on the fixed 
spans. In the 2i6J-foot fixed spans the lower strut has one 
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cover plate i6J" X f, four angles 3" x 3" x ^", and is laced on 
three sides. The diagonals have two pairs of angles 5"x 3"x |", 
with one line of lacing. The upper strut has an upper cover 
plate 17^" X I", three angles 3"x 3"x |", one angle 4" x. 4" xf, 
and a lower cover plate 7" X |". It is laced on two sides, one 
side being perpendicular to the flanges of the end post, and the 
other in the plane of the beveled end of the end post. The pro- 
vision of connecting plates with curved edges indicate that some 
attention was paid to aesthetic considerations in this design. 

The portal of the Delaware river bridge near Philadelphia is 
divided into two panels, one above the other. Fig. 107 indi- 
cates that the lower strut is practically a plate girder whose 
depth equals that of the end posts, while the middle strut and 
the diagonals consist of two pairs of angles laced together. 
The top strut is of novel design. In composition it resembles 
that of an upper chord member, but the two web plates are 
respectively perpendicular to the flanges of the end post and of 
the upper chord, and both the cover plate and the lower lacing 
are bent to the angle made by the end post with the adjoining 
upper chord member. Square connections could thus be made 
on one side with the portal diagonals and on the other side with 
the top laterals, which also consist of two pairs of angles laced 
as deep as the chords. 

Another portal containing some new details is that of the 
Union Railroad Bridge at Rankin, Pa., shown in Fig. 108. 
Both the upper and the lower struts consist practically of two 
plate girders whose flanges, each having only one angle, are ex- 
tended across the end posts, and riveted to them on the upper 
and lower sides respectively. The girders have their corre- 
sponding flanges laced together with a single system of diagonals 
composed of single angles. Double triangular brackets with 
solid webs and connecting plates are, also used. In addition 
to the diagonals of the portal, a strut of the same composition as 
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the diagonals connects the middle of each horizontal strut with 
the intersection of the diagonals. 

The portal bracing of the bridge erected by the same railroad 
at Port Perry differs from this one by substituting for the strut 



just mentioned one of only two angles laced in a similar way, 
but extending horizontally across the intersection of the diag- 
onals, and riveted at each end to the top and bottom of the end 
post. The upper strut is also different in containing only four 
angles laced on the four sides. 
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This bridge contains the unusual feature of a double plate* 
girder portal bracing, connecting the feet of the end posts on 
their top and bottom iianges. The web plates of each of these 
girders are not continuous, but are connected by angles to the 
webs of the stringers, and thus to each other.. The flanges, 
however, are continuous and are field-riveted to the webs. They 
consist of single angles. The function of this bracing is per- 
formed in many other bridges by an end floor beam riveted to 
the end posts. 

The composition of the sway and portal bracing of the Vic- 
toria Jubilee bridge is given in Engineering Record, vol. 38, 
page 488, Nov. s. 1898. Each of these contains only two struts 
and two intersecting diagonals. 

Art. Si. Expansion Bearings. 

Pedestals, friction rollers, and bed plates, similar to those de- 
scribed in Art. 44, are used also for truss bridges. Two exam- 
ples of expansion bearings containing cylindrical rollers are 
given on Plate III and in Fig. iii. 

Complete detail drawings of pedestals, nests of cylindrical 
rollers, and rail plates, together with the castings for the fixed 
bearings, may be found on the insets of the Engineering News 
for Jan. 5 and Feb. 2, 1899. The nests contain 7 rollers each, 
their diameters being 4^ and 4} inches respectively. 

Fig. 109 shows the details of a standard expansion bearing, 
designed by George S. Morison, which contains some valuable 
improvements over those employed in Europe. The steel rollers 
are 12 inches in diameter and spaced 6 inches between centers. 
The sides are parallel near the top and bottom, and hollowed 
out along the middle to facilitate cleaning with a brush. Con- 
tact between the parallel sides of the rollers prevents them from 
tipping over, but an additional provision against it is afforded 
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by means of the side plates, which engage stud bolts screwed 
into the ends of the rollers. The clearance between the hook 
of the upper plate and the square ends of the lower plate allows 
a linear movement of 7 = span /3000 in both directions from the 
mean position. The rollers rest on a rail plate consisting of 



T-rails riveted to a plate, with their tops afterward planed and 
polished. In large bridges the rail plate is bolted to the cast 
base, which is directly supported by the pier masonry. As the 
dust accumulates it is readily removed by passing a long-handled 
brush between the rails. 
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On top of the rollers rests a steel casting with its lower sur- 
face polished, and this in turn supports another casting by 
means of a block of polished steel called a rocker plate. The 
rocker plate fits into a socket in each casting, the surfaces of 
contact being segments of horizontal circular cylinders, whose 
axes are respectively parallel and perpendicular to the direction 
of the rollers. The radius of curvature in each case equals the 
length of one side of the square rocker plate. The upper cast- 
ing sustains the pedestal, which in turn supports the end pin of 
the truss, and the connecting bolts pass also through the flanges 
of the stiiT lower chord. The object of the rocker plate is to 
allow the bridge to adjust itself when erected, so that the bear- 
ing on the rollers, and hence also that on the bed plate, may be 
uniform. This eliminates the unequal distribution of load, 
which would otherwise be caused by imperfect workmanship in 
the construction of the truss and its supports. To secure the 
transverse stiffness of the lower ends of the end posts, they are 
preferably connected by an end floor beam which is riveted to 
them after the bridge is swung. The side plates project above 
and below the rollers respectively, thus acting as guides to pre- ■ 
vent any lateral movement of rollers or casting. 

In the vertical line of dimensions in Fig. 109 the next to the 

highest one should read —-^ -^, while the value 0.2331 i 

- 4 
does not belong to c, but to the dimension directly above c. The 
safe load given in the table Js that recommended by the designer, 
no addition being made to the live load for impact. The allow- 
ance for impact is included in the unit stress adopted. See 
Transactions of American Society of Mechanical Engineers, 
vol. 15, page 153, 1894, and vol. 16, page 72^1 1895, for an account 
of the evolution of this bearing and some illustrations of its 
application. The description and detail drawings of a modified 
form of this bearing, in which a pin casting takes the place of 
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the usual bolster and of the top casting and rocker plate, thus 
materially reducing the height required, may also be found in 
Engineering Record, vol. 32, page 93, July 6, 1895. 

In order to avoid the danger of the rollers getting out of place 
under the frequent jars to which the lighter bridges are subject, 
another improvement has been added by fitting steel plates into 
grooves cut in the ends of the middle roller, the plates project- 
ing beyond the surface of the roller and forming teeth to engage 
spaces cut into the rail plate below and the bearing plate above. 
The details of this device may be seen on Plate II. 

A side elevation of the fixed and expansion bearings of the 
Davenport, Rock Island and Northwestern Railroad bridge at 
Rock Island, 111., may be seen in the inset of Engineering News, 
Jan. II, 1900. This is a different type of bearing from the 
standard described above. The I-beams extend under both 
bearings over the full width of the pier. 

The 6-inch segmental rollers of the International bridge at 
Buffalo are illustrated in Engineering Record, vol. 43, page 567, 
June IS, 1901. They are 3 inches wide, but have cylindrical 
spaces 6 inches long cored out of their sides and separated by 
|-inch vertical webs. The rollers are 3 feet 5 inches long. 

Fig. no gives the details of the 12-inch rockers with parallel 
sides used in the truss shown on Plate V. The center roller 
has a spur or gear tooth at each end on both top and bottom, 
and these enter slots in the roller bed plate and the shoe re- 
spectively, thus retaining the rollers in their proper position. 
Grooves in the centers of the rollers engage longitudinal center 
strips to prevent the trusses from shifting sideways. The figure 
also indicates the construction of the pedestal and bed plate at 
the fixed end of the span. 

In the Delaware river bridge seven segmental cast-steel 
rollers 18 inches in diameter are used to take care of a truss 
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reaction of 1200 tons. The rollers are of the same type as those 
mentioned in the preceding paragraph, and are 8^ inches wide 
and 8 feet 2J inches long. The gear teeth on the middle roller 
are 7. inches long. A view of the fixed and expansion bearings 
on one pier is shown in Engineering Record, vol. 40, page 596, 
Nov. 25, 1899. 
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Art. 82. Railroad Pin Bridges — References. 

Variations in the composition of members throughout the 
span, the relations between the forms and dimensions of con- 
necting members, and many of the smaller details related to the 
connections at the joints can best be studied by consulting the 
general drawings of different trusses. The following references 
are given to enable the student to become familiar with recent 
practice in these respects, no reference being included whose 
date precedes 1895, and only a few that are earlier than 1898. 
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Bridge No. 14, Midland Divisioo, i 



DETAILS OF A SINGLE-TRACK THROUGH BRIDGE OVE 

Span, loo Feet. Erected 

See references to separate details in Arts. 
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Baltimore and Ohio Railroad. 



VER DEER CREEK, EAST OF MT. STERLING, OHIO. 

El) [N December, 1894. 

■<^- Ih 73. 74, 75- 76, 79' 80, and 81. 
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Recent small bridges on the Baltimore and Ohio Railroad. 
Railroad Gazette, vol. 27, page 34, Jan. 18, 1895. 

General plan of Bridge No, 14, Midland Division. (See Plate III.) Single- 
track through Pratt-truss bridge, span 100 feet. The article contains extracts 
from the specificalions which indicate the character of ihe structures. 

Bridge Work on the Baltimore and Ohio Railroad. Engineer- 
ing Record, vol. 41, page 271, March 24, 1900, 

A description of the characteristic features of shorl-span bridges designed 
by the bridge department for extensive recent improvements vfhere old bridges 
were replaced by heavier and stiffer structiires. Several views, but no drawings. 

Standard Plans for 120-foot Pony-truss Bridges, Northern 
Pacific Railway. Engineering News, vol. 41, p^ge 14, Jan. 5, 
1899. Standard Plans for 130-foot Through Truss Bridges, 
Northern Pacific Railway. Engineering News, vol. 41, page 69, 
Feb. 2, 1899. 

Complete detdl drawings. These standards have been superseded by those 
referred to below, but they will fiu'nish the student a good opportunity for 
comparadve study. The 120-foot truss is replaced in the new standards bya 

A Trunk Line Deck Bridge. Engineering Record, vol 33, 
page 58, Dec. 28, 1895. 

Span, 127' iij". Partial plans of a single-track deck bridge across Big 
Pipe Creek on the New York, Lake Erie and Western Railroad. 

Short-span Railroad Bridges. Engineering Record, vol. 40, 
page 717, Dec. 30, 1899- 

Extracts fium specifications giving unit stresses ; description of a few spedal 
details of spans of 125 and 150 feet of the Oregon Railroad and Navigation 
Co. ; illustrations of floor-beam connection to the hanger at the first panel point, 
and of templets for reaming the connections of the floor system. 

The Terminal Improvements of the Chesapeake and Ohio 
Railway, at Richmond, Va. Engineering News, vol. 44, page 
379, Nov. 29, 1900. 

Span, 133' y\". The dramngs show the detiuls of one of the deck spans of 
die river viaduct. 
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Northern Pacific Standard Bridge Plans. By Ralph Mod- 
jESKi. Journal of Western Society of Engineers, vol. 6, page 51, 
Feb., 1901. 

The plates accompanying this paper include the general plans of a 1 60-foot 
deck span and of a 200-fbot through span, both bdng single-track bridges. 
(See Plate IV.) 

Special Bridge and Viaduct Construction in Western Pennsyl- 
vania. Engineering Record, vol. 41, page 465, May 19, 1900. 

Span, 177' 3", Description and illustration of some of the principal details 
of the Union Railroad bridge which crosses the Pittsburg, Virginia and 
Charleston Railroad at Port Perry, Pa. (See illustrations of details in Figs. 
77, 103, 104, and III.) 

The Lehigh Valley Railroad Bridge at Easton, Pa. Engi- 
neering Record, vol. 41, page 124, Feb. 10, 1900. 

Description and drawings showing the details of the outside trusses of two 
of the spans in which the (rack is on an eight-degree curve. One is a through 
span 187 feet long, and the other a decic span 215' ij" long. There 
is also a general view of the bridge and its approach. The bridge is noted 
for the special features of construction required by its difficuldes of alignment, 
grade, etc. 

The Newport and Cincinnati Bridge. Engineering Record, 
vol. 37, page 448, April 23, 1898. 

Span, 198' 6". Partial plans showing the details of one of the short Pratt 
truss through spans of this four-truss bridge. The upper chord b curved. 
The bridge accommodates a single-track railroad, two street railroad tracks, a 
roadway, and a sidewalk. 

The New United States Rock Island Bridge. Engineering 
Record, vol. 37, page 384, April 2, 1898. 

Span, 216' 6f". Description and detail drawing of one of the ten-panel 
Baltirnore trusses of a double-deck through bridge. The double-track railroad 
b on the upper deck. The portal and intermediate sway bradng of the 258- 
foot span are also shown on small-scale sections. (See abo Engineering News," 
vol. 36, page 406, Dec. 17, 1896.) 

Bridge 69, New York Division, Pennsylvania Railroad. En- 
gineering Record, vol. 39, page 371, March 25, 1899. 
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Span, 235' 7". Descripiion and partial detail drawings of one of the spans 
of the double-track deck brL(%e over the Schuylkill river near Girard Avenue, 
Philadelphia. The illustrations are reproduced in Plate V and in Fig. no. 
Many of the details are referred to in the preceding articles of this chapter. 
The structure was designed for heavy traffic under comparatively high speeds. 
(See Proceedings of the Engineers' Qub of Philadelphia, vol. 14, page 302, 
Jan., 1898, for an account by Joseph T. Richards of the operation of moving 
aside the old Whipple truss bridge and putting this new bridge in its place in 
two minutes and twenty-eight seconds, on Oct. 17, 1897.) 

The International Bridge, Buffalo. Engineering Record, 
vol. 43, page 566, June 15, 1901. 

Description of the characteristic details of this single-track through bridge 
with some of their dimensions for the trusses whose span is 244' 7". The 
only details shown in the drawings are splices in the upper and lower chords, 
the connection of the floor beam with the stitF lower chord, and one of the seg- 
mental rollers. 

The Victoria Jubilee Bridge at Montreal; Grand Trunk Rail- 
way. Engineering News, vol. 38, page 130, Aug. 26, 1897. 

The small-scale elevation, section, and plan give the stresses in the members 
of the Pratt truss whose span is 253' 1 1 J", and the composition of the truss 
members and of the lateral and sway bracing. The cantiiever ends of the 
floor tieams of this double-track through bridge support a roadway and side- 
walk on each side. 

The Reconstruction of the Glasgow Bridge on the Chicago 
and Alton Railway. By W. D. Taylor. Engineering Record, 
vol. 43, page 241, March 16, 1901. 

Description and detached drawings of several characteristic details of the 
through Pratt truss with curved upper chord whose span is 339!', and of 
the deck Pratt truss whose span is 139' sJ". The deck truss is supported at 
the top chord. The bridge is a single-track structure. Views of the com- 
pleted bridge and of the falsework are ^ven. 

The Victoria Bridge at Montreal Engineering Record, vol. 
38, page 488, Nov. 5, 1898. 

Span, 347' iij". The composition of the truss members of the lateral and 
sway bracing and of the floor are marked on the small-scale drawings of a 
part of the Pettit truss. Similar data are also given for a part of the smaller 
Pratt truss spans. (See one of the preceding references.) 
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Railroad. 



JLE-TRACK DECK BRIDGE OVER THE SCHUYLKILL 

biRARD AVENUE, PHILADELPHIA. 

i 

EET 7 Inches. Erected in 1897. 

■ details Id Arts. 71, 73, 74, 77, 78, 80, and 81- 
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The Davenport and Rock Island Bridge over the Mississippi 
River. Engineering News, vol. 43, page 26, Jan. 11, 1900. 

Span, 361 feet. The general character of the single-track through Pettit 
truss bridge is shown by a very small scale drawing, on which are marked the 
composition of most of the tension members. The artide relates prindpally 
to the swing span. 

Special Bridge and Viaduct Construction in Western Pennsyl- 
vania. Engineering Record, vol. 41, page 516, June 12, 1900. 

Span, 396' 8". Double-track through Pettit truss bridge of the Union 
Railroad over the Monongahela river at Port Perry, Pa. Built in 1897. 
Description and partial detail drawings of the heavy truss, showing its most 
important features. Provision was made for adding a third truss later. One 
of the tracks is a hot-mttal route with spedal fireproof protection. 

The Rankin Bridge. Engineering Record, vol. 44, page 465, 
Nov. 16, 1901. 

Span, 495' 8^". Double-track through Pettit truss bridge of the Union 
Rwlroad over the Monongahela river at Rankin, Pa. Built in 1900, De- 
scription and partial illustratLon of details. One of the tracks is a hot-metal 
route. Both of these bridges of the Union Railroad were designed for the 
heaviest live load, consisting of two igzj-ton locomotives followed by a uni- 
form load irf 5000 pounds per foot per track. The total weight of the steel 
work alone in one of the long spans of the Rankin bridge is about 3800 tons. 
<See Fig. 108.) 

Superstructure of the Delaware River Bridge at Bridesburg, 
Philadelphia, for the Pennsylvania and New Jersey Railroad 
Company. By Paul L. Wolfel. Proceedings of Engineers' 

Club of Philadelphia, vol. 14, page 154, 1897. 

Span, 533 feet. Description of several special features in the design of 
this double-track through bridge with subdivided panels and curved upper 
chord. Built in 1896. 

The Delaware River Bridge at Bridesburg. Engineering 

Record, vol. 40, page 594, Nov. 25, 1899. 

Description of the principal details. Two of the fine views relate to the 
fixed spans. Some of this description was reprinted from Mr. Wolfel's 
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Die Brucke der Pennsylvania-Eisenbahn uber den Delaware 
bei Philadelphia. Von F. C. Kunz. Allgemeine Bauzeitung, 
Wien, Heft i, 1901. 

Description of the design, construction, and erection, illustrated by numer- 
ous views and a number of large plates showing many of the detdls of the 
fixed and swing spans. Analyses of their weights are included. (See Figs. 
10 and 107.) 
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CHAPTER IX. 



design of a pin truss bridge. 
Art. 83. Specifications. 

Let it be required to design a single-track through railroad 
bridge whose trusses are of the Pratt type 
and whose span is 175 feet between centers 
of end pins. The cross-ties, foot planks, 
and guard timbers are to be of long-leaf 
Southern yellow pine, the truss pins of 
medium steel, and the rest of the structure 
of soft rolled steel. 

The trusses are to be spaced 17 feet 
center to center and the clear opening is not ^ ^■Cpj^.q^^V g 
to be less than that shown in Fig. 1 12. Fig. m. 



The live load is to be class Q of Waddell^s compromise standard system 
(Art. 32), but the equivalent live loads given on the diagrams in Waddell's 
specilications are to be used instead of the actual wheel concentrations. 

The effect of impact and vibration shall be added to the maximum stresses 
resulting from the above live load, and is to be determined by the following 
formula : , . 

\L + 30or 

in which / is the impact, S the computed maximum live-load stress, and L the 
length of the loaded distance in feet which produces the maximum stress in 
the member. 

To provide for wind stresses due to the pressure of the wind on the truss 
and tram, as well as for lateral vibrations &om high-speed trains, the wind load 
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on the lower lateral system of through bridges -shall be 600 pounds per linear 
foot, 4;o pounds of this lo be treated as a moving load, and as acting on a 
train of cars at a line 6 feet above base of rail ; and the static wind load on 
the upper lateral system shall be 150 pounds per linear foot. 

The total traction load on any portion of the bridge is to be taken as 
20 percent of the greatest live load that can be placed on that portion. No 
percentage of impact is to be added to traction loads. 

UNIT STRESSES. 

No metal less than three-eighths of an inch in thickness shall be used 
except for tilling plates. 

All parts of the structure shall be so proportioned that the sum of the 
maximum loads, together with the impact, shall not cause the tensile stress to 
exceed 15 000 pounds per square inch. The same hmidng unit stresses shall 
also be used for members stressed by wind pressure, or momentum of moving 
train. Net sections must be used in all cases in calculating tension members, 
and, in deducting rivet holes, they must be taken one-eighth of an inch lai^er 
than the size of the rivets. The net section of any tension flange or member 
shall be determined by a plane cutting the flange square across at any point. 
The greatest number of rivet holes which can be cut by any such plane, or 
whose centers come nearer than two and a half inches to said plane, are to 
be deducted from the gross section when computing the net area. 

For compresMon- members, this permissible stress of 15 000 pounds shall be 
reduced in proportion to the ratio of the length to the least radius of gyration 
of the section by the following formula : 

* = _il£22 



13500 r» 

in which p is the permissible working stress per square inch In compression, / 
the length of piece in inches, between centeis of connections, and r the 
least radius of gyration of the section in inches. No compression member, 
however, shall have a length exceeding 100 times its least radius of gyration, 
except those members of trusses whose main fiinction is to resist tension and 
all compression members for wind bracii^ which may have a length not 
exceeding 120 times the least radius of gyration. 

Members subject to alternate stresses of tension and compression in 
immediate succession (as counter stresses in web members of trusses) shall 
be so proportioned that the total sectional area is equal to the sum of the areas 
required for each stress. 
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-In case the maximum stresses due to wind added to the maximum stresses 
due to vertical loading (including impact) shall exceed 19000 pounds per 
square inch, properly reduced for compression, addition must be made to such 
sections until this limit is not exceeded. The permissible stresses for the con- 
nections shall be increased proportionately. Should the stresses be reversed 
in any possible case, proper providon must be made for such stresses in the 
opposite direction. 

To insure the stability of bridg«s under iocreased live loads, a live load 
shall be assumed loo per cent greater than that previously provided for in this 
specification. If the resultant stress per square inch in any member is more 
than twice the permissible stress previously specified, additions must be made 
to the sections until that limit is not exceeded. 

The shearing stress on rivets, bolts, or pins shall not exceed 11 000 pounds 
per square inch of section ; and the pressure upon the liearing sur&ce of the 
projected semi-intrados (diameter times thickness) of the rivet, bolt, or pin 
hole shall not exceed 22 000 pounds per square inch. In field riveting, the 
number of rivets thus found shall be increased 25 percent it driven by hand, 
and 10 percent if satisfactory power riveters are used. The amount of field 
riveting must be reduced to a minimum, without, however, diminishing the 
number of rivets requisite for strength and rigidity. Whenever it is prac- 
ticable, all designs are to be so made that the field rivets can be driven readily. 
For members of any importance, more than two rivets are to be used for each 
connection. Rivets are not to be used in direct tension. 

If the extreme fiber stress resulting fi-om the bending due to the weight 
only of any member does not exceed 10 percent of the specified unit stress, 
the effect of such bending may be ignored ; but if it does so exceed, its effect 
must be combined with those of the other stresses, using, however, for deter- 
mining the sectional area, a unit stress 10 percent greater than that specified. 

In general, all trusses shall have main end posts inclined. The effective 
length of pin-connected spans shall be the distance between centers of end 
pins of trusses. The effective depth shall be the perpendicular distance 
between gravity lines of chords, which lines must pass through the centers of 

GENERAL PRINCIPLES OF DESIGNING. 
[From Waddell's Specificallons.] 

The axes of all members of trusses or girders, and those of lateral systems 
<fflming together at an apex of a truss or girder, must intersect at a point when- 
ever such an arrangement is practicable ; otherwise the greatest care must be 
employed to insure fliat all the induced stresses and bending moments caused 
by the eccentricity be properly provided for. 
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Truss members and portions of truss members must always be arrangeti in 
pairs sjimmetiically about the central plane of the truss, except in the case of 
single members the axes of which lie in said central plane of truss. 

In proportioning main members of bridges, symmetry of section about two 
principal planes at right angles to each other is to be attained wherever prac- 
ticable ; but in designing top chords and inclined end posts, thb rule cannot 
be followed. 

In both tension and oampressioii members the center line of applied stress 
must invariably coincide with the axial right line passing through the centers 
of gravity of all cross-sections of the member taken at right angles thereto. 

The prindple of symmetry in designing must be carried even into the 
riveting ; and groups of rivets must be made to balance about center lines and 
central planes to as great an extent as is practicable. 

In all structural metal work, excepting only the machinery for operating 
movable bridges, no torsion on any member shall be permitted if it can possibly 
be avoided ; otherwise the greatest care must be taken to provide ample strength 
and ri^dity for every portion of the structure affected by such torsion. 

In all main members having an excess of section above that called for by 
the greatest combination of stresses, the entire detailing is to be proportioned 
to correspond with the utmost working capadty of the member, and not merely 
for the greatest total stress to which it may be subjected. In this connection, 
though, the reduced capacity of single angles connected by one leg only must 
not be forgotten. 

Designs must invariably be made so that all metal work after erection shall 
be accessible to the paint brush, excepting, of course, those surfeces which are 
in contact with each other or with the masonry. This requirement rules out 
all dosed columns of every type and description. 

In general, details must always be proportioned to resist every direct and 
indirect stress that may ever come upon them under any probable drcumstances, 
without subjecting any portion of their material to a stress greater than the 
legitimate corresponding working stress. 

In all designs simplicity in both main members and details is to be con- 
sidered of the greatest importance. In all structures rigidity is to be considered 
quite as important an element as mere strength. 

In all designing true economy must tje given the utmost consideration ; and 
no useless material must be employed, every pound of metal in the structure 
having a legitimate function ; but economy of material must not be quoted as 
an excuse for using inferior details or scamping the work in respect to strength, 
rigidity, or appearance. 
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Id all structural votk the subject of aesthetics must be duly considered ; and 
all designs are to be made in harmony with the principles thereof, to as great 
an extent as the money available for the work will pcnnit, or as the environ- 
tuent of the structure calls for. 

For convenience of reference the remaining items of the 
specifications are printed in the following articles to which they 
relate. , In the extracts from specifications which are printed in 
this chapter, slight modifications are sometimes made for the 
sake of simplifying the problem for the student who is taking 
his first lessons in designing, rather than to express disagreement 
with the original provisions. 

Seven panels will be adopted for the trusses, making the panel 
length 25 feet. Six panels would make the panel length over 
29 feet, thus giving a comparatively heavy floor system; and 
since the spacing of the trusses is 17 feet, it would give poorer 
proportions to the lateral systems, and therefore render them 
less effective. On the other hand, eight panels make the panel 
length less than 22 feet, which is rather short for a bridge of 
this span. 

Art. 84. Floor Timbers. 

Specifications. — Cross-ties, foot planks, and guard timbers shall be of 
long-leaf Southern yellow pine. The wooden floor shall be so designed 
as to insure safety from passing trains for the railroad employees. The 
spaces between cross-ties shall, in general, not be less than five inches nor 
more than six inches wide. The sizes of the cross-ties shall be such as to 
give the requisite resistance to bending, under the assumption that the load on 
one pair of wheels is distributed equally over three ties, the effect of impact 
being considered. No cross-tie shall be less than seven, or preferably, eight 
inches wide, nor less than six inches deep, nor less than 10 feet long. 

Cross-ties shall be notched not less than one-half inch over the stringers 
and be given a full and even bearing on the flanges ; and each alternate cross- 
tie shall be secured thereto at each end by a |-inch hook bolt, having at the 
book end a square shank, at least two inches long, to prevent the bolt from 
turning. All timber bolts shall be of soft steel with cold-pressed threads. 

Outer guard timbers shall be 6" >f 8", laid flat, notched one inch over tht 
cross-ties, and placed so that their inner faces shall be just twelve inches from 
the gage planes of the rail. Each guard timber must be bolted to each alter- 
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aate cross-tie by a }-inch screw bolt, the head of which shaJl \)e countersunk 
into the wood by means of a cup-shaped washer. Each guard timber must be 
spliced over a cross-de with a half-and-half joint of at least six inches lap, 
through which must pass a {-inch screw bolt. Guard timbers shall extend 
over all piers and abutments. 

Inner guard rails shall consist of steel track rails securely fastened to the 
cross-ties, so that the outer sides of the beads shall be just five inches trom 
the gage planes of the track r^s. 

The allowable tension in the extreme fibers of long-leaf Southern yellow 
pine timber in bending the effect of impact being considered, shall be 2000 
pounds per square inch. 

In estimating the dead load the weight of yellow pine shall be assumed at 
' 3l pounds per foot, board measure, and that of the rails, spikes, and joints at 
i€o pounds per linear foot of track. 

The greatest stress in the cross-ties is produced by the 
alternative loading specified. (See Arts. 32 and 83.) The 
weight on one axle is 58 000 pounds. The impact is also 
58000 pounds. If the cross-ties be 8 inches wide and spaced 
6 inches in the clear, three ties and spaces will cover a length 
of 3^ feet. Assuming the total weight of the track as 450 
pounds per linear foot, the weight for a length of 3J feet 
is 157s pounds. The total load on three ties is therefore 
117 S7S pounds, and for each rail on one tie 19600 pounds. 
The dead load is relatively so small that it may be assumed 
to be also concentrated at the track rails, without appreciable 
error. The stringers are spaced 6J feet apart (Art. 85). The 
cross-tie is a beam with two concentrated loads, each of 19 600 
pounds, spaced 4 feet 11^ inches apart and placed symmetri- 
cally with respect to the supports furnished by the stringers. 
The bending moment is therefore 181 300 pound-inches. For a 
unit stress of 2000 pounds per square inch and a width of 
8 inches, the required depth of the cross-tie is found to be 
8.24 inches. A depth of 9 inches will accordingly be taken. 
If the width were 7 inches, the depth would also be 9 inches, but 
this width makes the compression under the rail rather high 
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Let the cross-ties be alternately 10 and 14 feet in length, 
the additional length being required to support a 2-inch plank 
footwalk on each side of the track, A computation of the 
weight of the track shows that it equals about 440 pounds per 
linear foot. 

Art. 85. Track Stringers. 

SPECffiCATiONS. — The stringers shall be spaced 6) feet between centers. 
Stringers for truss bridges shall invariiably be built of plates and angles, and 
no cover plates will be allowed for the flanges. Their depths shall be made 
not less than the most economic ones in respect to weight of metal required, 
provided that the bridge clearance will permit, and never less than one-twelAh 
of the span. ■ The stringers are to be riveted to the webs of the floor beams. 
No splices will be allowed in their flanges, nor any in their webs, provided 
that sufficiently long web plates are procurable. The compression flanges 
shall be made of the same gross section as the tension flanges ; and they shall 
be so stiffened that the unsupported length shall never exceed twelve times 
the width of flange. 

Rigid diagonal bracing of angles b mvariably to be used between the top 
flanges of stringers, and rigid cross-frames are to be employed near all ex- 
pansion .points. If the panel length exceed thu-ty feet, there shall be a cross- 
frame at mid-length between the contiguous stringers of each track ; but for 
all shorter panels the rigid lower lateral diagonab which are riveted to the 
bottom flanges will stiffen the latter suffidenlly. 

The effective length of the stringers shall be the distance between centers 
of floor-beam webs. The effective depth shall be the distance between the 
lines passing through the centers of gravity of the sections of the upper and 
lower flanges. The unit stress in the net section of the tension flange shall 
not exceed 15000 pounds per square inch. The web shall be regarded as re- 
sisting its proportion of the bending moment. The shearing stress in the 
web plate shall not exceed loooo pounds per square inch. See other unit 
stresses in Art. 83. The web shall have stifTeneis. riveted on both sides, at 
intervab not exceeding the fall depth of the web plate when its thickness is 
less than one-sixtieth of the unsupported distance between the flange angles. 
The end stiffeners are to be faced or otherwise treated so as to make the 
•stringers of exact length throughout, and so as to effect a uniform bearing of 
the end stiffeners against the webs of the floor beams. The general rules for 
riveting applied to the design of plate girders (Chap, VII) are to apply also 
to stringers. Flanges of stringers carrying the verdcat load from the cross- 
ties shall have their rivets spaced uniformly from end to end, and at the mini- 
mum distance employed. 
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Since the design of a plate girder is explained in detail in 
Chapter VII, and a stringer is a plate girder of short span and 
simple form, only the principal results of the computations are 
given in this article, with but very brief descriptions of the 
methods employed. 

The span of the stringer equals the panel length of the truss, 
or 25 feet. The equivalent uniform live load for a span of 25 
feet is 9850 pounds per linear foot per track, and the maximum 
bending moment for one stringer is 384 800 pound-feet. The 
coefficient of impact for the same span is 0.923, and the cor- 
responding moment, 355 100 pound-feet. The weight of the 
track carried by one stringer is 220 x 25 = 5500 pounds, while 
the weight of one stringer and of half the lateral bracing is 
assumed to be 5100 pounds, making the dead load 10600 
pounds. The dead-load moment is 33 100, and the total bend- 
ing moment 773 000 pound-feet. 

The diagram of end shears gives 146000 pounds for a span 
of 25 feet, making the vertical live-load shear at the end of each 
stringer 73 000 pounds. The allowance for impact is 67 380 
pounds, and the shear due to dead load 5300 pounds, thus giv- 
ing a total vertical shear of 145 680 pounds. 

Since the specifications require the depth to be taken large 
enough to make the weight of metal a minimum, let the depth 
of the web plate be taken as 42 inches, or a little less than one- 
seventh of the span. The method of determining this value, 
as well as the approximate weight of the stringer, will be ex- 
plained later in this article. Let the web project one-half inch 
above the upper flange angles, so that the cross-ties need to be 
notched only over the web plate and not over the full width of 
the flange. 

For the specified shearing stress of 10000 pounds per square 
inch the net section of the web must be 14.57 square inches. 
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A thickness of ■^" allows for I) rivet holes of ^J" diameter, or 
only 8 of i" diameter. This is -probably just about suflioient 
for the net section, which is that through the inner line of 
rivets in the end connection of the stringer. This thickness, 
however, requires stiffeners to be used, which may be avoided 
by increasing the thickness to J". As flange angles 6 inches 
wide are most suitable for stringers without cover plates, the 
clear distance between flange angles is about 29J inches. It 
will be economical to do this, since seven pairs of stiffener 
angles, 3J " X 3 J" X f ", weigh about 400 pounds, while the in- 
"^creased weight of the web plate is only about 220 pounds. 
The extra material in the web plate also increases the stiffness 
of the stringer. 

The outer row of rivets in the 6-inch flange angles is 2J 
inches from the backs of the angles (Art. 34). According to 
the method explained in Art. 56, a section of the web plate 
passing through the outer rivets of the flanges has its resisting 
moment reduced to 88.4 percent of that of the solid plate, and 
hence one-sixth of this, or 14.7 percent of its gross section, 
may be used as equivalent flange area. This gives 0.147 >^ 4i-5 
X ^ = 3.06 square inches, provided the half inch which the web 
plate projects above the top flange is neglected. If the section 
be taken through the inner rivets, which are 4| inches from the 
backs of the angles, the corresponding values are 91.4 percent, 
15.2 percent, and 3.15 square inches. It will be observed that 
the ratios for the equivalent flange areas are a little over one- 
seventh. 

For the specifled tensile stress of i J 000 pounds per square 
inch and an estimated effective depth of ■ 38.2 inches for the sec- 
tion through the outer rivet holes and the back of the lower 
flange angles placed ^" below the edge of the web, the required 
net area of the lower flange is 
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^;3000x 12 ^ jg jg g g inches, 
38.2x15000 

and that of the flange angles alone b 16.18—3.06=13,12 
square inches. Two angles 6" X 6" X -J" give a net area of 
2(7.11 —0,625)= 12.97 square inches. If the section be taken 
through the inner rivet holes, the effective depth is 38.45 inches, 
and the required net area of the flange angles is 

16.08 — 3.15 = 12.93 square inches. 

In order to avoid using angles \l" thick let the backs of the 
lower flange angles be placed ^" instead of -J" below the edge 
of the web plate. In this case the smaller effective depth be- 
comes 41.5 + J— 1.73 — 1.68= 38.34 inches. This reduces the 
required net area from 13.12 to 12.97 square inches, and hence 
the 6" X 6" X §" angles may be a^cie'p'ted. 

Let the rivet pitch in the flanges be determined next. The 
maximum vertical shear at the end is 145 680 pounds, and the 
increment of flange stress per linear inch (see Art. 59) is 

= 3075 pounds. 

The vertical load on the fjange, including impact, is 
52 790/42 = 1257 pounds. 

The resultant of these horizontal and vertical components is 
307s pounds. The allowable bearing value of a J" rivet in a ^" 
web plate is 9630 pounds, and hence the theoretic rivet pitch at 
the end is 9630/3075 = 3.13 inches. In accordance with the 
specifications a uniform pitch of 3 inches will be used through- 
out 

Since the vertical angles which connect the end of the 
stringer to the web of the floor beam are to be straight, fillers 
whose thickness equals that of the flange angles are placed 
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under the connecting angles and made wide enough to receive 
an extra row of rivets beyond the angles. The value of a J" 
rivet in single shear at 1 1 ooo pounds per square inch is 6610 
pounds, while the bearing value is 9630 pounds, as stated in the 
preceding paragraph. As the rivets connecting the angles and 
the fillers to the web plate are in double shear, the bearing 
value of the rivets will govern in determining the number re- 
quired to transmit the shear from the web plate into the con- 
nections. This number is therefore 145 680/9630 = 16. 

In finding the minimum number of rivets which must pass ^ 
through the angles, the value of the rivets in double shear will 
■ govern, since that is less' than their bearing in the two angles "^ 
combined, or in the web and filler plates combined. The number 
required must therefore not be less than 145 680/132 220 = 11. 
Those passing also through the fiange angles cannot be counted 
in either number, since their duty is to transmit the flange 
stresses. 

The rivets connecting the other legs of these angles to the 
web of the floor beam are field rivets, and since there are two 
rows of rivets in single shear, the number in each angle must 
be one-fourth greater than 11, which gives 14. While this 
number of rivets may be crowded into a single row, it makes 
.the pitch about 2^ inches, and it is therefore preferable to 
use 6"x6" angles. By counting the rivets in the flange 
angles, the number in the other leg of each angle is 15, and 
as the rivets in the adjacent rows must stagger, it is necessary 
to put 15 rivets into the other leg also. The thickness of 
the connecting angles cannot be determined theoretically ; but 
experience shows that ■^" will be sufficient, although J" is 
frequently employed. As the web is |" thick and the stringer 
has to be faced at the ends, the angles will be made J" thick. 
The filler plates must then be 9" x |". Fig. 113 shows that 
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all the necessary conditions are satisfied by placing 6 rivets 
in the fillers outside of the angles. 

Sometimes fillers are used in practice whose width does not 
exceed that of the angles ; but such an arrangement is not to 
be approved. If in the above example i6 rivets could be 
put through the connecting angles in the space between the 
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Fig. 113. 

flange angles without reducing the pitch below the minimum 
allowed, the connection would not have the same degree of 
strength ; for some tendency to bend the rivets is developed 
in transferring the entire shear directly from the web to the 
angles, to resist which extra rivets would be required. With 
the arrangement shown in Fig. 1 1 3 extra rivets are often 
necessary when only a single row of rivets is placed in the 
angles in order to keep the pitch from exceeding the maxi- 
mum allowed in the row outside of the angles. 
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The skeleton diagram of the lateral system is given in Fig. 
114. According to the specifications the upper flange must 
be stayed laterally at intervals not exceeding 12,56 feet, and 
this condition is satisfied by the arrangement shown. It also 

makes the connections with 



both girders exactly alike, so -^ 

that the same patterns may "? 

be used for both. The "* 

strc5«es 5j and S^, due to ^' "*" 

the wind load, are found to be ± 4970 and ± 3830 pounds, 

respectively. The length of a lateral is 90 inches, and hence 

the least radius of gyration must not be less than 90/120=0,75. 

This requires the use of 4" x 4" angles, and with a minimum 

thickness of f'the area is considerably in excess of that required 

for the stresses, including those due to eccentric connections. 

The final estimate of the weight of the stringer is now com- 
puted with the aid of the tables in a handbook. 

Pounds. 
■4flangeangles,6" X 6" X f" >: 24' IlJ", @24.2lbs. . . . 2416 

1 webplate,42" X i" X 24' iii",@ 7i.4lbs 1782 

4 connecting angles, 6" x 6" x J" x 3' 4}", @ 19.6 lbs. . . 364 
4 fillers, 9 X S" X 2' 5t", @ 19.13 lbs. . ■ 186 

Half lateral system : 

2I lateral angles, 4" x,4" X I" X 7' 4", ©9.8 lbs l8o 

2 connecting plates, 8" Xj" X t' 8", @ 10.2 lbs 34 

1 connecting plate, 8" X i" X 11" (comer clipped) , ... 8 

238pairsof rivet heads, ©0.369 lb 88 

Total 4958 

In addition to their own weight and that of their lateral sys- 
tem, the stringers support a part of the weight of the lower 
laterals of the bridge and of their connections to the stringers. 
The assumed weight of 5100 pounds exceeds that just obtained 
by a sufficient amount to avoid the necessity of revising the 
moments and shears due to the dead load. It should also be 
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remembered that the end connections are really supported by 
the floor beam, and their weight therefore causes no stresses 
in the stringers. 

The weight of one stringer and one-half of the lateral system 
is distributed as follows : 
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This table also shows that the specification in regard to the 
depth of the stringer is practically satisfied, for the weight of 
the flanges is only 184 pounds greater than that of the web, in- 
cluding the end connections. The percentages of these two 
items are 48.7 and 45 respectively. This indicates that theo- 
retically the total weight is near the minimum. As it seemed 
probable that a depth of 44 inches might give better results, 
another design was made which gave the following weights : 
Flanges, 2187 pounds; web plate, 2098 pounds; end connec- 
tions, 459 pounds ; rivet heads, 78 pounds ; lateral bracing, the 
same as before; and the total, 5055 pounds. The web had to 
be increased in thickness to ■^" in order to avoid the use of 
stifEeners, and the flange angles were reduced in thickness to 
r^". In this case the weight of the flanges is less than that of 
the web, and hence the depth of 42" gives practically the mini- 
mum material. 

The above analysis of the weight of a stringer is also useful 
in checking the assumed weight after but few preliminary corn- 
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putations are made to determine the web and flange section. 
In an example published in the first edition of this part of the 
text-book, in which flange cover plates and web stifi'eners were 
employed, the live load being only about three-fifths as heavy, 
and the economic depth 38 inches, the combined weight of the 
flanges and web plate was found to be 77.6 percent of the entire 
weight. This indicates that even in extreme cases the variatioo 
in this percentage is not very large. 

Art. 86. Floor Beams. 

Specificatioh. — The' effective length shall be the perpendicular distance . 
between the central planes of trusses. All spans shall have end floor beams 
riveted rigidly to the trusses, to support the stringers. The intermediate floor 
beams in through bridges aire to be riveted between the posts. For unit 
stresses see Art. 83. Most of the specifications relating to stringers apply 
abo to floor beams. 

For convenience in erection, bracket angles are riveted to the 
lower flange of the floor beam or to the web just above the flange, 
on which to support the stringers until their end-connecting 
angles are riveted to the floor-beam webs. 

Assuming that the vertical legs of the flange angles do not 
exceed 4 inches, it is found that a depth of 54 inches will bring 
the top of the cross-ties between 2 and 3 inches higher than the 
top of the floor beam, provided the bracket angle has a s-inch 
vertical leg and is riveted to the lower flange angles. 

The floor beam carries, in addition to its own weight, two con- 
centrated loads 3' 3" from its center, each load consisting of the 
maximum sum of the adjacent reactions of the stringers on both 
sides. This sum includes the weight of one stringer, and of 
the track which it supports, and the corresponding live load. 
Using the same values as in the preceding article, the dead load 
of one stringer is 5500-1- 5100= 10 600 pounds. The equivalent 
uniform live load must be taken for a span of two panel lengths, 
or 50 feet, and by means of Waddell's diagram it is found to be 
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8000 pounds per linear foot per track. The live load at each 
stringer connection is therefore 4000x25=100000 pounds. 
The allowance for impact is 85 700 pounds, and the total load 
196 300 pounds. The approximate weight of the floor beam is 
assumed to be 4200 pounds. 

The maximum vertical shear is 198 400 pounds, and for the 
allowable shearing stress of 10 000 pounds per square inch, the 
net section of the web is 19.84 square inches, A thickness of 
^" will allow for about 14 rivet holes in the net section of the 
splice, which is probably sufficient. Assuming one-eighth of 
the gross section as the equivalent flange area of the web plate, 
its value is 3,37 square inches. 

It is desirable to determine the rivet pitch approximately 
before the flange angles are definitely selected, in order to 
-l -| know whether the rivets can be placed 

I I in a single row. The effective span 

of the floor beam is 17 feet, the dis- 
tance between the centers of trusses. 
The bending moment due to the two 
concentrated loads is i 030 600 pound- 
feet, and that due to the weight of 
the floor beam is 8900 pound-feet, 
maidng the total 1 039 500 pound- 
feet. The moment diagram is shown 
in Fig. 115, the moment due to dead 
load being laid off below the axis. Assuming an effective depth 
of 53 inches, and using the specified unit stress, the required 
net area of the lower flange is 
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1039500 X '2 - 
53x15000 



12.32 square inches. 



The approximate increment of flange stress per linear inch be- 
tween the end and the stringer connection is 12.32 x 15 ooo/6j 
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= 2934 pounds. The pitch is, therefore, about 9630/2934 = 
3.28 inches, the bearing o£ a J" rivet in the J" web plate being 
9630 pounds. This indicates that only one row of rivets is 
needed to connect the flange angles to the web. 

Let the following composition of the flange be taken, which 
furnishes a net area of 12.30 square inches : 

2 angles, s" x 4" x Vi"< 2 (4-7S - '-'3) = 7-24 square inches. 
r cover plate, 11" x -ff", (6.19 — 1.13) — 5.06 



The center of gravity of the solid section of the upper flange 
is O-SS" below the backs of the angles, and that of the net 
section of the lower flange is 0.60" above the backs of the 
angles, the rivet holes in the vertical legs of the angles being 
also deducted, since they are. less than 2| inches from the sec- 
tion through the rivet holes in the horizontal legs of the angles 
and in the cover plates. Placing the backs of the angles |" 
beyond the edges of the web plate, the effective depth is 54 + 
0.25 — 0,60—0.55 = 53.1 inches. This value reduces the re- 
quired net area of the flanges to 15.66—3.37= 12.29 square 
inches. The above composition of the flanges may therefore 
be adopted, provided it is found later that the equivalent flange 
area of the web is not less than that assumed. 

As shown in Fig. 116, the web plate will be spliced in order 
to allow the bottom of the floor beam to be on the same level as 
that of the post, that the connecting plates of the lateral system 
may be riveted to both, and also to allow the end web plate to 
be extended above the upper flapge for the connection to the 
post The method of designing this splice is the same as that 
explained in Art. 56. The rivets in the lower half of the inner 
row of rivets are located at the following distances from the 
neutral surface, all expressed in inches: o, 3.5, 6.5, 9.5, 12.5, 
15.5, 18.5, 21.5, and 24.625. The last distance is that of the 
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rivet in the flange angles. The squares of these numbers are: 
o, 12,25, 42.25, 90.2s, 156.25, 240.25, 342.25, 462.25, and 606.37. 
Their sum is 1952.1 inches*. The resisting moment of the 
lower half of the solid web plate is i 822 500 pound-inches, and 
the moment deducted by the rivet holes in this row is 7500 x 
1952.1/27.125 = 539750 pound-inches, 7500 pounds being the 
tensile strength deducted by one rivet hole at the distance of 
the outer fiber, or 27.125 inches, from the neutral surface. If 
the outer row of rivets had the same number of rivets as the 
inner one, the resisting moment of the net section would be 



Fie. "6. 

I 282 750 pound-inches. It must be a little larger than this 
because the net section of the web allows only 14 rivet holes. 
The sum of the moments of the bearing values of the rivets in 
the web plate is 9630 x 1952.1/24,625=763400 pound-inches, 
9630 pounds being the bearing value of the rivet which is 24.625 
inches from the neutral surface. This leaves a moment to be 
resisted by the rivets in the outer row of 519 350 pound-inches, 
and requires E/^ (see Art. 56) to be 1 328 inches^. Let the 
rivets be omitted whose distances are 3.5, 9,5, and 15.5 from 
the neutral surface, making 2/ equal to 1609.3 inches*. 
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On revision the reduction of resisting moment due to the 
rivet holes in the outer row is 7500 x 1609.3/27.125 = 445000 ^-} i-. 
pound-inches, making the net resisting moment of the web ^'/'"' 
plate I 377 500 pound-inches. The required moment of the 
' bearing values of the rivets in the outer row is then 614000 '"1 
pound-inches and s}^= 1570 inches*. This indicates that the ( 
strength of the splice is practically equal to that of the net v 
section of the web plate, the rivets in the flange angles being 
included in both rows. That is allowable, because in this case 
the flanges have a large excess of section at the web splice, 
and the spliced plates extend clear to the left end of the beam. 
As the right-hand row contains only 11 rivets, the web has 
sufHcient area to resist the shear. 

The net section of the web plate is i 377 500/1 822 500 = 
0.756 or 75,6 percent of the strength of the gross section, and 
hence one-sixth of this, or is. 6 per cent of the gross sectional 
area of the web plate, equals its equivalent flange area. This 
gives 3.40 square inches, which agrees almost exactly with the 
assumption previously made. 

The upper cover plate is extended to the post, it being slotted 
at the end to allow the projecting web plate to pass through. 
The lower cover is extended as far as the connecting plate for 
the lateral system permits. The rivet pitch may next be revised. 
The increment of flange stress per linear inch is 

12.30 198400 j 

—^ ^—^ — ^ = 2927 pounds, 

1570 S3-1 ^ 

and the pitch is 9630/2927= 3.29 inches. ~It may therefore be 

made 3^" in the spaces outside of the stringers, but is preferably 

reduced to 3 Inches. In the space between the stringers the 

pitch is made 6 inches, the maximum allowed. 

In the design of the stringer it was found that 30 field rivets 

are required to connect the two end angles of each stringer to 
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the floor-beam web. It remains to determine how many are 
required to carry the whole load of 196 300 pounds at each pair 
of stringer connections. Since the rivets are in double shear, 
their bearing in the web of the floor beam will govern, and the 
number is 196 300/9630=21 shop rivets or 28 field rivets. The 
number previously found will therefore be used. 

The equivalent flange area of the web which must be used 
in the final determination of the net flange area is that of a 
section taken through one of the rows of rivets in the stringer 
connection. For a section through the outer row in which the 
rivets are farther from the neutral surface, their distances being 
3.5, 8.5, 13.5, 18.5, and 241 inches respectively, the resisting 
moment is 81.6 percent of that of the solid plate, and hence its 
equivalent flange area is 13.6 percent of 27 square inches, or 
3.67 square inches. The composition of the flange therefore 
requires no revision. 

In the end connection of the floor beam, the number of shop 
rivets required to transmit the shear from the web into the 
fillers is 198400/9630= 21, and the number needed to carry it 
into the angles is 198400/13220=15. To connect the end 
angles to the post requires 198400/6610=30 shop rivets, but 
as field rivets are used their number must be increased to 38. 

The splice plates are extended to the end of the beam in 
order to act also as fillers under the end angles and to transfer 
the stresses to these angles in the most direct manner. An 
additional pair of plates is placed on the sides of the floor beam 
around the corner cut, in order to strengthen the web around 
the cut and also to serve as fillers for the curved flange angles. 

The following table gives the weight of one floor beam : 

2 flange angles, ;" x 4" x ^" x 16' i J", ® 16.2 lbs 523 

3 flange angles, 5" X 4" X ^"x 14' 4", @ 16.2 lbs 464 

I coverplate, ii"xt^"x 16' i(", @ 31.03 lbs 339 
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Povmii, 

I cover plate, ii"x A"xii' 4"t @ 21,02 Iba 238 

1 webplate, 54"x i"x II' li", @ 9i.84lbs 1022 

2 web plates, 23!" x i" >c 7' 5!", @ 40-59 lbs. (less 223 lbs.) . 383 
4 splice plates, 30J" x ^" x 3' 8", @ 58.83 lbs. (less 226 lbs.) , 637 
4 fiUer plates, 27" x J" x 2' 10", @ 45.92 lbs. (less 201 lbs.) . 316 
4 connecting angles, 3I" x 3J" x J" x 2' 4", @ 11 . i lbs. . . 104 , 
4 connecting angles, 3i" x 3^" x J 'x 2' 11", @ ii.i ibs. . . 130 

4 fillers, 7" X ft" X 2' II", @ 13.39 lbs 'S* 

4 angles. 4" x 3i" x |" x 2' 74", @ 9. i lbs 96 

4 fillers, 3i" K ft" X 2' I", @ 67 lbs 56 

4lillers, 3i"xrx2'4i". @S-9S>bs 56 

2 fillers, 3j" X J" x 7J", @ 5.95 lbs 7 

4angles,3j"x3l"xf'x3' 3", (gS.slbs iii 

4bracket angles, 5"x4"x J"x i'3", @ II. olbs 55 

596 pMrs of rivet heads @ 0.369 lb 23o 

Total ^IS 

The weight is distributed as follows : 





"^T" 


Pbr- 


Flanges 


1564 


31-8 


Web plates 


140S ' 


28.6 


• Splices, end coni)ectio&3, etc. 


1726 


35'i 


Rivet heads 


220 




Total 


49' S 





This analysis shows how much material is required in order 
to bring the bottom of the floor beam even with the bottom of 
the post and to clear the chord bars. As shown in Fig. 116, 
there are five plates riveted together to form the web around 
the corner cut. As so large a percentage of the weight of the 
floor beam is concentrated near the ends, no revision is needed 
on account of the difference between the assumed and the 
actual weights. 

The design of the end floor beam is left as an exercise for 
the student. See Plate IV for an example showing the form 
and details of its end connections. The design of the end floor 
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beam cannot be completed until after that of the end posts to 
which it is connected. 



Art. 87. Stresses in Trusses. 

The following data and dimensions are tabulated below for 
convenient reference : 

Span, center to center of end pins * . 175' o" 

Depth, between centers of chords . ■ 31' o" 

Width, between centers of trusses 17' o" 

Number of panels 7 

Panel length 25' o" 

Length of end post, center to center of pins, 39-825' = 39' 9.9" 

C = 38'>53' ff-SSUf 

tan fl = 0.8065 tan ^ = ^AT^ 

sec$= 1.2B47 seel9' = 1.7784 

The angle which the diagonals of the truss make with the 
vertical is 0, and that of the diagonals of the lateral systems 
with the struts is 0'. The opposite truss has the same letters 
as the one in Fig. 117, except that the letters are primed. 




The weight per hnear foot of the track is 440 pounds, that of 
the stringers and .floor beams is 594 pounds, and that of the 
trusses and lateral systems is assumed to be 1336 pounds, 
makmg a total of 2400 pounds. The dead panel load per 
truss is 30000 pounds; one-third of which will be applied at 
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the upper panel points, and the remainder at the lower panel 
points. 

The equivalent uniform live load is shown by the diagram to 
be 6325 pounds per linear foot per track, which gives a panel 
load per truss of 79 100 pounds. The panel load for the sus- 
pender Bb, however, is equal to the floor beam reaction, or 
100 000 pounds. 

The specified wind load will be considered as equally divided 
between the windward and leeward panel points of each lateral 
system. The panel load for the upper system is 1875 pounds. 
The panel loads for the lower system are 1875 and 5625 pounds 
respectively for the static and moving wind loads. The panel 
load for the overturning moment of the wind pressure on the 
train is 7080 pounds, the distance from the base of the rail 
to the lower lateral system being estimated as 4.7 feet. 

The stresses in the trusses and lateral bracing were computed 
according to the methods tif Part I, and are given in the follow- 
ing tables, their values being expressed in kips, one kip being 
equal to icxx) pounds : 





E«.P0ST, 


Uffer Chohd. 


LOHBR CHO■r^ [ 


aB 


BC 


DE 


fc 


a ■ 


d. 


Dead load 


-1 156 


-121 .0 


-I45-* 


+ 72.6 


+ iai.o 


+145.2 


Live load 


-3<H.8 


-31 91 


-381-8 


+ 191 4 


+319.' 


+382-8 


Impact allowance 


_i9a.5 


— aaxja 


-J4'-9 


+ iai.o 


+ 201.6 


+241.9 


Wind overturning: 














On truss, east 


- a64 


- .6.5 


- 16.5 


+ 16.5 


+ 16.S 


+ 16.5 


On truss, we« 


+ a64 


+ 16.S 


+ >6.S 


- .6.5 


- 16.5 


~ 16.5 


On train, east 


- 27-3 


- 28.6 


- 34-3 


+ I?-" 


+ a8.6 


+ 34.3 


On train, west 


+ 27.3 


+ 28.6 


+ 34.3 


- 17.1 


- 28.6 


- 34-3 


Wind on truss, east 







+ 16.6 


+ 16-5 


+ 27.6 


+ 33-1 


Wind on truss, west 




— II.O 


- 16.6 


- 27.5 


- 33-1 


- 33-' 


Wind on train, east 








+ 49.6 


+ 82.7 


+ 99.3 


Wind on train, west 








- 82.7 


- 99-3 


- 99-3 
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V.imc*Li. 


* 


a 


D, 


S/ 


Pe 


Bt 


Cc 


Dd 


Dead load 


+ 7;-i 


+ .«.! 


„ 


-18.! 


-77.1 


+ ao.0 


- 40.0 


-10.0 


Live load 


+JI7.S 


+ HS-' 


+ »7.i 


+4,1*' 


+14-'; 


+ IOO.O 


-113.0 


-67.a 




+ '45-2 


+ 102.S 


+1.M 


+ ,14.8 


+ I2.S 


+ 8s-7 


- 79.B 


-5°-9 


Wind overturning: 


















On train, east 


+ '9-5 


+ 13-0 


+ 7-» 


+ M 


+ i-,i 


+ 7-1 


- 151 


-lO.I 


On train, west 


- •9-S 


- I3-0 


- 7-S 


-« 


- >-3 


- 7' 


+ 15.2 


+ 10.1 



The stresses in CD are the same as those in DE, except for 
wind on truss, west, which is + ii.o instead of + 16.6 kips. 
The stresses in ab are the same as those in be, except those in 
the last four lines of the table, for which the following values 
are to be substituted : o, — 16.5, o, and — 49.6 kips. 

The wind stresses in the upper laterals, expressed in kips, 
are: BO, + 13.3; CD', -^^.y; DE',o\ while those in the struts 
are: BB', — ^.^; CC,-S-6; DD', - i.g. The wind stresses 
due to both static and moving wind loads in the lower laterals 
are: ab', +80.0; be', + 56.2 ; cef, + 35.3 ; de',+ 17.2; while those 
in the struts are: <Tfl', — 22.5; ^d', — 37.5 ; cc', — 24.1; and 
dif,— 12.13. 

Art. 88. Sections of Intermediate Posts. 

Specification. — The effective length shall be the gt^atest length between 
points of the axis that are rigidly held tn the direction in which the strength is 
being considered. The least width of posts in pin-connected trusses shall be 
limited to 10 inches. 

Let it be required to design the section of the post Cc. Neg- 
lecting the wind stresses, which are relatively too small to affect 
the result according to the specified unit stresses, the total 
stress to be considered is 232 800 pounds. A trial shows that 
15-inch channels are required. Taking the radius of gyration 
about the neutral axis perpendicular to the web of the channels 
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as 5.43 inches, the value of //r equals 31 x 12/5.43 = 68.5. By 
means of a table of unit stresses for values of l^r in the specified 
column formula ranging from 10 to 120, the corresponding 
average unit stress is found to be 1 1 1 10 pounds per square inch, 
which requires a sectional area of 232 800/1 1 no = 20.96 square 
inches. Referring to the handbook, it is found that two 15-inch 
channels, each weighing 40 pounds per linear foot, will give an 
area of 23.52 square inches. As the radius of gyration of these 
channels agrees with the value assumed, no revision is needed, 
and these channels are accordingly adopted. The flanges will 
be turned inward so as to avoid cutting them near the pin con- 
nections. It remains to determine the distance back to back of 
channels, in order that the moments of inertia about the two 
rectangular axes through the center of the section may be equal, 
thus rendering the column of equal strength against lateral 
flexure in these two directions, provided it may be equally free 
to bend in either direction. Let x be this distance, then by the 
application of the principles of moment of inertia (see Text-book 
on Mechanics of Materials, Arts. 23 and 51) there results the 
equation 

2 X 347-5 = 2 [9.39+ 11.76 (j4:-o.783)S] 

whose solution gives 4-= 12.29 inches. In this equation 347.5 

inches* is the moment of inertia of one channel about the axis 

AB (Fig. 118), 9.39 inches* is 

the moment of inertia about the 

axis CD, and 0.783 inch is the 

distance from the axis CD to 

the back of the channel, all 

these elements being given in 

the handbook. Some of the handbooks also give the distances 

back to back of channels, in order to make the radii of gyration 

equal. 
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In a similar manner it is found that two 12-inch 2S-pound 
channels are needed for the post Dd, the radius of gyration 
being 43 inches, the average unit compression 9850 pounds per 
square inch, the required sectional area 13.06 square inches, and 
the area furnished by the channels 14.70 square inches. The 
distance back to back of channels for equal radii of gyration is 
10.07 inches. The channels in the posts are placed with their 
webs parallel to the plane of the truss. 

Since all the post channels must have the same spacing, in 
order that the lengths of the floor beams may be the same, and 
as it is also important to make that distance as small as possible, 
because the width of the upper chord depends upon it, a com- 
putation may be made to see what the spacing of the channels 
in Cc must be, so that its area shall just equal that required. 
The value is found to be 10.31 inches. A uniform spacing of 
io| inches will accordingly be adopted. 

Art. 89. Sections of Diagonals and Suspender. 

Specification. — Counter-stresses must be provided for wherever caused 
by the increased live load (see Art- 83) ; and in case of reversal of stress the 
member must be designed to resist such reversal. The use of more than a 
single system of cancellation in bridges shall be confined entirely to lateral 
systems and sway bracing, except that in the middle panels of trusses two 
rigid diagonals connected at their intersection may, for appearance.be em- 
ployed, provided that either diagonal have sufficient strength to carry the 
entire shear in either tension or compression, and that the adjacent vertical 
posts be figured accordingly. All through spans shall have stifT end vertical 
suspenders. 

Since the minimum stress in Be is a tension of 48 800 pounds, 
it may be composed of one or more pairs of eye-bars. The wind 
stress may be neglected in designing the member according to 
the specifications. For the unit tensile stress of 1 5 000 pounds 
per square inch, the sectional area must be 440 lOo/lS oco = 
29.34 square inches. Two eye-bars, 8" x i^", provide an area 
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of 30 square inches. For a depth of 7 inches the thickness 
would have to be 2J inches, which is not so desirable. The 
thickness of eye-bars ranges in practice from one-fourth to one- 
seventh of their depth or width. These limits are exceeded 

only in rare instances- 

In accordance with the specifications no counter-tie is allowed 
in the third panel, and hence the diagonal Cd must be designed 
to take also a compression equal in magnitude to the tension 
given in the table for Ef, in Art. 87. Let two 15-inch 50 
pound channels be tried. The required net area for tension is 
286 200/15 000= 19.08 square inches. The radius of gyration 
7-= 5.23 inches, the length /= 477.9 inches, //r= 91.4, the al- 
lowable average unit compression/ = 9260 pounds per square 
inch, and the required area for compression is 39 900/9360 = 
4.31 square inches. The net section must therefore exceed 
19^ square inches, while the gross section must not be less 
than 23.39 square inches. The gross section of these channels 
is 29.42 square inches, their web thickness is 0.72 inch, and 
the grip of the rivets in their flanges is 0.625 inch. Except 
near the ends the only rivet holes are those in the flanges needed 
for the lacing. The end connections require pin plates to be 
riveted to the webs, and in channels of this size four lines of 
rivets will be used. As parts of the stay plates and pin plates 
will be opposite each other, it will be necessary to deduct the 
area of four rivet holes in the web and two in the flanges of 
each channel. This leaves a net section of 29.42 — 5.76 — 2.50 
= 21.16 square inches. The 45-pound channels will not do, as 
their net area falls below that required for the tension alone. 

It remains to test the section by the provision of the specifi- 
cations which is intended to make allowance for future increase 
of the live load. The area required for tension and compression 
under the increased live-load stresses are [7.80 and 6.54 square 
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inches respectively. The so-pound channels may therefore be 
adopted. 

According to the specifications each of the diagonals in the 
middle panel must be designed to take the entire stress in 
either tension or compression. The net area in tension is 
152600/15000=10.17 square inches. As the diagonals are 
riveted to common connecting plates at the middle, the length to 
be used in the column formula is one-half of the total length of 
De, or 239 inches. Let two pairs of angles, s"x 3j"x j^", laced 
together so as to form a section like Fig. 86 be tried. The 
lacing will be ^" thick, and hence the space between the backs 
of the angles must be J". The radius of gyration r=2.6o 
inches, //f= 91. 9,/ = 92io pounds per square inch, and the 
required gross area is 152600/9210 = 16.57 square inches. 
The angles have a gross area of 1 7.88 square inches, and pro- 
vide more than the needed net area when a rivet hole is de- 
ducted from both legs of the angles. 

The suspender, 5(5, will be designed as a stiff member for 
the reasons given in Art. 76, its composition being made like 
that of the intermediate posts. Its required net sectional area 
is 205 700/15 000=13.71 square inches. Two 12 inch 30-pound 
channels will be selected, as they will furnish 13.80 square 
inches, after deducting two rivet holes in both the web and 
flanges of each channel. The net section is at the connection 
to the upper pin plates, and by staggering the rivpts in the three 
rows connecting the webs to the pin plates it may be .arranged 
that the flange rivets through the stay plates shall be in the 
same cross-section as the middle rivets in the webs, thus increas- 
ing the available section to 14.74 square inches. 

The insufficient provision frequently made for counter-stresses 
in railroad bridges is discussed in a paper by H. S. Prichard, 
in Transactions American Society of Civil Engineers, vol. 42, 
page 547, Dec, 1899- 
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Art. 90. Lower Chord Sections. 

Specification. — For single-track spans the two panels of the lower chord, 
at each end, shall preferably be made rigid members. 

If the wind stresses be neglected, the required net area for 
the lower chord member cd is 641 700/15000 = 42.78 square 
inches, while if they be included, the net area is 824 900/19 000 
= 43.42 square inches (Art. 83). The larger area must be 
taken. Four eye-bars 8" X if" give 44 square inches, and 
are therefore chosen. 

In the case of de the greater sectionaj area is obtained by 
omitting the wind stresses, its value being 769900/15000 = 
51.33 square inches. Four eye-bars, 8" x if", are needed whose 
combined sectional area is 52 square inches. 

The stresses which govern the design of ab and be are the 
same, and hence a single member may be extended from a to c. 
The required net area is 385 000/15 000= 25.67 square inches. 
Let ac be composed of two built channels, like Fig. 90. Since 
the eye-bar heads of the 8-inch eye-bars are 17 inches deep 
according to the handbook, let the web plates be made 18 inches 
deep so as to avoid cutting the angles in order to pass the eye- 
bar heads at c. Selecting 2 web plates 18" x J", and 4 angles 
Z\" ^ 3^" ^ ^"' the rivets in the end pin plates can be so arranged 
as not to deduct more than 3 rivet holes in each web plate and 
one in each angle, giving a net area of 26 square inches. 

The specifications also require that, if the unit stress due to 
the weight of a member is greater than 10 percent of the safe 
value allowed, the sectional area must be increased. Accord- 
ing to the first method given in Mechanics of Materials, Art. 
1 18, the stress in an eye-bar 8 inches deep and 25 feet long, due 
to its own weight, is found to be 1187 pounds per square inch, 
which is less than the above limit 
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The formula is Si — -^rs, 

mE 
in which M is the bending moment of the flexurat forces, c the 
distance from the neutral surface to the outer fiber in which the 
tension S^ occurs, / the moment of inertia of the cross-section, 
« and m numbers depending upon the arrangement of the ends 
and the kind of loading, P the longitudinal tensile force, / the 
length of the member, and £ the coefficient of elasticity of the 
material. The flexure of the eye-bar under its own weight cor- 
responds to that of a simple beam uniformly loaded,' and hence 
m/n = g,6. The same result is obtained for any thickness of 
bar, and hence a single determination only is required for all 
bars of the same depth and length. The second and more 
accurate method given in the same article gives a stress of 1176 
pounds per square inch. The value of £ for soft steel is taken 
as 26000000 pounds per square inch. 

The results of some experiments on the relative strength of 
eye-bars and built members of various forms of section are given 
in a paper entitled ' Recent Tests of Bridg-e Members,' by J. E. 
Grenier, in Transactions American Society of Civil Engineers, 
vol. 38, page 41, Dec, 1897. 

Art. 91. Diameters of Pins. 

Specification. — The stress in the outer fibers of pins shall not exceed 
25 000 pounds per square inch, the points of application of the stresses in the 
connecting members being taken at the centers of bearings. In designing all 
pin-connected work ample clearance for packing must be provided, and ample 
room must be left for assembling members in confined spaces. Lower chords 
are to be packed as closely as possible, and in such a manner as to produce 
the least bending moments on the pins, but adjacent eye-bars in the same 
panel must never have less than a one-half-inch space between them, in order 
\o facilitate painting. The various members attached to any pin must be 
packed "as closely as practicable, and all interior vacant spaces must be fillea 
with stesl fillers, where their omission would permit of the motJOD of aay 
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member on the pin. All bars are to lie in planes as nearly as possible paralld 
to the central plane of the truss, no divergence exceeding one-eighth of an 
inch to the foot being permitted. 

In order to find the bending moment in the pin at d it is 
necessary to determine provisionally the thickness of the pin 
plates for the post Dd and the diagonals Cd and £d. As the 
specifications do not permit countersunk rivet heads in metal 
less than ^" thick, one pin plate of this thickness will be placed 
on each side of the web of each channel in the post. These 
plates and the webs will furnish sufficient bearing area for a 
pin whose diameter is not less than 5| inches. The pin cannot 
be less than 8x15 000/22 000 = 5.46 inches for 8-inch eye^bars, 
in order to provide adequate bearing area for the eye-bars. 
Assuming that the pin will not exceed 6 inches in diameter, it 
is estimated that a ■^" pin plate will be required on each side 
of the webs of the channels composing Cd, in order that the net 
sectional area at the pin hole shall not be less than 40 percent 
in excess of that of the net section elsewhere. The diagonal 
Ed is connected to the pin by means of pin plates only whose 
combined thickness on each side is i inch, the angles being cut 
off so as not to interfere with the post. 

The horizontal forces in the chord bars and diagonals produce 
flexure in the pin in a horizontal plane, the bendmg moment 
being designated by M^, while the vertical forces. in the d 
and post produce a moment M^,, their resultant being 



In order to reduce Jif^, the bearings of the diagonal are placed 
outside of and next to those of the post. The eye-bars in the 
chord alternate in direction so as to allow space between adja- 
cent bars of the same panel for painting. To reduce M/,, one of 
the smaller bars is put on the outside. The arrangement, or 
packing, of the eye-bars, etc., on one side is indicated in Fig. i ig. 
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Chap. IX. 



A cleanmce of r^" is allowed between eye-bars, and ^" where 
one or both of the adjacent members contain countersunk rivet 
heads. The stresses marked on the chord bars are the safe 
values for their actual sections. The stress in Cd is that 
required to make the algebraic sum of all the horizontal forces 
acting on the pin equal to zero. The straight sides of the 
equilibrium polygon are drawn by considering the stresses 
applied at the centers of the respective bearings, as specified. 







while the curved lines give the form of the diagram when the 
stresses are regarded as uniformly distributed on the bearings. 
The curves are parabolas, the points of tangency lying in the 
ordinates through the sides of the eye-bars, and other members 
(Part II, Art. lo). The original diagram was drawn full size 
for the linear dimensions, and the pole distance made equal to 
loo ooo pounds. The ordinate at the post bearing, where M, is 
a maximum, measured 2.50 inches, making 



= 2.50 X 100 000 
= 744 000 X 1.49 



= 250 000 pound-inches, 
= 1 10 900 pound-inches. 



74 460 pounds being the vertical component of the stress in Cd 
which corresponds to the horizontal component of 60000 
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pounds, while 1.49 inches is the distance between the centers 
of bearing of the diagonal and post. Both horizontal and 
vertical moments are uniform between the two sides of the post, 
as there are no forces acting on the pin within those limits. 
The resultant M is 273 400 pound-inches, but since this value is 
less than M^ at the inner bar of dc where there is no J/„, the 
maximum moment is 423 000 pound-inches. According to the 
handbook this requires a pin s| inches in diameter, whose resist- 
ing moment is 436 800 pound-inches. 

In a similar manner the bending moments are found in the 
pin at c, it being estimated that two pin plates are required for 
each half of the stiff chord member be, one |" and the other \' 
in thickness. The greatest value of M^ is 446000 pound- 
inches at the post bearing, while M„ is 295 000 pound- 
inches, making M = 529 500 pound-inches. A 6-inch pin 
whose resisting moment is 530 200 pound-inches will therefore 
be required. 

If the outer eye-bars in i;(f be reduced in thickness to i finches 
and the inner ones increased to 1 1 inches, the other members 
remaining the same, M^ is reduced to 340000 pound-inches, 
and M to 443 500 pound-inches, thus requiring a pin 5| inches 
in diameter. This change makes a still larger reduction in the 
moments on the pin at d, and indicates the method by which 
the diameter of the pin may be brought within given limits 
when desired, 

The beflding moments on the pins at a and B need not 
usually be found, as they are smaller than those at c and d. 
The pins at those panel points will, however, be made the same 
size, so as to reduce the total thickness of pin plates othferwise 
required. Pins 6 inches in diameter will then be adopted at a, 
c, d, and B. Those at C and D will be designed after the 
upper chord sections are detennined. 
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Art. 92. Upper Chord Sections. 

Specification. — In members subject to compression, rivets shall be so 
spaced that they shall not be farther apart in the direction of the stress than 
sixteen times the thickness of the thinnest external plate connected, and not 
more thaii fifty times that thickness at right angles to the direction of the 



The standard diameter of the head of an 8-inch eye-bar when 
the pin does not exceed 6 inches is 17 inches, according to one 
of the handbooks. If the eye-bars of Be are placed inside of 
the upper chord, the web plates must be at least 18 inches deep 
to provide ample clearance. The width of the chord must also 
be determined at this panel point. For a single-track bridge of 
175 feet span a composition like that shown in Fig. 96 is appro- 
priate. In Art. 88 the distance back to back of the channels in 
the posts was found to be io| inches, and hence those in the 
suspender will be spaced the same distance. The pin plates on 
the outside of the suspenders are estimated to be \\" thick. 
Considering one side only for" simplicity, and allowing ^" for a 
clearance next to the pin plate, i|"for the thickness of one eye- 
bar in Be, ^" for another clearance, |" for a jaw plate, and |" 
for a pin plate, both connected to the inside of the upper chord 
web, and \' for the thickness of web plate, the distance from 
the center of the suspender to the outside of the chord web 
plate, or to the backs of the angles, is found to be 9J inches, 
and if the angles be 3^ inches wide, the cover plate must be 26 
inches wide. The Hnes of rivets connecting it to the angles are 
23 inches apart, and hence the cover plate must be ■^^' thick to 
satisfy the requirement of the specifications regarding the max- 
imum, spacing of rivets at right angles to the direction of the 
stress ill compression members. 

Since the specified unit stress involves the radius of gyration, 
an approximate value must be assumed. A convenient rule 
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makes the radius of gyration about a horizontal axis.equal to 
four-tenths of the depth out to out. This depth is estimated to 
be 19.44 inches, making ?-= 7.78 inches, //r= 38.6,/= '3 510 
pounds per square inch, and the required sectional area 

641 700/13 5 10 = 47.50 square inches. 

The composition of the section is as follows ; 

1 cover plate, 26" x ^" 11.37 square inches. 

4 angles. 3i" X 3J" X ,'5" 11-48 

3 web plates, 18" x ft" 15-76 

2 flats, 5" X 1" 10.00 

Total 48.61 

Placing the backs of the angles J" beyond the edges of the web 
plates, the center of gravity is found to be 0.21" above the 
center of the web plates. The pin may accordingly be placed 
' with its axis passing through the centers of the web plates, for it 
is found that an eccentricity of 0.24" would , 

just make the negative moment due to the #■ 4 
maximum direct compression equal in mag- 
nitude to the positive bending moment pro- 
duced by the weight of the chord. 

The following computation gives the mo- "*' ""■ 

ment of inertia with reference to the neutral axis AB in Fig. 120 : 

I cover plate, ^ x 26(r=j)» = 0.2 

11.37(0.22 + 0.125+9.0)^ . = 992.9 

4 angles, 4 x 3.26 = 13.0 

11.48(9.125-1.04)2. ..._.= 750.4 

3 web plates, 2 x ^i, x ^ x 18= = 425.2 

3 flats, 2 X 1^ X 5 X i» = 0.8 

10(9.125+0.5)' =^264 

3"o8-9 

48.61(0.21)' . . . = 2.1 

/ . . . =3106.8 inches*. 



m 
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For convenience the moment of inertia is first computed for a 
horizontal axis through the centers of the web plates and then 
reduced to the neutral axis. The radius of gyration is 



>,„,-= 8.00 inches, 
* 48.61 

and the revised area is found to be 47.25 square inches. 

As the stress in CD is larger than that in BC, and its addi- 
tional sectional area will be placed in the sides, leaving the 
cover plate and fiats unchanged, its radius of gyration will be a 
little smaller than that for BC, and hence r= 7.78 inches will 
again be assumed. The approximate sectional area for CD is 
then 769900/13 510= 56.99 square inches. Using the same 
composition as for BC except to mcrease the thickness of the 
web plates to JJ", the area is 57.61 square inches. The moment 
of inertia is then computed to be 3350.2 inches*, the radius of 
gyration 7.71 inches, and the revised required area 57.07 square ' 
inches. The use of ■^" angles and §" web plates would also 
satisfy the requirements, but the gross area is then 58.37 square 
inches. The former composition also has the advantage in not 
requiring the pin plates at C and D to connect to the angles, but 
only to the web plates because the entire increment of chord 
stress is taken by the web plates. The section for DE equals 
that for CD. 

Inspection shows that the moments of inertia around the 
neutral axis CD in Fig. 120 are respectively greater than those 
computed for the sections of both chord members, and hence the 
values of r determined above are the least radii of gyration re- 
quired in the column formula. 

The diameter of the pin at C may now be determined. The 
pin plates on the post Cc are ^" thick, and those on the diagonal 
Cd are approximately ^" thick, one plate being placed on each 
side of each channel web. One |" pin plate is also needed on 
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the outside of each web plate of the chord if the pin is not less 
than 5 inches in diameter. Remembering that the channels in 
the post are spaced io|" back to back, and allowing for a clear 
ance of J" between the adjacent pin plates of the posts and 
diagonals, the distance from the center of one of the chord 
bearings to that of the diagonal is 2.672 inches, and from the 
latter to the center of the adjacent post bearing is 1.747 inches. 
Since the chord section is continuous past the pin, the maximum 
bending moment on the pin occurs when the stress in the diag- 
onal is a maximum. The full strength of the net section of Cd 
is 21.16 X 15 000= 317400 pounds. Its horizontal component 
of 199 200 pounds equals the corresponding increment of chord 
stress, and its vertical component of 241 400 pounds is the cor- 
responding stress in the post. M^= 99600 x 2.672 = 266 100 
pound-inches, and jtf,= 120700 x 1.747 = 210900 pound-inches, 
their resultant M being 339 500 pound-inches. This requires a 
pin whose diameter is 5 J inches. The same size will be adopted 
for that at the panel point D. 

In case it be desired to reduce the thickness of the flats, an 
alternative section may be designed by increasing the horizontal 
legs of the angles to a width of S inches. Since the gage of the 
5-inch leg for a single row of rivets is 3 inches, a flat 6 inches 
wide will not extend beyond the back of the angle. This width 
requires a thickness of \ inch for the flats and increases the 
total chord section by 0,32 square inch, but reduces the eccen- 
tricity of the neutral axis to 0.18 inch. If, however, the flats 
be taken 7 inches wide, their required thickness is \ inch, the 
corresponding increase in chord section being only 0.08 square 
inch, while the eccentricity is increased to 0.24 inch. 

Art. 93, Section of Inclined End Post. 

Specification, — The inclined end post must be so proportioned that the 
algebrjuc sum of the stresses per square inch resulting from the direct corn- 
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pressioD and the maximum bending moment due to the wind pressure shall 
not exceed 19,000 pounds per square inch. Every column that acts as a beam 
also must have solid webs at right angles to each other, as no reliance shaU 
be placed on lacing to carry a transverse load down the column. 

The maximum direct compression in the end post aB is not 
quite as large as that in BC, but its length is greater, being 
477.9 inches. Its sectional area will therefore not differ much 
from that of BC. Using the value obtained for BC ot r = 8.00 
inches, l/r= 60.0, p ■= 11 840 pounds per square inch, and 
the approximate sectional area is 613 000/11 840= 5 1.78 square 
inches. The following composition is adopted, as a test shows 
that no revision is needed : 

1 cover plate, 26" x ^' 11.37 square inches. 

4 angles, 3l" X 3l" X A" 11-48 

3 web plales, 18" x /," 20.24 

2 flats, 5" X 1" 10.00 

Total 53.09 

The wind stresses, according to the specifications, are not large 
^ enough to affect the area required to resist flexure in the plane 
of the truss, but must be considered in computing the stresses 
due to transverse flexure. 

The end posts form a part of the portal which resists the 
wind pressure carried by the upper lateral system to the portal 
strut. The end posts bend in the plane containing their center 
lines. It is necessary then to compute the unit stress in the 
outer fiber of each end post due to its combined action as a 
column under the given direct compression and as a beam sub- 
ject to the bending moment produced by the wind loads, and to 
compare it with the greatest allowable unit stress. If it exceeds 
the allowable value, the sectional area must be increased until 
the unit stress falls within the given limit. 

The moment of inertia with reference to the axis CD in 
Fig. 120 is computed as follows, it being remembered that the 
backs of the angles are 19 inches apart : 
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icoverplate,AxA(26)» . 
4 angles, 4 x 3.26 .... 

11.48(9.5 + 1.04)* 
2 web plates, 2 x ^V x 18 (A)* ■ 

20.34(9.5-0.28)2 
2 flats, 2x^x1x5' ■ ■ 

10.00(9.5+2.0)^ . 



= 640.B 
- 13-0 
= 1275-3 



= 1322, 
= 4993- 



This computation indicates that the center line of' each flat and 
the rivet line of the corresponding angle lie in the same vertical 
plane. Any eccentricity in the connection of the flats would 
develop secondary bending stresses. The radius of gyration 
with reference to the same axis is 



r = A/t2Zi2 = Q.70 inches, 
* 53.09 ^' 

Let the upper part of the end post be regarded as fixed at 
the lower portal strut by the portal bracing, and the lower end 
as fixed at the pin by the ped- 
estal and the end floor beam. 
The drawing of the floor beam 
gives 4' 8f" as the distance from 
the base of rail to the bottom 
of the floor beam, and 10^" from 
the bottom of floor beam up to 
the pin center. The clear head 
room required is 23 feet, and 
hence the distance from the 
center of the lower chord to the 
top of the clearance must not 
he less than 26' 4J", Allowing 
from ID to 12 inches for the 
width of the lower portal strut, . 
the inclined distance from the 
lower pin of an end post to, the 
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bottom of the portal strut is readily found by means of a dia- 
gram to be just 35 feet. Let the distance be taken as 422 
inches. The point of inflection is at the middle of this length. 

Fig. 121 indicates the action of forces on the portal, it 
being assumed that the reactions at the feet of the end posts 
are equal. The transverse bending moment in each end post 
is therefore 5625 x 211 = 1 186900 pound-inches. By the 
first method given in Mechanics of Materials, Art 117, the 
unit stress in the outer fiber is found to be 

- Mc I 186900 X 14.0 ,. , 

■^1 = p73 = 722 — i = 3920 lbs. per sq. in., 

/ _ £z! _ 666 700 X 422 

- 6E ■*993-5 6x 26000000 

making the maximum compressive stress equal to 666 700/53.09 
+ 3920 = 16 480 pounds per square inch. As this value does 
not exceed the specified limit of 19000 pounds per square inch, 
no change is required in the composition of the end post. 

The general formula given in the text-book just mentioned 
is the same as that quoted in Art. 90, except that the sign in the 
denominator is changed to minus. The form in which it is 
here given is adapted to the special case of the end post whose 
elastic line corresponds to that of one-half of a beam whose 
ends are fixed and loaded at the'middle. Accordingly, ot=i92, 
« = 8, and the / in the general formula equals 2 /in the formula 
given in this paragraph. 

A beam whose span is /, fixed at both ends, supporting a 
concentrated load Q at the middle, and subject to a longitudinal 
compression P, has a maximum compressive stress at the ends, 
or at the load, whose value is 

in which A is the area of cross-section of the beam, c the 
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distance from the Deutral surface to the outer fiber whose unit 
stress is S, and = (P/E/)i, in which E is the coefficient of 
elasticity of the material. Applying this formula to the case 
of the end post, and remembering that / in this formula equals 
twice that used in the special approximate formula of the 
preceding paragraph, the true maximum compressive stress 
js found to be 

5 = — — ^ — H 3654 — 16 2 10 pounds per square inch, 

or 270 pounds less than the approximate value first obtained. 

Art. 94. Lateral Bracing. 

Specification. — All lateral bracing shall be made of shapes which can 
resist compression as well as tension. In detailing struts composed of 
four angles with a single line of lacing, the clear distance between backs of 
angles shall never be made less than three-quarters of an inch, in order to 
permit the insertion of a small painl-bnish. The stiff diagonals of the lower 
lateral system, of which there shall be two in each panel, shall be riveted 
rigidly to the stringers where they cross them, so as to transfer in an effective 
manner the thrust of braked trains to the truss posts without causing the floor 
beams to bend horizontally. In designing short members with riveted con- 
nections the sectional area of the piece shall be increased from 10 percent 
for 6" X 3{" angles to 25 percent for equal-legged angles beyond the 
theoretical requirements for the direct stresses, so as to compensate for the 
secondary stresses dtie to the eccentric grip of the rivets. 

The most approved type of laterals for the upper system of 
through spans consists of two pairs of angles with one system 
of lacing between them, the depth of the member being equal to 
that of the upper chord. As the computed wind stress is only 
13 300 pounds in one of the end laterals under the assumption 
that it resists the entire shear in the panel, it is clear that the 
stress alone cannot determine the section to be used. Since the 
principal duty of the lateral bracing is to resist the lateral vibra- 
tion caused by the live load, and to hold the chord in line, it is 
important that they should have ample section to insure the 
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necessary stiffness. By using |" rivets in the connections, and 
^" rivets in the lacing, the angles may be reduced in size to 
3" X 2^" X I", the longer legs being horizontal. For the 
required depth the lattice bars must be at least f " thick, and 
hence the backs of the angles are spaced |" apart. This makes 
the least radius of gyration 1.47 inches, and //r= 108.2, the 
length from the center, where the laterals are riveted to a 
common connecting plate to the end connection, being about 
159 inches. If the entire stress be resisted by one lateral as 
a column, the required area is 1.66 square inches, while only 
0.89 square inch net section is needed for the same amount of 
tension. The section may then be adopted, although there is 
considerable excess of strength. If only two angles were laced 
together, they would have to be 4J" x 3" in size in order that 
the ratio //r should not fall below 120, as specified for compres- 
sion members. When the ratio falls below this limit, or when 
only single angles are used, they can be regarded merely as 
tension members, and the lateral system becomes correspond- 
ingly less efficient. 

The net strength of the lateral when one rivet hole is 
deducted in each leg of the angles is 5.24 X 15000=78600 
pounds, and hence the connections require 16 shop rivets or 20 
field rivets |" in diameter. 

The stresses in the upper lateral struts are so small that 
their section is not determined theoretically. The student 
should consult some standard plans for bridges governed by 
approximately similar conditions and adopt the composition 
shown. See Plate IV for an example of a lateral strut which 
also forms the upper chord of the sway bracing. 

Since the lower laterals are to be riveted to the lower flanges 
of the stringers, it is estimated that the greatest distance between 
the centers of connections is about 94 inches. In the first panel 
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the stress corresponding to the total shear is 80000 pounds. 
Let the laterals be so designed as to resist either this entire 
amount in tension or half of this amount in both tension and 
compression, under the specification for alternate stresses, the 
wind stresses being treated as live-load stresses, but -without 
any impact allowance. Placing two anglee 3^" x 3|" x f" back 
to back, the required area for compression is 4.29, while that for 
tension is 2.67 square inches, making a total of 6.96 square 
inches. The gross area furnished is 7.96 square inches, which 
covers an allowance of more than 12 percent for the effect 
of eccentric connections. Deducting one rivet from each 
leg of the angles for |" rivets, the net section is 5.46 square 
inches, while a tension of 80000 pounds requires only 5.34 
square inches. 

In a similar manner. the laterals in the second panel require 
two angles 3J" X 3J" x j^", while in the third and fourth panels 
two angles 3J" x 3" x |" may be used. 

The connections require 13 shop or 16 field rivets in the first 
panel, 9 shop or 1 2 field rivets in the second panel, and 8 shop 
or 10 field rivets in the third or fourth panels, in order to de- 
velop the full strength of the net sections of the laterals. 

The results of tests made by J. E. Greiner on the relative 
strength of single angles when connected by one or by both 
legs are recorded in Transactions American Society of Civil 
Engineers, vol. 38, page 63, Dec, 1897, while those made by 
C. F. LowETH are given in Journal of the Association of Engi- 
neering Societies, vol. 8, page 268, May, 1889. 

In order to comply with the specification which aims to pre- 
vent horizontal bending in the floor beams, due to the thrust of 
braked trains, Waddell further specifics that the lateral diago- 
nals and the stringers are to be made to form complete horizon- 
tal trusses by running angles between the stringers at the level 
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of the bottom flanges. Such angles are represented diagram- 
matically by the hnes mitt' and nn' in Fig, 122, As the equiv- 
alent uniform hve load for a panel length of 25 feet is 9850 
pounds per Unear foot per 

c" LoHtr Chord rf" r r i- 

track, the total thrust of 
the braked train per panel 
is 9850x25x0.20=49250 
pounds, the coefficient of 
friction being 20 percent 
(Art. 83). Dividing this 
between the two stringers, 
and assuming that the en- 
tire stress is taken by the truss dnn'tf, the stress in nn' is 16 800 
pounds, and that in nd or in n'd' is 26 800 pounds. If the truss 
cmtn'c' is assumed to act in conjunction with the other, the 
stresses will be divided accordingly. The smallest laterals 
have sufficient strength to take the stress of 26 800 pounds, 
either in tension or compression. A single angle, 3J" X 3|" X |", 
having a gross sectional area of 2.48 square inches, and a net 
area of 3. 10 square inches, is found to have an excess of strength 
to provide for the eccentricity of its connections, even if it be 
subject to the entire stress of 16 800 pounds. The stress of 
26 800 pounds requires 5 shop rivets or 6 field rivets, while that 
of 16800 pounds requires 3 shop rivets or 4 field rivets, A 
detail of this kind and the connection of a lateral to one of the 
stringers may be seen on Plate VI. 



Art. 95. Portal and Sway Bracing. 

SpECnrCATioN. — All through spans shall have stiff portal bradog at each 
end, connected rigidly to the end posts. The bracing shall be made as deep 
as the specified clear head room will allow. When the height of the trusses 
Is great enough to permit It, there shall be used at each panel point a rigid 
bracing frame riveted to the top lateral strut, and to the posts, and carried 
down to the clearance line. When the truss depth is not great enough for 
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this detail, corner bracliets of proper si*«, strength, and rigidity are to be 
riveted between the posts and the upper lateral struts. 

Fig. 123 gives a sketch of the general arrangement of the 
portal bracing to be designed, and the principal dimensions 
required to compute the bending moments to be resisted by the 
flanges of the lattice girder. The upper flange of the bracing 



Fta- us- 

extends beyond the upper chords of the truss. The given 
forces are those obtained in designing the end post, and the 
reactions at the bottom of the figure are applied at the points 
of inflection of the end posts. 

Let the shear be divided equally between the two diagonals 
cut by any section parallel to the end posts, and let the diagonals 
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be designed according to the specification for alternate stresses, 
the wind stresses being treated as live-load stresses for the 
same reasons as those given in the preceding , article. The 
stress in each angle is then 13 180 x 1.2875 = ± 16 970 pounds. 
Assuming one angle 3^" X 3" X -Jg", and the distance between 
centers of connections as about 38 inches, the area for com- 
pression is found to be 1.45 square inches, while that for ten- 
sion is 1. 1 3 inches, making the total a little less than that of the 
angle, which is 2.65 square inches. The number of |" rivets 
required in the connection to the flange is 2 x 16 970/6610 = 6. 

This result indicates that the plate in the flange must be 17 
inches wide. Assuming two flange angles 5" x 3}" x |", and 
neglecting the plate on account of the splice at the section 
where the flange stress is a maximum, the effective depth is 
76.1 inches. With the forces shown in Fig. 123, the bendmg 
moment in a section at the end of the left bracket is — 157 500 
pound-inches, at the middle it is -H i 107 500 pound-inches, and 
at the right bracket it reaches its maximum of -I- 2 372 JOG 
pound-inches, the center of moments being in the neutral axis 
of the upper flange angles. This requires a net section of 
2.03 square inches in the lower flange. When the forces are 
reversed in direction, the upper forces exchanging sides, the 
bending moment in the same section is —2531 500 pound- 
inches, which requires a flange area of 2.22 square inches. 
The sum of the two areas is 4.25 square inches. 

In a similar manner the areas required for the tension and 
compression in the upper flange are 2.33 and 2.87 square 
inches, or a total of 5.20 square inches. The gross area of the 
assumed angles is 6.10, while the net area is 4.60 square inches 
when a rivet hole is deducted from both legs of the angles, and 
5.3s square inches when deducted from only one leg in each 
angle. The smaller net area applies to the lower flange and 
the larger one to the upper flange, the difference being due to 
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the connection of the lower flange angles to the bracket angles. 
The angles, therefore, have ample section to cover these require- 
ments. The ratio IJr equals 75.3 for the upper flange, which is 
not stayed between the trusses in a direction perpendicular to 
the plane of the portal. By increasing the longer legs of the 
angles to 6 inches, this ratio may be reduced to 61.9, thus con- 
siderably adding to the lateral stiffness of the flange. 

The statement made in the preceding article with reference 
to the design of the lateral struts appUes to the entire inter- 
mediate sway bracing, of which the strut forms a part. The 
student should consult standard plans and make a comparative 
study of the details of the sway bracing. (See Plates IV and 
VII, and Art. 82.) 

Art. 96. Pin Plates. 

Specification. — Rivets shall not be countersunk in plates less than seven- 
sixteenths of an inch in thickness- 
Pin plates shall be used at all pin holes in built members for the double 
purpose of reinforcing for the metal cut away and reducing the unit pressure 
on pin and bearing to or below the specified limit. They shall be of such 
size as to distribute property, through the rivets, the pressure carried by such 
plates to both flanges and web of each segment of the member; and they 
shall extend at least six inche.<> within the tie plates of .said member, so as to 
provide for not less than two transverse rows of rivets there. 

It is always better, whenever practicable, to avoid cutting away the ends of 
channels, but if they must be trimmed, the ends must be reenforced so that 
the strength of the member shall not be reduced by the trimming. 

In riveted tension members, the net section through any pin hole shall have 
an area 40 percent in excess of the net sectional area of the body of the 
member. The net section outside of the pin hole along the center line of 
stress shall be at least 70 percent of the net section through the pin hole. 

In designing the pin plates of the various members of the 
truss, it is necessary to observe not only the speciiication printed 
at the head of this article, but also the general one in Art, 83, 
which requires that in all main members having an excess of 
section above that called for by the greatest combination of 
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stresses, the entire detailing is to be done for the utmost working 
capacity of the member, and riot merely for the greatest total 
stress to which it may be subjected. 

The maximum pin bearing at the bottom of the post Cc equals 
the maximum vertical shear in the diagonal Be, and according 
to the rule just quoted, the value to be used in designing the 
pin plates of the post is the vertical component of the full 
working strength of Be, which is 30 x 1 5 000/1.2847 = 35° 300 




pounds, the sectional area of Be being 30 square inches, and 
1.2847 the secant of the angle which it makes with the vertical. 
As the diameter of the pin is 6. inches (Art. 91), the bearing 
area required on each side of the post is 350 300/(2 x 6 x 22 000) 
= 1.327 inches. The thickness of the channel web is 0.524 inch, 
and hence two pin plates* are required whose thicknesses are 
respectively ^ and | of an inch. The outer pin plate cannot 
be less than ^ inch, according to the specifications, since its 
rivets must be countersunk. If both plates be extended the 
same distance above the pin, the number of rivets required 
to connect them will be determined entirely by their bearing 
value in the channel web, or 0.875 x 0.524 x 22000= 10090 
pounds per square inch. The distribution of stresses between 
the pin plates and channel is in direct proportion to their 
respective bearings on the pin, and hence the stress taken 
by both pin plates is 0.813 x 175 100/1.337= 106 500 pounds. 
Their full bearing value, however, is 0.813 x6x 22000= 107300 
pounds, and therefore this stress is to be used according to 
the specifications. The number of rivets required is then 
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107300/10090=11. Fig. 125 shows the arrangement of the 
rivets. The outer pin plate on each side is extended to the 
foot of the post so as to act 
as a washer between the 
channel and the eye-bar Be, 
and additional rivets are 
placed below the pin to keep 
the parts in contact. 

At the upper panel point 
the maximum bearing value 
on the pin is the full working 
strength of the post Cc, which 
is 23.52 X II no = 261 300 
pounds. This stress requires 
a bearing on each side of the 
post of 1. 1 31 inches. Since 
the rivets in the outer pin 
plate must be.countersuuk, its 
thickness cannot be less than 
-j^ inch, and if this thickness 
be adopted, the inner plate 
must be | inch thick, the 
minimum allowed. The full '''' "* "* "*■ 

bearing value of both plates is 0.813x5^x22000 = 93900 
pounds, requiring ro rivets to transmit their stress into the 
channel web. A symmetrical arrangement requires 1 1 rivets, 
as indicated in Fig. 125. The sizes of the pin plates and 
their riveting for the post Dd are given in Fig. 126. 

Since the suspender B6 is a tension member, its net sectional 
area at the pin hole must be 40 percent in excess of the net 
area in its main body. The area for, each side is therefore 
13.71x1.40/2 = 9.60 square inches. The simplest arrange- 
ment is to use one pin plate 14" x ^g", giving a net area at the 
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pin of 10.24 square inches, but on computing the dbtance 
required beyond the pin hole it is found to be 6^ inches, which 
exceeds the hmit allowed by the upper chord. Using one pin 
plate 12" X ^" on the outside, and another 9J" x |" on the 
inside, the net area obtained is 9.67 square inches. The net 
areas of the pin plates are 2.62 and 1.3 1 square inches, while 
their full tensile strengths are 39300 and 19650 pounds 
respectively. It is found that their bearing on the pin is below 
the specified limit The value of a rivet in single shear is 
6610 pounds, and its bearing in the web of the channel is 
0.875x0.513x22000 = 9870 pounds. If the inner plate be 
shorter than the outer one, it requires 19650/6610=3 rivets. 
Their bearing value in the web is 9870x3 = 29610 pounds, 
leaving a balance of 19650+ 39 300 — 29610= 29340 pounds 
to be taken by the additional rivets in the longer 

— plate, and this requires 29340/6610=5 rivets. 

If both plates have the same length, the num- 
ber of rivets needed is 58950/9870 = 5 rivets. 
;o ajfl .X .., To reduce the effect of eccentricity, both plates 
^^-^ '^ ■;, are lengthened somewhat beyond the limits indi- 
>vj Si cated by the preceding computations. (Sfee Fig. 
127.) It must be remembered that in designing 
this member an allowance was made for two rivet 
holes in the flange and two in the web of each 
channel, and hence only two rivets are placed in 
rig. 1*7- jjjjy section below the top of the tie plates which 
are shown on the sides of the member. The distance beyond 
the pin is 9.67x0,70/1.326=5^ inches, according to the 
specifications. 

The net area at the pin holes in the diagonal Cd must not be 
less than 21.16x1.40=29.62 square inches, or 14.81 square 
inches for each side of the member. By turning outward the 
flanges of the channels the cutting needed to avoid interference 
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with other members of the truss is reduced to a minimum. At 
the lower end the flanges must be cut off entirely next to the 
eye-bars, and hence two pin plates, each ^ inch thick, are 
required on each side. The net areas of the channel and of 
the inner and outer pin plates are 6.48, 5.06, and 3.38 square 
inches respectively, making a total of 15.86 square inches. 
Since the bearing of the rivets in the web of the channel, whose 
thickness is 0.72 inch, is greater than the double shear, the 
number of rivets in each pin plate is governed by single shear. 
The inner plate requires 5.06 x 15000/6610=12 rivets, and 
the outer one 3.38 x 15 000/6610 = 8 rivets. But the full bear- 
ing value of the inner pin plate is only 74 250 pounds, which 
being less than its full tensile strength will slightly modify the 
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distribution of stress beyond the pin. As several rivets are 
placed there to keep the plates in contact, they will have ample 
strength to transfer the stress. Since this member is also sub- 
ject to compression, both pin plates will be made the same 
length in order to give additional stiffness to its forked ends. 
On account of this extension in length the number of rivet lines 
is reduced from four to three, and this requires a net area at 
the pin of 15.82 square inches, and a change in the thickness 
of the pin plates to ^ inch in order to conform to the specifica- 
tion quoted from Art. 83. The required number of rivets is 
increased by one for each plate. The distance beyond the pin 
is 15.86 X 0,70/1.97 = 5! inches. (See Fig. 129.) 

At the upper end of Cdthe flanges of the channels need only 
to be cut down to 2J inches, thus leaving a clearance of J inch 
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between them and the upper chord with plates. The required 
sizes o£ the pin plates are marked on Fig. 128. The net areas 
of the channel, and of the inner and outer pin plates, are 
respectively 9.37, 4.27, and 2.53 square inches, making a total 
of 16.17 square inches. The stresses taken by the pin plates 
are 64 100 and 38000 pounds, while the required numbers of 
rivets are 10 and 6 respectively. The plates are extended 
farther so as to pass the tie plates. 

As shown in Fig. 130, the angles in the diagonal dE have to 
be cut off entirely one foot from the pin center in order to avoid 
interference with the post channels of Dd. The entire stress 
must, therefore, be carried to the pin by the pin plates. The 
full strength of dE is 17.88 x 9210= 164 700 pounds, since the 
area was determined by the compressive stress. The linear 
bearing on the pin for each side of the member cannot be less 
than 164 700/(2 X 6 X 22 000)= | inch. The full compressive 
strength of the member does not determine the net area required 
at the pin hole. If it be 
q_'oj assumed that the entire shear 
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°'o'? nf-^' in the panel causes tension in 



4t?.ri3ix^* only one of the diagonals, the 

2Fi3.i4Ai-2'9' jjgt ai-gj, would be 152500/ 

'^' '*^ 15000=10.17 square inches. 

The corresponding area at the pin is, therefore, 7.12 square 
inches for each side, and if the pin plates be taken 14 inches 
wide, the total thickness must be 0.89, or say i inch, to allow- 
something for excess of section in the member. Let two plates 
be used, each one-half an inch thick. The shorter one requires' 
41 200/6610=7 rivets, and both of them need 82400/6610= 13 
rivets. The pin plates are to extend 7.12 x 0.70/1 = s inches 
beyond the pin. Let the same arrangement be used also at 
E. The pin plates are slotted and attached to the inner sides 
of the angles so as to reduce the effect of eccentricity. 



^dovGoot^lc 



Art. 96. 



PIN PLATES. 



287 



The net sectional area of the stiff lower chord member which 
will be made continuous from a to c (Fig. 124) is 26 square 
inches on each side of the member. The composition of this 
section and the full tensile strength of each plate or shape are 
as follows : 





Net Section. 


SntKssRs. 


1 web plate, 18" x J" 

2 angles, 3!" x 3i" x i" 
I pin plate, n" x i" 

I pin plate, 17" xi" 
Total 


5.00 sq. ins. 
5.50 
2.50 
S.62 
18.62 


75 000 lbs. 
82500 

84300 



In determining the net section at the pin, two rivet holes are 
also deducted. (See Fig. 131.) At the end of the pin plates 
the web takes a stress of 112 500 pounds, and the two angles 
82 500 pounds, the rivet holes being deducted from the web 
section and one from that of each angle. Since the web's share 
of the stress is just equal to that carried past the pin by the 
web as well as that of the narrower pin plate, the only stress 
that has to be transferred to the angles is that from the wider 
pin plate. The number of rivets connecting the latter to the 
angles must not be less than 84300/6610=13, while only 
6 rivets are needed 
to connect the nar- 
rower pin plate to 
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the web. Although 

the angles extend 

past the pin, none 

of the rivets on the 

right of the pin should be counted in the 13 required. In 

order to avoid reducing the net section of the member, the 

rivets in the tie plates are given the same pitch as those in 
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the vertical legs of the angles until the pin plates are passed. 
On dividing the stress in proportion to the bearing on the pin, 
the J" web and J" pin plate take 60000 pounds each, while the 
§" pin plate takes 75 000 pounds. This stress due to bearing 
in the J" pin plate exceeds that which it can carry past the pin 
by 60000 — 37500=22500 pounds, and hence 3 rivets are 
required on the right of the pin to transfer this excess to the 
web and to the other pin plate. More than this number are 
inserted (Fig. 131). 

The pin bearing at panel point C in the upper chord is to be 
designed to take the horizontal component of the full tensile 
strength of the diagonal Cd, or 199 200 pounds. The linear 
bearing on each side is 199200/(2 x 5.25 x 22 000)=: 0.863 inch, 
and hence a pin plate of the mini- 
mum allowable thickness is required. 
As the web plate is \^ of an inch 
thick, the pin plate's share of the 
bearing is 99600 x 6/17 = 35 200 
pounds. Since the only change in 
the section of the upper chord at C is in the web plates, the 
stress in the pin plate must be transferred to the web plate, 
and therefore requires 35 200/6610 = 6 rivets. Most of these 
are to be placed on the right-hand side of the pin, but in so 
small a plate the appearance is improved by making both sides 
alike, as shown in Fig. 132. 

At the hip joint B (Fig. 124) the entire stress in the upper 
chord member BC and that in the end post aB are transferred 
to the pin, all the plates and shapes except the hinge or lap 
plates being faced parallel to the bisecting plane of the angle 
and about \ inch from it. The hinge plates of each member 
consist of two plates, located on the inside in one case and on 
the outside in the other, and extend past the pin. Their pur- 
pose is to prevent any accidental blow from displacing these 
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members, and to facilitate the erection of the truss. The com- 
bined pin plates on both members must be arranged with 
respect to each other so as to provide a clearance of at least 
-J inch between them. The full strength of the chord BC is 
4S.61 X 13 580 = 660 100 pounds, while that of the end post aB 
is 53-og X 1 1 740=623 300 pounds. The linear bearings required 
for each side on a 6-inch pin are respectively 2|^ and 2^ inches. 
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Fig- 133 shows the thicknesses and the arrangement of the pin 
plates, and the bearing stresses which they take. It is to be 
remembered that the distance back to back of the angles, or out 
to out of the web plates, is the same in both members. Beyond 
the pin plates the stresses in the plates and angles composing 
the chord BC must be directly proportional to their gross areas. 
Considering only one side of the member, the division of stresses 
is as follows : 





G..SSAX.X. 


Stkhsbbs. 


J cover plate 
I upper angle 
I web plate 
I lower angle 
I flat 


5.685 

2.87 
5-00 


8.S5Ssq-ins. 
7.88 

7.87 
34.305 sq. uis. 


1 16200 lbs. 
107000 

106900 
330 100 lbs. 



sdBiGooi^le 



zgo 



DESIGN OF A PIN TRUSS BRIDGE. ChAP. IX. 



Since nearly all the stresses in the pin plates must be trans- 
ferred to the angles, the ideal arrangement of pin plates would 
be to have the same thicknesses on the outside of the vertical legs 
of the angles as (in sjunmetrical order) on the inside of the web 
plates, the plates outside of the angle being either of equal 
thickness or of regularly decreasing thickness. The plate next 
to the angle should be the longest and the outside one the 
shortest, those on the inside of the web being of the same suc- 
cessive lengths to make the entire arrangement symmetrical 
Such a plan can be carried out completely in connection with 
the middle web of a chord having three webs, but with the out- 
side webs it can only be approximated. 
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In this case the lengths are preferably made to alternate on 
the opposite sides of the web ot angle, the filler plate being 
made a trifle longer than the next one on the outside merely for 
the sake of appearance. The object of this method is to trans- 
fer the stresses from the pin plates to the respective shapes 
composing the body of the chord by the most direct route and 
to put as many of the rivets in double shear as possible. Its 
application to the chord BC is illustrated in Fig. 134. 
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The web plate takes 107000—57750=49250 pounds more 
stress than it gets directly from the pin bearing, and as the 
^" plate, which also serves as a filler between the upper 
and lower angles, is not directly connected to the angles, it will 
be assumed that 49250 pounds of its stress is transmitted 
directly into the web plate, and that the balance of its stress, 
or 8500 pounds, is to be transferred to the angles indirectly 
through all the other plates, including the web, in proportion 
to their respective thicknesses. The division gives plates i, 2, 
and 4 (see Fig. 133) extra stresses of 2100, 2600, and 2100 
pounds respectively. The total stress in plate i is then 68 100 
pounds, and 1 1 rivets in single shear are required to transfer its 
stress to the upper and lower angles. Let the length of the 
plate be extended to include 6 rivets in the shorter angle, since 
its stress is to be divided about equally between the upper and 
lower angles. (See Fig. 134.) These 12 rivets also pass through 
plate 2, and being thus in double shear, their bearing in the 
angle will determine the stress which they can take out of 
both plates 1 and 2. This bearing value is iz x8430= 101 200 
pounds, while the combined stress in both plates equals 153 200 
pounds, leaving a balance of 42 ooo pounds to be taken by 
additional rivets in single shear. The number required is 
42000/6610=7. Plate 2 is accordingly extended to engage 
4 rivets in each angle beyond the extremity of plate i. 

The combined strength of plates i, 2, and 3 is 221 300 pounds, 
while the bearing value of the 20 rivets which are in double 
shear is 168600 pounds. The balance requires 52 700/16610 
= 8 rivets in single shear. Plate 3 is therefore extended 4 rivet 
spaces beyond plate 2. The number of rivets required to carry 
the stresses from the filler plate 4 to the web and to plate 2 is 
(49250+ 1S004- 26oo)/66iQ = g. Many more than this num- 
ber must be inserted to keep the plates in contact and to give 
the necessary stiffness in compression. It will be noticed that 
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DESIGN OF A PIN TRUSS BRIDGE. 



Chap. IX. 



3 rivets are placed between the angles in the last vertical row 
in each pin plate, while in the other rows alternate rivets are 
omitted, the resulting pitch being the maximum allowed. The 
rivet pitch in the angles is 3 inches, and this pitch is to be con- 
tinued far enough to satisfy the specification that at the ends of 
compression members the pitch shall not exceed four times the 
diameter of the rivets for a length equal to twice the width of 
the member. Beyond that limit the pitch is increased to a 
distance somewhat less than 6 inches, depending upon the 
lacing. 
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In the same manner the lengths of the pin plates on the end 
post and their riveting may be determined. Fig. 135 shows the 
result for the upper end of the end post! That for the lower 
end differs from this only in the effect of the additional vertical 
load transferred by the end floor beam (see Plate IV). In order 
to provide for the connection of the portal bracing, the middle 
row of rivets shown in Fig. 13S will be replaced by a double 
row of field rivets, the outer rows in the web plate being mo<:ed 
a little closer to the angles, 
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When a pin plate is shorter than its width, it Is desirable to 
investigate it as a beam with its reactions at the rivet lines of 
the angles, and the load at the pin. In the case of the hinge 
plate on the end post it was found that a solid plate 13.6 Inches 
long at its center is required. If the plate did not extend be- 
yond the pin, its length would have to be increased. 

In the upper chord and end posts of Fig. in, Art. 82, the 
cover plate is 34 inches wide, and in order to avoid an excessive 
thickness of pin plates on the webs, short intermediate web 
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plates or diaphragms are inserted which also aid in a more 
direct distribution of stresses from the pin to the plates and 
shapes composing the member. 

The results of some pin-plate tests are published in a paper 
by T. H. Johnson read before the Engineering Society of West- 
em Pennsylvania, and reprinted from its Transactions in Engi- 
neering Record, vol. 28, page 39, June 17, 1893. 

Fig. 136 shows an actual example which illustrates a fre- 
quent practice of inserting in the pin plates a sufficient number 
of rivets to carry their respective stresses out of the plates, but 
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without any regard to where those stresses are to be transmitted. 
The effect of this arrangement is to stress the web plates near 
the end of the member far beyond the safe value. It will be 
observed that only three rivets in the lower angles and four in 
the upper ones are in double shear, and that the wide J-inch 
outer pin plate should be considerably extended to engage 
additional rivets through the angles, while the inside plate 
should be made longer than any other one. 

Another typical example of an inefficient design, but which 
gives an appearance of adequate strength, is that in which the 
filler plate is extended about twice as far as any other pin plate, 
and contains as many rivets as can be crowded in with a 3-inch 
pitch in both longitudinal and transverse directions. 

Art. 97. Tib Plates and Lacing. 

Specification. — At the ends of compression members the pitch of rivets 
sliaJl not exceed four diameters of the rivet, for a distance equal to twice the 
greatest width of the member. 

All segments of compression members connected by lacing only, shall have 
tie plates placed as near the ends as practicable. The tie plates sliall have a 
length not less than the greatest width of the member, and a thickness not less 
than one-foitieth of the distance between the lines of connecting rivets, meas- 
ured at right angles to the length of the member. 

Single lattice bars shall have a thickness of not less than one-fortieth, and 
double bars connected by a rivet at the intersection of not less than one-six- 
tieth of the distance between the rivets connecting them to the mepibers ; and 
their width shall be: 

For 15" channels, 
3J" or 4" angles 

For 12" and 10" channels, or builtl 
sections with 3" angles 

For 9" and B" channels, or built seo-l 
tions with 3j" angles 
The distance between connections of latdce ban shall not exceed eight timea 
the least width of the segments connected. 



■ pj inches (}" rivets). 
2 inches (J" rivets). 
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In order to determine how close to the end of any member 
the tie plate — also called stay or batten plates — may be placed, 
it is necessary to draw the limiting outlines in direction as well 
as position of all the members which meet at the same panel 
point. Some clearance must be allowed so as to facilitate erec- 
tion, and the riveting in the other leg of the angle or in the web 
of the channel, as the case may be, affects the location of the 
end rivet in the tie plate. The length of the tie plate must not 
only comply with the specification, but it is frequently made a 
little longer than the minimum limit so as to conform to the 
necessary spacing of the lattice bar connections. Where a tie 
plate is close to a web diaphragm of a member its length may be 
reduced. In tension members the tie plates are usually shorter 
than in compression members. 

In members built up so as'to require rivets between those 
connecting the lattice bars to the member, the space between 
adjacent connections is preferably a multiple of the rivet pitch, 
the latter not being expressed closer than a full eighth of an 
inch. , In double lacing the multiple may be that of any number 
whether odd or even, but in single lacing the number should be 
an even one. In single lacing that on opposite sides of the 
member is arranged so that if both are projected on a parallel 
plane, the combined projections are symmetrical about the cen- 
tral axis. The bars generally make an angle with a plane 
perpendicular to the axis of the member, not to exceed 30 
degrees for single lacing nor 45 degrees for double lacing. 
Some specifications limit the distance between the connections 
to eight times the least width of the segments connected, or to 
the width of the channel plus nine inches. The spacing should 
also be such as to provide adequate openings for painting the 
interior surface of the member. In members of minor impor- 
tance or in tension members the angles may slightly exceed 
these values. Waddbll's specification mentions only single 
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lacing and prescribes lacing angles to be used when bars exceed- 
ing 2^" X J" would otherwise be required. 

The American Bridge Company's Standards for Structural 
Details contains a table giving the maximum distances between 
connecting rivets for different thicknesses of bars, in accord- 
ance with the specification at the beginning of this article, the 
standard form and length of the ends beyond the rivets, and 
the ordered as well as the finished lengths of the bars. Exam- 
ples of tie plates and lattice bars in both single and double lac- 
ing are shown in Figs. 1 1 1 and 134 and Plates IV, V, and VII. 

Sometimes where the tie plates of posts cannot be placed 
very close to its ends, as in the case where the flanges are turned 
outward and cut off to clear the upper chord, short middle web 
diaphragms are inserted which extend to within a few inches of 
the pin. This diaphragm may be composed either of a channel 
or of a plate and two angles. 

Art. 98. End Bearings. 

Specification. — Every span must be provided with some means of 
longitudinal expansion and contraction due to changes of temperature over 
a range of one hundred and tifty degrees Fahrenheit. Every span must be 
anchored at each end to the pier or abutment in such a manner as to prevent 
the slightest lateral motion, but so as not to interfere with the longitudinal 
motion of the trusses due to changes of temperature or loading. 

The greatest allowable pressure upon expansion rollers of fixed spans, 
when impact is considered, shall be determined by the equation p — 600 d, 
where fi is the allowable pressure in pounds per linear inch of roller, and 
d is the diameter of the roller in inches. The least allowable diameter for 
expansion rollers is four inches. The bearings shall be so designed as to 
permit a free movement of the rollers in the longitudinal direction of the 
span sufficient to lake up the extreme variations in length due to temperature 
changes and defleciions, and at the same time prevent any transverse motion 
of the end of the span. 

All shoe plates, bed plates, and roller plates are to be so stiffened that the 
extreme fiber stress under bending, when ihipact is included, shall not exceed 
16 000 pounds per square inch. Bed plates shall be so proportioned that the 
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pressure upon maatHiiy (including impact) will not exceed 400 pounds per 
square inch. 

Pedestals shall be dther of cast steel or built up of plates and shapes. 
In built pedestals, all bearing sur&ces of the base plates and vertical bearing 
plates must be planed. The vertical plates must be secured to the base by 
angles having at least two rows of rivets in the vertical legs ; and the said 
vertical plates must bear properly from end to end upon the base. No base 
plate, vertical plate, or connecting angle shall be less in thickness than three- 
quarters of an inch. The vertical plates shall be of sufficient height and 
must contain enough metal and rivets to distribute properly the loads over 
the bearings or rollers. The bases of all cast-steel pedestals shall be planed, 
so as to bear properly on the masonry or rollers. All rollers and the faces of 
base plates in contact therewith are to be planed smooth, so as to furnish 
perfect contact between rollers and plates throughout their entire length. 
All pedestals, whether built or cast, must have one or more diaphragms 
between webs, carried up as high as the general detailing will permit, so as 
to transmit any transverse horizontal thrust to the base without overstraining 
the webs by bendmg in their weakest direction. 

The details of expansion bearing are described and illustrated 
in Arts. 44 and 81, while the design of such bearings was fully 
outlined in Art. 64 with reference to their use in plate girders. 
As the same principles apply equally to the design of the end 
bearings of trusses, the external forces, although larger, acting 
in the same manner, it seems unnecessary to extend the treat- 
ment of this subject. To explain and illustrate the design of 
all the details of the bearing of the truss under consideration 
in this chapter would also require more space than can well be 
spared for the purpose. 

Attention should be called, however, to experimental investi- 
gations of the stresses in friction rollers. The papers named 
below give additional references to theoretical investigations 
and .experiments. A Review of Professor Grashof's Investi- 
gation of the Carrying Capacity of Rollers and Balls, by Carl 
G. Barth, may be found in Proceedings of Engineers' Club of 
Philadelphia for 1893, vol. 10, page 259. A valuable paper by 
C. L. CRANDAI.L and A. Marston, entitled Friction Rollers, is 



^dovGoot^lc 



298 DESIGN OF A P^ TRUSS BRIDGE. ChAP. IX. 

published in Transactions of the American Society of Civil 
Engineers, vol, 33, page 99, Aug., 1894, with additional discus- 
sion on page 270. It contains the results of extended experi- 
ments on rollers of cast iron, wrought iron, and steel, and of 
the study of glass rollers under pressure by means of polarized 
light. A number of specifications have smce been revised in 
conformity with the conclusion reached in this paper that the 
safe pressure varies directly as the diameter of the rollers, 
instead of as the square of the diameter, as implied in most 
of the specifications then in use. See also, Merriman's Me- 
chanics of Materials, Art. 107. 

Reference may also be made to a note on the design of seg- 
mental rollers by F. P. McKibben in Engineering News, vol. 
36, page 401, Dec. 17, 1896. A correction of one of the 
formulas was published on page 433, Dec. 31. The design of 
segmental rollers is also discussed in the references given in 
Art. 81. 

Art. 99. Minor Details. 

SPECfflCATION. — All plates, angles, and channels used in built members 
of trusses, must, if pi-acticable, be ordered llie full length of the member; 
Otherwise the splices must develop the full strength of the member without 
any reliance being placed on the abutting ends for carrying compression. 
But in total splices at the ends of sections, perfect abutting of the dressed ends 
is to be relied upon. However, the splice plates even there must be of ample 
size and strength for both rigidity and continuity. 

As shown in Fig. in, and on Plates III and V, the upper 
chord is spliced a short distance to the left of a panel point in 
the left half of the truss. As the erection of the trusses begins 
usually with the middle panel, the chord is not spliced within 
the limits of that panel. In small trusses a splice is generally 
located in every panel except the middle one, but in larger 
trusses where the upper chord is horizontal it is often built in 
parts which are continuous over two panels. Such an arrange- 
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ment is shown on Plate IV, the web plates being spliced in the 
shop as the plates in the adjacent panels differ in thickness. 
The angles and cover plate are continuous, as their section is 
the same in both panels. 

A splice plate is placed on both sides of each web, the outer 
one extending between the vertical legs of the upper and lower 
angles. Another plate is put on top of the cover plate, while 
the tie plate acts also as a splice plate below. All of these 
plates should be wide enough (longitudinally with respect to 
the chord) to permit two rows of rivets on each side of the 
joint. When the chord is large the size is increased, as shown 
on Plate V. In this case there are four- webs, but as only the 
two outer ones can be spliced, one plate is placed on the inside 
and two on the outside of each of these two webs. 

For the truss whose design is under consideration the splice 
plates on the side will be made 12 inches long, the joint being 
placed midway between consecutive rivets of 3-inch pitch in the , 
vertical legs of the angles. The plate on the cover must there- 
fore be 15 inches wide in order to have two rows of rivets on 
each .side of the joint. The tie plate will have its ordinary 
length as stated in Art. 97. The elevation of one end of a 
chord member next to the splice was introduced for the sake of 
illustration in Fig. 1 32, Art. 96. TJie field rivets in the top and 
bottom beyond the first two in each line are for the plates con- 
necting the laterals to the chord. As the chord is preferably 
built continuous- from 5 to a point near D (Fig. 124), the web 
only being spliced in the shop, the chord joint shown in Fig, 
132 really belongs to D, whose pin plates are made the same as 
those designed for C. Since the web plates are ^" thick in BC 
and W" in CD, a filler J" thick is required on one side of the 
web joint near C on the inside of each of the thinner web 
plates. 
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When the upper chord of a truss changes its direction in any 
two adjacent panels, the splice must necessarily be located 
directly at the pin, and the pin plates should then be designed 
to transmit the entire stress through the pin in the same manner 
as for the hip joint, no direct contact being allowed between the 
adjacent chord members. An important reference to this topic 
may be found in Proceedings of the Engineers' Club of Phila- 
delphia, vol. 14, pages 155 and 164. 

If possible, the stiff lower chord ac should have its sides par- 
allel so as to simplify the construction by making all the lattice 
bars of equal length. It is found that the outside of its web plate 
is only three-sixteenths of an inch farther from the central plane 
of the truss than that of the end post. This distance must be 
increased three-quarters of an inch in order to permit the former 
web plate to pass the |-inch pin plate outside of the angles of 
the end post. At this end of the end post the outside pin plates 
will be made the hinge plates, so that the hinge plates of the 
pedestals will be on the inside. An inspection of the bending 
moment diagram of the pin at _c shows that this change will 
slightly reduce the bending moment in the pin, provided the 
washer to fill the extra space on each side of the central plane 
is placed directly inside of the web plate, thus leaving unchanged 
the distances of all the eye-bars from the center except those of 
the two outer bars in the panel cd. Any other position of the 
washers would materially increase the bending moment and 
consequently change its diameter. 

The diaphragm web between the channels of each interme- 
diate post opposite'the floor beam is designed to carry half of 
the floor beam reaction to the outer channel. The smallest 
angles allowed for |-inch rivets, namely, 3J" x 3^" x |" angles, 
and four in number, together with a web plate 9" x |", will fur- 
nish more than sufficient strength for this purpose. The length 
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of the diaphragm equals the total height of the angles connect- 
ing the floor beam to the post 

One of the diagonals of the middle panels must be cut so as 
to pass the other one, the two parts being connected by a plate 
on each side, the two plates having the necessary net section 
and number of rivets in single shear to transmit the full strength 
of the member. A short tie plate is inserted on each side of 
the splice. In a similar manner splices are to be designed for 
one of the upper laterals in each panel. The splice in the lower 
laterals consists of a single plate in each case. The computa- 
tions required for these three sets of details are so simple that 
they will not be given. 

Art. 100. Camber. 

Specification. — All trusses must be provided with such a camber that with 
the heaviest live load on the span, the total camber shall never be quite taken 
out by deflection. With parallel chords sufficient camber will be obtained by 
makiDg the panel of the top chord longer than those of the bottom chord by 
one-eighth of an inch for each ten feet of length. The increased length of the 
top chord shall be neglected in figuring the lengths of main ties, but shall Lie 
considered when figuring the lengths of inclined end posts and counter-braces. 
Half the increase in length shall be considered in figuring the length of tflp 
laterals. One-half of the camber after a span is swung is to be taken out of 
the track by notching the ties, unless this would cut too deeply into the timber. 

The application of this specification to the truss under con- 
sideration makes the actual or shop lengths of the upper chord 
panels ^^ inch longer than the nominal length of 2$ feet. The 
length of the main diagonal, without allowance for the clearance 
of the pins in the pin holes, is 39 feet lOjj inches. The length 
of the end post and counter- braces is ^ inch longer without a 
similar allowance. To the several lengths just given ^ inch 
is to be added for pin clearance in the case of compression 
members, while it is to be subtracted in the case of tension 
members. 
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A more precise method of providing for camber, and which 
must be applied to larger spans according to the above specifi- 
cation, consists in making the shop length of each tension 
member shorter than its nominal length by an amount equal 
to the elongation caused by its stress under the dead and full 
load when increased by a small percentage. The length of a 
compression member is correspondingly increased. The same . 
allowance for the pin clearance is to be made as that noted in 
the preceding paragraph. When the elongation or shortening is 
computed for the dead and full live load stresses only, the cam- 
ber is entirely taken out under the full live load. The lengths 
of secondary members, like the short diagonals in a Baltimore 
truss, are sometimes made the mean of the nominal length and 
that obtained in the manner just described. 

The deflections at the various panel points are most con- 
veniently found by the graphic method explained in Chap. VII, 
Part II. The results may be checked either by a separate dia- 
gram or by computing the deflection at the middle panel point 
of the loaded chord, by the method given in Chap, V, Part I. 

In an article entitled Camber of Bridges, in Railroad Gazette, 
vol. 22, page 665, Sept. 26, 1890, Theodore Cooper states the 
object of camber and describes its relation to the track surface. 
See also Camber in Bridge Trusses, by G. H. Pegram, in 
Engineering News, vol. 18, page 21, July g, 1887. 

Special attention was given in the design of the Delaware 
river bridge to its deflection and camber. The lengths of the 
members were so arranged that the center of the bottom chord 
should be about as far below its normal position under a full 
load on both tracks as when the span is unloaded, it being 
assumed that the greatest live "load on the bridge would very 
rarely exceed that of a full load on one track. A description of 
the methods employed to secure this result, to avoid excessive 
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tension in the stringer connections due to the elongation of the 
lower chord, and to reduce the effect of secondary stresses due 
to the subdivision of the panels by the secondary web system, is 
given by Paul L, Wolfel, in Proceedings of the Engineers' 
Club of Philadelphia, vol. 14 (1897), page 156. 

Art. ioi. Analysis of Weight. 

Specification. — If in any bridge design the dead load assumed shall differ 
from that computed from the diagram of sections and the detail drawings by 
an amount exceeding one percent of the sum of the equivalent live load and 
actual dead load, the calculations of stresses, etc., are to be made over with a 
new assumed dead load. 

After computing the weight of every member the results for 
one truss, exclusive of the pedestals, may be classified as follows : 



...„„..™. 


.^ 


OBK.H.LF LaTBRAL AMD 


P.^. 


Intermediate posts 
Suspenders 
Diagonals 
Lower chord 
Upper chord 
End posts 
Pins 


1.632 
5406 

26162 
29924 
28682 
18 '34 
2632 
122 572 


Upper laterals and 

connections 
Lateral struts and 

sway bracing 
Portal bracing 
Lower laterals and. 

connections 


5922 

3686 
3604 

7410 
19622 



If the pins be included with the chords, the weight of the 
web members is found to be 61 334 pounds, and that of the 
chords to be 61 238 pounds, thus indicating that the depth 
chosen is the one which makes the weight of the truss a 



minimum. 



The total weight of these members is made up of the foUow- 
ing items : 
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Po™». 


Pbrcbht. 


Main shapes and plates composing members 


109768 


77-2 


Pin plates 


7608 


S-3 


Tie plates and ladng 


10676 


7-5 


Connections, splices, and other details 


10460 


7-4 


Rivet heads 


3682 


2.6 




142194 


loo.o 



In the first edition of Part III a corresponding analysis was 
given for a single-track Pratt truss bridge with a span of 
142 feet, and designed for a load but little more than half that 
specified in Art 83. The corresponding percentages were 76.7, 
S-3. 7-1, 6-it and 4.8. This shows that the relative combined 
weight of the details is only slightly affected by considerable 
changes in the loading and specifications. 

Since the net weights of the shapes and plates composing 
some of the members cannot be computed with precision until 
many of the details are designed, it is desirable to compare 
the total weights of the- several classes of members with their 
theoretic weights obtained by means of the adopted gross 
sectional areas and their lengths, center to center of pins, no 
deduction being made for pin holes. Such a comparison is 
made in the following table : 





Final 
Weights. 


WE10H15. 


Ratio. 


Intermediate posts and suspender 
Diagonals and stiff chord ac 
Upper chord and end posts 
Eye-bars 


17038 
33028 
46816 
23058 
II9940 


11776 
23352 

37 334 
20026 
92488 


1.447 
1.414 
1.254 
1.151 
1.297 



These ratios vary somewhat for various types of pin trusses 
and for different spans, but the difference is comparatively 
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small. For instance, in one of the fixed spans of the Delaware 
river bridge, whose length is 533 feet, the upper chord being 
curved and the panels subdivided (see Fig. 10), the ratios are 
as follows: Intermediate posts and long suspenders, 1.457; 
upper chord and end posts, i .204 ; eye-bars, 1.137; sub- 
verticals, 1.97s ; intermediate horizontal stays or rails to sup- 
port the long posts, 1.839; *°d total, 1.228. These values 
are given by F. C. Kunz in the article to which reference is 
made at the end of Art. 82. 

By means of such ratios the dead load assumed in com- 
puting the stresses may be corrected as soon as the sections 
of the members are designed, thereby avoiding any revision 
after the details are designed. No revision was made in this - 
chapter in accordance with this method m order to furnish 
the data for an example to the student, who should make the 
revision and observe the consequent effect upon the sections 
of the members. 

The dead load for one span, exclusive of the pedestals, is 
divided as follows : 





PoimiH. 


Pbucbbt. 


Track 

Steel floor system 

Trusses and connecting bracing 


77000 
107240 
284390 
468630 


16.4 
22.9 

6°-7 



The steel floor system is made up of two end floor beams, 
each weighing 3537 pounds, four brackets outside of the end 
floor beams and in line with the stringers, each weighing 
303 pounds, together with fourteen stringers and six inter- 
mediate floor beams whose weights are given in Arts. 85 
and 86. ■ 
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The excess of the actual dead panel load per truss over 
that assumed is 33470-30000=3470 pounds. The sum of 
the equivalent live load and the actual dead load per panel 
is 79 100 + 33 470= 112 570 pounds. The excess of the dead 
panel load is 3.08 percent of this sum, and hence a revision 
is required according to the specification printed at the head 
of this article. It will be found that only a part of the sections 
of members need to be increased on account of their excess of 
area over that previously required. 

Art. 102. General Drawing. 

Instead of reproducing the general drawing of the truss and 
its connecting bracing, whose design is given in this chapter, 
there is inserted in Art. 82 a similar drawing of a single-track 
through truss bridge of a span of 200 feet, it being a part of one 
of the standard plans of the Northern Pacific Railway prepared 
by Ralph Modjeski (see Plate IV). Four other sheets, not 
reproduced, belong to the complete set. 

The dead load is assumed to be 2700 pounds per linear foot 
of bridge, one-third of it being concentrated at the upper panel 
points. The live load consists of two 146-ton locomotives with 
a combined length of 124 feet, preceded and followed by a uni- 
form load of 4000 pounds per linear foot of track. The top 
lateral bracing is designed for a wind load of 250 pounds per 
linear foot, and the bottom lateral bracing for a steady load of 
200 pounds and a moving load of 300 pounds per linear foot. 

The percentages of impact are as follows : 2 1 percent for the 
bending moments of the stringers and end floor beams ; 1 7 per- 
cent for those of the intermediate floor beams ; 35 percent for 
the shears of stringers and all floor beams ; /j percent for the 
end posts, top and bottom chords, the diagonal Be and the abut- 
ments; II percent for the post Cc and diagonal Cd-, 14 per- 
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cent for the post Dd and diagonal De ; 30 percent for the post 
Ee and diagonal Ed. 

The stringer (not shown on Plate IV except in section) has a 
web plate 36" x ^5", flanges composed of two angles 6" x 6" x |", 
five pairs of stiffeners 3 J" x 3" x |", all being crimped over the 
flange angles except the inner one of the middle pair, to which a 
cross-frame is connected. The connections at each end consist 
of two angles 6" x 6" x ^" and two fillers 9" x f". The laterals 
are composed of single angles 4" x 3J" x |", arranged like the 
web members of a Warren truss, in a continuous series from end 
to end of the span, there being three panels of the lateral brac- 
ing in each panel of the bridge. The cross-frame has an angle 
4" X 3" x I" for each horizontal brace and an angle 3" x 3" x \" 
for each diagonal. The bracket in each hne of stringers outside 
of the end floor beam projects 15 inches beyond the center of 
the floor beam. 

All the material in the span, except where otherwise noted, 
is medium steel. All rivets are of soft steel and \ inch diameter. 
The first figure in the size of any angle marked on the drawing 
indicates the width of the leg shown. 

The student's attention is called to the following features which 
differ from those indicated in Figs. 113 to 135 inclusive. The 
construction of the end of the intermediate floor beam and its 
clearance for the eye-bars, the wide spacing of the stringers ; the 
use of eye-bars for all the diagonals ; the larger diameter of the 
pin at e ; the addition of a collision strut which in turn necessi- 
tates a pin connection at panel point b\ the use of extra angles 
at the bottom of the upper chord and end post to balance the 
section, the lattice bars being connected to the inner ones; the 
position of the eye-bars of Be on the outside of the upper 
chord, thus reducing the width of the chord ; the use of adjusta- 
ble upper laterals ; the combined pin and splice plates on the 
sides of the upper chord ; the combined lateral connecting plate 



^dovGoot^lc 



308 DESIGN OF A PIN TRUSS BRIDGE. ChAP. IX. 

and splice plate on top of the chord, the connection of the posts 
at d and e to the lateral connecting plates by means of U-plates ; 
and the connection of the lateral plates at a, b, and c to the stiff 
lower chord. Some other items were referred to in Chap. VIII. 
■ The student should carefully study the details of other 
modem designs from the blue prints in the college collection, 
or by. visits of inspection to actual bridges in the vicinity, and 
record in his note book the special features of the construction 
in each case. If this is done in some regular order, many points 
will be noticed that otherwise would be overlooked. The study 
of shop drawings on which each member is shown separately in 
the manner described in Art. 17 is especially important with 
reference to the location of rivets, their relation to center lines 
and to points of intersection of axes of connecting members, 
and their influence on the exact lengths of the projecting ends 
of members. They also show modifications in spacing to avoid 
interference, and what rivets are flattened or countersunk to 
secure the necessary clearance. These are frequently not 
shown on general drawings, 

A complete set of drawings for a truss like the one treated in 
this chapter includes the following sheets. The stress sheet, 
general drawing, end post and part of upper chord, balance of 
upper chord and stiff lower chord, suspender and intermediate 
posts, stiff diagonals (if any), portal and sway bracing, upper 
and lower lateral bracing, end bearings, and the erection dia- 
gram. The general drawing is sometimes omitted. 

Art. 103. Bridge Design References. 
In Art. 7 references are given to the principal Uterature on 
bridge design. The following articles which have appeared in 
the engineering periodicals will also repay careful reading. 
The reference to Waddell's elaborate paper is here repeated 
in order to notice the abstracts of the paper and its discussion. 
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Bridge Design. By H. J. Lewis. Engineering News, vol 
26, page 367, Oct, 17, 1891, 

Bridge Details. By E. Swensson. Railroad Gazette, vol 24, 
page 156, Feb. 26, 1892. 

Some Disputed Points in Railway Bridge Designing. By 
J. A. L. Waddell. Transactions American Society of Civil 
Engineers, vol. 26, pages 77-282, Feb., Mar., 1892. An abstract 
of the paper is given in Engineering News, vol. 26, pages 563, 
610, 621, Dec. 12, 26, 1901. See also editorial on page 566. 
An abstract of tbe paper and of the discussion is also given in 
Railroad Gazette, vol. 24, pages 772, 779, 811, and 823, Oct. 14, 
21, 28, Nov. 4, 1892. 

Notes on the Designing of Metallic Structures. By O. J. 
Marstrand. Engineering Record, vol. 29, page 187, Feb. 
17, 1894. 

Advance in the Design of Bridge Superstructure. By G. S. 
MORISON. Engineering News, vol. 30, page 80, July 27, 1893. 

Details of Construction of Engineering Structures. By C. C. 
Schneider. Engineering Record, vol. 32, pages 256, 364, 382, 
Sept. 7, Oct. 19, 26, 1895. 

Some Hints on Bridge Designing. By Oscar Sanne. Jour- 
nal of Western Society of Engineers, vol. 4, page 229, April, 
1899- 

Exhibit of Typical American Bridges at the Paris Exposition. 
By G. L, Fowler. Engineering News, vol. 44, page 10, July 
5, 1900. 

The Development of the Nineteenth Century in Bridge 
Design and Construction. Editorial. Engineering News, vol. 
44, page 405, Dec. 13, 1900. 

Excessive Refinement in Bridge Design. EditoriaL Engi- 
neering Record, vol 44, page 393, Oct 26, 1901. 
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CHAPTER X. 

design and detailing of a highway bridge.^ 

Art. 104. Data o*- the Design. 

It is proposed to design a highway bridge of 140 feet span 
which shall, in addition to highway traffic, carry that of trolley 
cars. The roadway is to be 18 feet in width from center to 
center of trusses. The trolley track is to be on one side of the 
roadway and its center J feet clear of the truss. On the oppo- 
site side of the roadway, on the outer side of the truss, will be a 
foot-walk 5 feet wide, supported on cantilever brackets attached 
to the posts. Judging from the rapid increase in trolley wheel 
loads during the past few years, it is advisable to construct all 
trolley bridges of such strength that they shall be sufficient to 
carry the traffic of heavy interurban cars. This bridge will 
accordingly be designed and detailed in accordance with Class 
B of Cooper's General Specifications for Steel Highway and 
Electric Railway Bridges and Viaducts (edition of 1901), with 
two exceptions as follows : 

First, omit § 3 and § 63 ; second, insert these clauses in § 48 : ' When the 
wind-load stress is taken into account, together with live-load stress in any 
truss member, two-thirds of it shall be considered as live-load equivalent and 
is lo be added to the live-load stress in computing the total stress.' 'When 
a post is tixed at its ends the flexural stress caused by the wind shall be com- 
puted by considering the ends fixed, but in computing the total stress due to 
combined loads it shall be considered hinged at both ends. 

On account of the uniformity of chord stresses and the small 

web stresses in the Bowstring truss, this form will be used. 

1 By F. O. DuFOUR, C.E,, Inatructot in Civil Engineering in I.ehigh University, 
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This truss has its upper chord pins approximately on the arc of 
a parabola which passes through the end pins and the middle 
top panel points. The general dimensions of the truss are as 
given on the stress sheet (Fig. 137). 

The dead load per linear foot is estimated as 1300 pounds. 
This estimate is based upon the weight of a similar bridge which 
has been erected, and it is more likely to be correct than any 
value derived from empirical formulas. The live load for the 
truss is taken from table A (§ 38, Cooper). The panel length 
will be 20 feet, thus making 7 panels per truss. The dead 
panel load is (i3CX)/2)20=s 13000 pounds. Taking the trolley 
track load as covering 8 feet of roadway, the roadway load as 
covering the remaining 10 feet, and the foot-walk as loaded 
with the roadway load, the live panel load for each truss will be 
29400 pounds. The dead, live, and wind-load stresses are now 
computed by the methods of Part I, and recorded on a stress 
sheet (Fig. 137). 

A careful consideration of the entire set of specifications 
should now be made, as much misunderstanding in the design 
will thus be avoided. The spacing of stringers and the general 
arrangement of the floor system should be decided upon and 
placed on the stress sheet. 

Art. ioS- Stringers. 

Trolley Stringers. — The dead load on these stringers is 
the weight of the 4-inch floor plus the weight of the ties and the 
rails. The rail is assumed to weigh 30 pounds per linear foot. 
The oak ties, 6x8 inches and 8 feet long, weigh 48/12 (8 x 4J) 
= 144 pounds each, and if they are spaced 14 inches from 
center to center, there are 17.14 ties to a panel, or (17.14 x 
144)7(2x20)^=62 pounds per linear foot. Considering the 
stringer nearest to the truss, and estimating the width of a post 
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as 12 inches, the floor plank will weigh 4^ x 4 x 5 =90 pounds 
per linear foot. The total dead load per linear foot is hence 
30 + 62 + 90 = 182 pounds, and the maximum bending moment 
due to this, since the length of the stringer is 20 feet, is 

1(182 X 20x20 X 12)= 109 200 pound-inches. 

In order to obtain the maximum live-load moment, the two 
loads of 120CO pounds each should be so placed that the center 
of the stringers is midway between the center of gravity of the 
loads and one load (Part I, Art. 91). 

From this rule it is found that this load comes at 7J feet from 
the end. The maximum bending moment occurs under this 
load, and its value is, 

5"^ X 12000(2^-1- 12J) 7j X 12 = 810000 pound-inches. 

The dead-load moment under this wheel is, (182 x 20 x 7.5 — 
7.5* X 182) 12/2 = 102 500 pound-inches. The total moment is 
the sum of the dead and live load moments, or 912 500 pound- 
inches. Then 912 500/13000= 7a4 inches* is the section 
modulus necessary. A 1 5-inch 60-pound I-beam has a section 
modulus of 81.2 inches*, and is hence stronger than required, 
but it will be used. The maximum shear is readily seen to be 
12000(1 -H J) -I- (182-1- 55) 20/2 = 20 370 pounds. The moment 
due to the weight of the beam itself is, (55 x 20 x 20 X i2)/8 
= 33 000 pound-inches, but as this is less than ^ (912 500) it 
need not be considered (§ 55, Cooper). 

Roadway Stringers. — The dead load for these stringers con- 
sists of only the weight of floor covering, which is 2 x 4 x 4J = 
36 pounds per linear foot. The bending moment due to this 
weight at 7J feet from the end is J (36 x 20 x 90 — 36 x 7^) 
= 20250 pound-inches. This is the dead-load moment under 
the wheel that causes the maximum live-load moment. Here 
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the loads are placed in the same position as for the trolley stringer. 
The concentration being 6000 pounds, 

^^ (2.5 + 12.5) X 7.5 X 12 = 405 000 pound-inches is the max- 
imum iive-load moment. The total bending moment is 20 250 

+ 405 000 = 425 300 pound-inches, which requires a section 
modulus of 425 300/13000 = 32,7 inches*. A 12-inch 3 ij-pound 
I-beam satisfies this condition and will be used. The maximum 
shear is 6000 (i +^)^-(36-^ 31.5)20/2 = 9700 pounds. The 
moment in the beam due to its own weight is ^(31. 5 x 20 x 20- 

X 1 2) = 1 8 900 pound-inches, but as this is less than ■s'([(425 300), 
it need not be considered. 

Foot-walk Stringers. — The bending moment due to the 
uniform load of 100 pounds per square foot is, for the center 
stringer, 

^(2.5 X 100 X 20 X-20 X 12)= 150 qoo pound-inches. 

The moment due to dead load, which consists of the weight of 
flooring only, is ^ (2.5 x 2 x 4^ x 20 x 20 x 12) = 13 500 pound- 
inches. The maximum moment is the sum of these, or 163 500 
pound-inches, and then 163500/13000=12.55 inches* is the 
section modulus required. An 8-inch 18-pound I-beam will be 
used, as k satisfies the conditions (§57, Cooper). The moment 
due to the weight of the beam itself is J(i8 x 20 x 20 x 12) = 
10800 pound-inches, and as this is less than ^(163 500), it 
can be neglected. 

The outer and inner stringers of the foot-walk will consist of 
8-inch channels. The inner one must resist one-half the above 
moment, while the outer one will, in addition to this, sustain a 
railing estimated to weigh 60 pounds per linear foot. The rail- 
ing will be connected to the stringers at the ends and at the 
one-third points. Both inner and outer stringer will be made 
the same on account of economy of construction. The moment 
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due to the railing is J(20x 60 X 3 X 20 x 12) = 32 000 pound- 
inches. The total moment which the outer stringer must stand 
is 32 000 + 163 500/3 = 1 13 750 pound-inches, and this requires 
a section modulus of 113 750/13 000= 8.75 inches^. An 8-inch 
13.75-pound channel must be used (^ 57, Cooper). The moment 
due to the weight of the stringer may be neglected. The maxi- 
mum shear for the inner stringer is, ^(13. 75 X 20 x 2.5 x 100 
X 20/2 -I- 2.5 X 2 X 4^ X 20/2) = 1499 pounds. In the same 
manner the maximum shear for the middle stringer is found to 
be 2905 pounds, and for the outer stringer, railing included, 
2100 pounds. 

The masonry plates for the end stringers can now be com- 
puted (§ 126 and 5 130, Cooper). They are as follows: For 
the trolley stringer, area = 20 370/250 = 81.8 square inches, 
and length = 81.8/6 = 13.63 inches, since the width of flange 
of trolley stringer is 6 inches ; in like manner for the roadway 
stringer the plate must be 5 x 7.8 inches, for the center foot- 
w^lk stringer 2.35 x 3.6 inches, and for the channel stringers 
4x3 inches. These dimensions should not be taken as final, 
as in all probability they will be changed in order to secure 
good details. The thickness of all plates should be one-half 
inch. 

Art. 106. Floor Beams. - 

The live load must be so placed on the stringers that the sum 
of the reactions for two adjacent stringers shall be a maximum. 
The trolley live load will be assumed to be the only live load 
acting. The dead-load concentration under the first trolley 
stringer is as follows : 

Due to flooring, 5x4x4} x2o= 1800 pounds. 
Due to trolley stringer, 60 x 30 = 1200 pounds. 
Doe to trolley rail, 30 x ao = 600 pounds. 

Due to cross-ties, 62 x 20 = 1240 pounds. 

Total for trolley stringer = 4840 pounds. 
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The concentration under second trolley stringer is slightly less, 
but will be considered the same. The dead-load concentratioD 
under a roadway stringer Is : 

E)ue to flooring, 2 x 4 x 4} x 20 = 720 pounds. 

E>ue to stringer, 31.5 x 20 = 630 pounds. 

Total for roadway stringer = 1350 pounds. 

All roadway concentrations are considered equal. The left 
reaction, due to these concentrations,' is : 

^ [4840 (8.75+15.25) + 1350 (0.7S + 2-7S + 4-7S+675)] 
= 8020 pounds, and the dead-load bending moment for the 
floor beam is 8020 x 8.25 x 12 — 4840 x 6.5 x 12 =416460 
pound-inches. The maximum live-load concentration is 18000 
pounds, and the left reaction due to this is (2 x i8ooo)/i7 = 
25 400 pounds. The width of posts being assumed as 12 inches, 
the length of the floor beam is 17 feet. The live-load moment 
is (25400 x 8.25 — 18000 X 6.5)12 = I 105000 pound-inches. 
The maximum bending moment now is i [05 000 -I- 416460 
= I 521 460 pound-inches, which requires a section modulus of 
1521460/13000=117 inches". A 20-inch 65-pound I-beam 
will be used. The moment due to the weight of the beam itself 
is ^(65 X 20 X 20 X 12)= 39000 pound-inches, which can be 
neglected, as it is less than i 521 460/10(5 55, Cooper). The 
maximum shear is (25 400 + 7900 + 17 x 65) = 34 400 pounds. 
The reaction at the other end will be less, but the same connec- 
tions will be used at each end, as at some future date the track 
may be changed. 

FooT-WALK Bracket. — This is the floor beam for the side- 
wallt. The concentrations are (see Art. 105 under foot-walk 
stringers) as follows : 

At inner stringer, 2 x 1500 = 3000 pounds. 
At center stringer, 2 x 2900 = 5800 pounds. 
At outer stringer, 2 x 2100 = 4200 pounds. 
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The bending moment at the postis (5800 x 2J + 4200 x 5)12 
= 426 000 pound-inches. By reference to the stress sheet it 
will be seen that the top of bracket is 19^ inches from the 
bottom of the post. Assuming that the center of gravity of 
the angle to be used is ^ inch from its back, and such assump- 
tion is near enough for this computation, the effective depth of 
the bracket at the post is 18J inches, or say 18 inches. Then 
the stress in the top flange is 426000/18 = 23 700 pounds, and 
this demands a net area of 23 700/13 000 = 1.82 square inches. 
One angle will then require 0.91 square inch net area. It is 
specified that two |-inch rivet holes shall be deducted from the 
angle section. A 3 x 3 X -^ inch angle will be used, this hav- 
ing a net area of 1.78 —(0.875 + 0.125)0.625 = 1.15 square 
inches, which is greatly in excess of the required area, but the 
smallest obtainable satisfying the conditions. The stress in the 
bottom flange is slightly less, but the same angles will be used 
as for the top flange. A solid -^^inch web will be used through- 
out. The connection to the post will be made by the detail 
shown on the stress sheet. 

Art. 107. Tension Members. 

The eye-bars should not be greater in width than four-thirds 
the diameter of the pin to which they are attached (5 104, 
Cooper), and in general the thickness of a bar should not be 
less than one-sixth its width. Pins safe in bending are liable to 
be deficient in bearing. For this reason it is advisable to design 
the bars so that they will not be deficient in bearing on pins of 
minimum diameter. A relation satisfying this condition will 
now be deduced. 

Let t be the thickness of the bar, W its width, P the total 
stress it is required to sustain, D the diameter of the smallest 
pin, and 5 the allowable unit bearing stress. Then SDt = P. 
But D = \W, and W= 6t. Substituting these values and re- 
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ducing, g St = 2P. Here 5 = i8 cxx) pounds per square inch, 
and hence / = 0.00352/*' is the minimum allowable thickness 
of a bar. Guided by this, and knowing that bars under six 
inches should be ordered in variations of one-half inch and bars 
over six inches should be ordered in variations of one inch, it is 
now easy to find the sizes of the eye-bars whose maximum 
stress is known. The maximum stress in the web members is 
readily found by adding one-half of the dead-load stress to the 
live-load stress (§ 45, Cooper). This sum divided by the num- 
ber of bars which are to carry it, gii/es the load P above. The 
minimum thickness is then computed. Next the area and the 
maximum width are found, and lastly the final size. For web 
members, the widths should generally decrease from the ends 
toward the middle of the truss. For lower chord members the 
widths should generally increase from the ends toward the 
middle. According to § $2 of the Specifications the wind 
stresses must be considered in designing these sections. 

The maximum stress in Lf^L^ is, 

88 200 + 39000 + 31 900 X 0.8 = 152 72a pounds. 
The maximum stress in L^L^ is, 

88 200 -I- 39 000 + 45 320 X 0.8 = 163 450 pounds. 
The maximum stress in Z.jij is, 

117 500 -I- 52 000 + 43 000= 212 500 pounds. 
The maximum stress in L^Lg is, 

133 1 00 -J- 58000 + 49000= 240 900 pounds. 

In computing these stresses eight-tenths of the negative wind 
load is added only when it is greater than the positive wind 
load (S 55, Cooper). 
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The number of bars to be taken for any member is a matter 
of choice in some respects. An even number should, of course, 
always be taken, except when only one is needed. They should 
be so chosen and packed that the flexure of the pin is a mini- 
mum. A large number decreases this flexure while the reverse 
increases it. It costs almost the same to forge a large eye-bar 
as it does a small one, while the manufacture of large pins is 
much more costly than the manufacture of small ones. 

The problem resolves itself into this form, namely, that the 
cost of eye-bars and pins shall be a minimum. The shop prac- 
tice of different plants modifies the results obtained as to the 
number of bars which satisfy these conditions, and therefore no 
hard and fast rule can be given. The stress in the heaviest eye- 
bar due to the weight of the bar itself is readily computed to be 
2100 pounds per square inch, which need not be considered. 
A table can now be formed as follows : 
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6.60 
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12500 


0.81 


1. 00 


IxJ 


U,L, 


17950 


2 eye 


0.47 


12500 


1.44 


3.06 


3XJ 



.=.ixi8o< 



2 500, and hence / = 0,00316/'. 



The counter U^L^ and one set of the main diagonals U^L^ are 
to be adjustable, tumbuckles being used, and the bars are to 
be upset according to § 105 of the Specifications. 
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Art. 108. Vertical Posts. 

Post l/^L^. — From § 49 of the Specifications it is seen that 
the radius of gyration cannot be less than (25 x i2)/ioo= 3 
inches, and the thickness of metal must be ^ inch thiclc or 
more ( § 75, Cooper). The first condition precludes the possibility 
of using four angles latticed in pairs back to back, as their area 
would be greatly in excess of that required for a radius of gyra- 
tion of 3 inches. A channel section is the most economical, 
although even in this case the area will be greatly in excess of 
that required. Remembering that the radius of gyration cannot 
he less than 3 inches and that the web cannot be less than ^ 
inch thick, and noting that if the 3-inch legs of the floor beam 
connecting angles are used on the channel the width cannot be 
less than 8 inches, it is found that a lO-inch 20-pound channel is 
the section which can be used, and this satisfies all conditions. 

The maximum stress in this post is Uve load only, as the dead- 
load stress is equal to zero, and its value is 20 800 pounds. The 
unit load allowable is, from the Specifications, /*= 10000 — 45 — 
If the length of the post in feet be used, this formula becomes 
P= 10 000— 540 —, where Z is the length in feet. Herei =25 
feet, r = 3.66 inches, and the area -4 = 2 x 5,88= 11.76 square 

inches. Then/'= 10 000— 540 — f-= 6300 pounds per square 

3.00 
inch, and 20800/6300 = 3.29 square inches, are required. 
Thus it will be seen that, in order to meet the conditions of 
§ 48 and 5 75, the area is greatly in excess of that required by 
the given formula. A 6-inch 8-pound channel could be used if 
it were required to satisfy the conditions for unit load only. 

Post l/gL^. — For this post the total load is 1 7 800 -H ( 1 o 000 
-(-4400/3)0.8=27560 pounds {§ 51, Cooper). The channels 
used above will be tried. Here L = 26.s feet, the unit load is 
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-540—^=6100 pounds per square inch, and 



26.5 _g 

3-66 

27 560/6100 = 4.52 square inches are required. These channels 
will be used. An 8-inch 11.25-pound channel could be used, if 
the unit load formula alone were to be satisfied, and still would 
be in excess. 

Wind on Vertical Posts. — The channels for these posts 
should be placed a certain distance from back to back, which 
will not only insure safety against the compression of the 
vertical load, hut also that due to the effect of bending at 
the point where the transverse wind bracing is connected. 
This latter bending is caused by the wind. Fifteen feet of 
head room being required {§ 10, Cooper), and, considering the 
lower end of the post to be at the center line of the pin, the 
bending moment is (150 x 20 x 15 x i2)/4= 135000 pound- 
inches. This regards the post as fixed in direction at the ends 
and the upper lateral bracing as not in action, the point of 
contra-flexure being taken as half-way between the end of the 
post and the wind-bracing connection. It is the case of a 
member under compression 
and flexure. The following is 
an approximate method of 
determining the relation be- 
tween the properties of the 
section and the loads which 
it may safely carry. 

Let / be length of post, P 
the total load or stress it is to 
carry, A its sectional area, r 
the least radius of gyration 
of that section, PjA the direct 
unit stress 5', due to P, and 
6' the allowable compressive Fig 13B. 
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unit stress for a short block. Let 5, be the unit stress at the 
middle of the post, due to the bending that may be caused 
by P. Then 5 = 5, + PjA is the unit stress on the concave 
side at the middle. Now the straight line column formula is 

S^=PIA = S-k-, 

m which 5 = loooo, ^=45 for the post in hand {§ 48, 
Cooper), Here the term kljr is the value of S^ Let S^ be 
the fiexural unit stress at any distance x from the end of the 
post. If the curve of bending moments or stresses be regarded 
as a parabola, this unit stress is 

^1 ~ p. ^0 - i^ 

Now let M be the bending moment at the point x due to a wind 
force acting normal to the axis of the post. The unit stress 
caused by this force on the outer fiber of the post is 

c -^-^ 
■is-— ■ 

in which / is the moment of inertia of the section and c is one- 
half its width normal to the channel webs. In order that the 
post shall be safe at the point considered it is necessary that 
5^+53 + 5j shall not exceed the allowable unit stress S, or 

P 4>(^-^)^ | Mc_, 
A'^ Ir "•" / ~ -^ 

is the equation to be satisfied by the properties of the section. 
Substituting for / its Value Ar'^, and solving for c, 

'--JT^^-A fr / (0 

from which c can be computed for any assumed value of r. 
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Let b be one-half the distance from back to back of the 
channels, and g the distance from the back of a channel to an 
axis through the center of gravity of the channel section and 
parallel to its web. Let /j be the moment of inertia and r^ be 
the radius of gyration of one channel section referred to this 
axis. Now I = 2 Iy + Ah^, in which h is the distance from the 
axis of the post to the axis for which the moment of inertia is 
T^. When the flanges of the channels are turned out, h = b -Vg, 
and when they are turned in, ^ = b — g. Substituting for h its 
value and for /, its value \ Ar^, there results 

b= ±g + Vr^-r^\ 

in which the plus sign is to be used for flanges turned in, and 
the minus sign for flanges turned out. When flanges are turned 
in, as is to be the case with the posts of this bridge, the distance 
c is the same as &, and hence 

r'=r,' + i,-^y (2) 

is another relation between c and r. 

The method of spacing the channels of the intermediate post 
is hence as follows : Assume a value of r, and compute r from 
(2); then insert this value of r in (i) and compute c. If the 
assumed and computed values of t: do not agree, a new value 
is to be assumed and the computation repeated. Usually only 
two trials are necessary to bring the computed and assumed 
values within 2J per cent. The value of c to be assumed in the 
first computation should be a httle greater than that value 
which gives the post section equal radii of gyration with respect 
to the two rectangular axes. If x and / are taken in feet, then 
i = 12 X 45 = 540. For the case in hand (see Sheet i, Fig. 137), 
/= 26.5 feet, X = 1 1.5 feet, A = ti.76 square inches, P/A = 
27 560/1 1.76 pounds per square inch, and M= 135 000 X 2/3 = 
90 000 pound-inches when reduced to live-load equivalent (see 
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additional clause, Art. 104), Assuming c => 3.5 inches, and 
taking g = o:6i inch and r-y = 0.70 inch from the handbooks 
for the given channel, there is found from (2) r = 2.98 inches ; 
inserting this in (i), there is then found c = 3.39 inches. Re- 
peating the computation by assuming c as 3.55 inches, (2) gives 
r=3.02 inches; inserting this in (l) gives 3.55 as assumed. 
The post channels will hence be placed 7J inches from back to 
back. If the channels should have their flanges turned out, the 
value of c would be 5.55 inches and the distance from back to 
back would be 5§ inches. 

The above is not an exact analysis, as the post is considered 
hinged at both ends when the unit load is computed and when 
the action of combined loads is considered, but in computing 
the bending moment due to wind it is considered fixed at one 
end. The assumption that the lateral bracing Is not in action 
is also incorrect. The above, however, is a good approximate 
guide in aiding the designer to stiffen the post under wind. 

Art. 109. Hanger at the Hip Vertical. 
As the vertical L^d^ is a tension member, some provision 
must be made at Lj to connect L^C/^ to the floor beam. This 
is done by means of a hanger, which will consist of two side 
plates connected by a web and four angles. The function of 
, this web is to transmit one-half the floor-beam reaction to the 
outer side, and on the foot-walk side to carry one-half the foot- 
walk reaction to the inner side. It must therefore resist a shear 
of J (3000 -H 5800 + 4200 + 34 400) = 23 700 pounds. Its net 
thickness, assuming the depth the same as that of the floor beam, 
will be 23 700/(20 X 0.8 X 10 000)= 0.15 inch, but by § 59 of 
the Specifications it must be at least -j^ inch thick, and this value 
will therefore be adopted. 

The side plates should have a net area at the pin of 23 700/ 
8000 or 2.96 square inches. As the pin is 4 inches in diameter. 



^dovGoot^lc 



Art. iio, end posts, 325 

the thickness of the plates, the width being taken as 10 inches, 
is 2.96/(10 — 4)= 0.493 irich, and they will be made ^ inch 
thick. The thickness of the angles must not be less than ^ 
inch, the exact size to be determined by the conditions of detail* 
ing, but not less than 3 x 2J inches. 

Art. no. End Posts. 

The section will consist of two channels, flanges turned out, 
a cover plate, and two fiats. The flats will be riveted to the 
lower flanges, thus increasing the section, and at the same time 
keeping the neutral axis near the center of the web. The posts 
are spaced 7J inches from back to back, and, as all diagonals are 
packed inside the post, the top chord channels cannot be less 
than 7^ inches from back to back. The distance from back to 
back will be made such that the channels of the posts will clear 
the rivet beads of the pin plates of the chord sections. A |-inch 
rivet head is | inch high, and consequently (7J + 2 x f ) or 8J- 
inches is the distance required. It is well to add at least ^inch 
for clearance, thus making the final distance from back to 
back of channels equal to 8| inches. The width of a 12-inch 
2oJ-pound channel flange is 3 inches, and using this, the cover 
- plate width must be at least 14I inches. It will be taken ^ inch 
thick and 15 inches wide, as plates over 6 inches should be 
ordered in variations of ofle inch in width. The flats will be 
taken as 3 x J inches. 

This section will now be investigated in order to determine if 
it fulfills the conditions, and does not give an excess or deficiency 
of area. The center of gravity is computed by taking moments 
about an axis through the center of top plate and parallel to its 
width. It is best to arrange the principal quantities in tabular 
form, A representing the area of any part in square inches, and 
/ its lever arm in inches with respect to the axis mentioned 
above. 
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PlK*. 
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' 
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achanneb 

1 plate 

2 flats 


I3.06 

6.S6 
3.00 


6.218 
0.0 

I2.II8 


75.20 

0.0 

36.66 


Sum* 


zi.6z 




II 1.86 



Theo the distance from center of cover plate to the center of 
gravity of section is 

g= lAlfZA = 5.21 inches, 

and the eccentricity of the section, or distance from center of 
channel web to neutral axis is ^ = (12/2 +-^/2)~- 5.21 = 1.008 
inches. The moment of inertia of the section is now computed, 
neglecting the moments of inertia of the plates about their own 
axes parallel to their width ; thus 
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whence /= S (/' + AP) = 564 inches*, and the radius trf gyra- 
tion of the section is 

r = (564/21.62)*= 5. 1 inches. 
Lastly, by the column formula of the Specifications, 

28.28 
P = roooo- --" 

which is the safe unit load for the assumed section. As the 
stress on the post is 152 100 pounds, the area required is 
152 100/7060= 21.54 square inches, which is practically the 
same as that assumed, and accordingly the latter may be used. 
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By § 97 of the Specifications, it will be seen that the thickness 
of the channel webs is less than -^ inch. The discrepancy being 
small, however, their use will be allowed, as much economy in 
quantity of material results. 

The end post is also subjected to bending, due to wind, at'a 
point where the knee brace of the portal strut joins it. If the 
portal strut be taken as six feet deep and the knee brace as 
joining the post six feet lower, the bending moment is 

12 [(2S.3 — 12) X 3 X 20 X 150] /2 = 146700 pound-inches, 
when the post is free at lower end, or 146 700/2 = 73 350 pound- 
inches if the post is fixed at the lower end, the point of contra- 
flexure being considered as half-way between the end and the 
knee-brace connection. 

The end post may be regarded as fixed if the moment of the 
wind acting with a lever arm equal to the distance from center 
to center of end pins is less than the moment caused by one- 
half the stress in the end post acting with a lever arm equal to 
the distance from center to center of the bearings of the pin at 
the lower end. For this computation the length of the end 
post may be considered as 28.3 feet and the distance from 
center to center of bearings as slightly more than 8f inches, 
say 9J inches. The moment for the first case is 3000 x 3 x 
28,3 X 12 =3060000 pound-inches, and the moment for the 
second case is ^ (9J x 152700)= 725000 pound-inches. As 
the first of these values is greater than the second, the post will 
be considered as having free ends and will be required to stand . 
a bending moment of 146700 pound-inches or J 146700 = 
98 000 pound-inches when reduced to live-load equivalent (Art. 
104, additional clause to § 48, Cooper). 

The moment of inertia of the section with reference to an 
axis perpendicular to the cover plate is now computed and is 
found to be 547 inches*, thus giving a radius of gyration of 5.02 
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inches, and an allowable unit load of 6960 pounds per square 
inch. Hence, 152 100/6960 = 21.8 square inches are required, 
but the assumed section will not be changed, as it is less than 
one percent in deficiency. Referred to the above axis the 
section can stand a live-load moment of 

,, S/ 10000x547 ,. . 

J/= — = '^' = 731 000 pound-mches. 

Since the moment due to the wind, 98 000 pound-inches, is less 
than one-fourth of 731 000, it need not be considered (5 52, 
Cooper). 

Art. III. Top Chord Sections. 

For the chord ViC/^ a 5/16 x 15 inch cover plate and two 
12-inch 20^-pound channels will be used (§ 90, Cooper). Here, 
proceeding as in the case of the end post, £■ = 4.44 inches, g = 
1.72 inches, 7=384.5 inches*, ^=4.79 inches, and the total 
area is 16.75 square inches. Then (§ 48, Cooper), 

66o> 



4-79 



and 147 750/9140= 16.20 square inches is the area of section re- 
quired. The moment of inertia referred to an axis through the 
middle of the section and perpendicular to the cover plate is 
406.9 inches*, and hence the assumed section is amply safe in 
that direction. The wind stresses are not considered in any of 
the top chord sections (§ 52, Cooper). 

The same section viiil be used for both fgf/a and ^gUg, and 
will be designed for the greatest stress, which is 163 350 pounds. 
A |-inch cover plate and two 1 2-inch 20-pound channels will be 
tried. Here, computing as before, /■ = 4.22, f= 1.965, / = 
404 inches*, r=s 4.77 inches, and the total area is 17.69 square 
inches. The unit load allowable is 
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4-77 

and 163350/9240= 17.7 square inches is the area required. 
The moment of inertia referred to an axis through the center of 
the section and perpendicular to the cover plate is 444.5 inches*, 
which shows the section to be safe for that axis, and hence it 
will be used. 

Art, 112. Center Line of Pins. 

Pins are not placed at the centers of gravity of the sections, 
nor on the center line of the web of channels. They are placed 
at such a distance below the center of gravity that the direct 
stress acting along the neutral axis will produce a moment neu- 
tralizing the moment due to the weight of the member itself. 
Let this distance be denoted by /, let iV be the total weight of 
the member in pounds, / the length in inches, and P the total 
stress in the member, which in this case is the sum of the dead 
and live load stresses. Then 

P/>=^ m, or/ = ^ W//P. 

Let d be the distance of center line of pins above the center of 

web of channels. Then 

To determine the weight per linear foot of a member for this 
computation, the weight of material in the section is taken and 
20 percent added for the weight of batten plates, lattice bars, 
rivet heads, and pin plates. For example, for the end post L^U^ 
the weight per linear foot is, 

2 channels, 12 inch x 20J pounds = 41 pounds, 

1 plate, IS X -5^^ inches = 22 pounds, 

2 flats, 3 X I inches = 10 pounds, 

and the sum of these plus 20 percent is 100 pounds nearly. 
Here the component which causes bending is 100/1.414 or 71 
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pounds, and the total weight Wis 71 x 28.3 pounds. The tils' 
tance / is 

^ 7. X 28.3 X 28.3X12 ^ j^^j, 

^ 8x179700 

and hence rf= 1.008 —0.475 = 0.523 inch is the correct dis- 
tance of the center line of pins above the center line of web of 
channels. In like manner are found ^ = 0.25 inch, and (/= 
1,47 inches for C/il/^ while for C/^l/g and (/gf/^ there results 
^sao.23 inch, and d= 1.74 inches. As loads increase or de- 
crease, d increases or decreases. The center line of pins must 
also be the same distance from the center of the web throughout 
for constructive reasons. It is not advisable to use the highest 
or the lowest values of d, but an average value, say l\ Inches, 
should be taken. 

Art. 113. Design of Pins. 

The pin at each joint should be designed to resist bending, 
bearing, and shear, and also to satisfy § 104 of the Specifica- 
tions. As an example a pin will be designed for the point ig 
of the lower chord. Here the large eye-bars being the members 
carrying the largest stress, the greatest bending moment will 
occur when they take the maximum stress, which will be when 
the bridge is entirely loaded. The maximum stress will he 
taken as the live-load equivalent (§ 48, Cooper). For this load- 
ing the stress in L^l/g is zero ; the stress in U^L^ is -1- 1 1 000 
from dead and + 24900 from live load; the stress in (/^Lg is 
+ 4400 from dead and + loooo from live load; and the floor 
beam exerts a downward pull of 1300 pounds from dead and 
29400 pounds from live load. The wmd load is taken as 48 000 
pounds in each member, in order to balance the horizontal 
components. 

A table should now be prepared giving the horizontal and 
vertical components of these stresses for the point Zj. It is to 
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Horizontal Cohponkjts, Pounds. 


VranCAt. COMPOBEKTS, POUKDS. 




L^, 


L^ 


tv. 


OtV, : 


V.L, 


Lo«.«.dof 


live 

idead 
jwind 


-117500 
-26000 
+ .12000 


+ 133 100 

+ 29400 
+ .^2O00 


-IS 550 
-3 45° 


+ 10000 

+ 2 200 

+ 000 


+ 19400 
+4300 
+ 000 


-29400 
-6500 


Sum 


-175500 


+ 194 s<» 


— 19000 


+ 12200 


+23700 


-35900 



be noted that the sum of the horizontal components and the 
sum of the vertical components are each equal to zero. This 
serves as a check on the computations. 

Taking the packing from. the stress sheet (Fig. 137) and 
assuming the total thickness of the bearing surface of U^L^ 
to be \ inch, and cutting the flanges of the channels to within 
\\ inches of the backs, the horizontal bending moment at the 
center of each bar is computed by M=M-^ V'x (Mechanics of 
Materials, Art. 47). Thus the horizontal bending moments are 
found as follows : 



m™... 


^^ 


r 


' 


r.1 


M 


W^ 


-87750 














-87 750 


1-313 


-115000 




L,L, 


+97 250 








— II5OOO 






+ 9500 


a-3-tS 


+ 22 000 




U^ 


- 9S00 


± 000 






- 92800 



while the vertical bending moments are : 



M„.... 


s™^ 


tr 


' 


Vx 


u 




+ 11850 

-II 850 


+1850 
± 000 


1438 


+ 17 100 
± 000 


+ 17 100 
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The resultant bending moment under U^^ is 

(92 800* + 17 100*)* = 93 600 pound-inches. 

As this is less than 1 15 000, the bending moment under L^^ 
the maximum is therefore 1 1 5 000 pound-inches, which occurs 
under the large eye-bar L^L^. The size of the pin can now be 
computed according to methods given in text-books on mechanics 
of materials, or by reference to tables in manufacturers' hand- 
books, and it will be found that a 4-inch pin is needed to resist 
the bending moment. By 5 '04 of the Specifications the pin is 
required to be 6 x | = 4J inches in diameter. The maximum 
unitshear is 87 750/15.9= 5500 pounds persquare inch. The 
unit stress per square inch for bearing for L^L^ is 87750/ 
(4.5 X I A) = 16400 pounds; in the same- manner that for 
Z3Z.B is 16350 pounds, and that for U^L^ is 8200 pounds, ail 
of which show the pin to be safe. Hence the 4j-inch pin will 
be used at L^ and L^. 

Upon computingpinsfor other joints it is found that a 3^-inch 
pin can be used at Xj, that a 4-inch pin is required at L^, a 3^ 
inch pin at U-^, a 3|-inch pin at U^, and a 3-inch pin at U^. A 
4j-inch pin will be used at L^ and L^, a 4-inch pin at Zq and Zj, 
and a 3^inch pin at U^, U^ and U^- 

As the center line of pins is i^ inches above the center line 
of the webs of the channels, and as the eye-bars should have a 
section through the center of pins of 40 percent excess over 
the body of the bar, the head of a 5-inch eye-bar is 54-4 + 
(0.4 X 5) = 1 1 inches wide. The radius of the head is therefore 5j 
inches, which shows that the head of the bar will strike the cover 
plate. If the cover plate is stopped off a few inches from the 
end, this obstruction will be cleared, and in doing so the strength 
of the member will in nowise be lessened, as at the ends the 
allowable unit load is the allowable unit stress in bearing, or 18000 
pounds per square inch, and the 15.06 square inches left in the 
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post is capable of carrying i8 OOO x 15.06 = 270 100 pounds, 
the pin plates not being considered. The cover plate will be so 
arranged in detailing. 

Art. 1 14, Pedestals and Roller Nests. 

The vertical plates as seen on the stress sheet .will go inside 
of the end post. The maximum reaction is equal to 3^ times 
the dead panel load divided by 2, plus 3 times the live panel 

■ load. The half panel live load that comes at L^ is transferred 

■ directly-to the abutments by the end stringers, there being no 
floor beam at the end. The maximum reaction is, therefore, 



J(3^ X 13 000)+ 3 X 29400= IIS 950 pounds. \ 

' The design of the pedestals for the fixed end will be made 
first. The bearing area required is 11 5 950/18 000 = 6.45 square 
inches, and ^(6.45)= 1.612 inches is the width of the bearing 
area on a 4-inch pin. Two vertical bearing plates each \ inch 
thick will be used. The iuside connection angles will be 5 x 3 
X \ inches, the 5-inch leg vertical, and the outer ones will be 
5 X 3^ X ^ inch (55 130-132, Cooper). The masonry plates can- 
not be less than 8|-|-2X3j = i5| inches in width, say 1 6 inches. 
The bearing area required is 1 1 5 950/250 = 465 square inches. 

The length of the masonry plate must be 465/16 = 29 inches. 
The bearing plate will be the same area and thickness. Both 
bearing and masonry plates will be ordered ^| inch thick and 
finished on one side to | inch. The pedestal will be anchored 
to the masonry by i^-inch anchor bolts securely fox-bolted in 
the masonry to a depth of 12 inches. 

The design of the pedestal and roller nest for the free end is 
as follows: The vertical plates and connection angles will be 
the same as at the fixed end. The width cannot be less than- 
iS| inches, as before, nor can it be greater than 2i| inches. 
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since the bearing plate should not extend, unsupported, beyond 
the edges of the connecting angles for a distance greater than 
3 inches. If it extends further than 3 inches, the remainder 
cannot be considered in taking up the bearing. The allowable 
load for rollers per linear inch is 300 d (§ 27, Cooper). Here d 
is 2|- + 0.4 X I = 2 J + f = 3 J inches, which makes the load per 
linear inch equal to 975 pounds. Hence, 115950/975=119 
linear inches are required. If each roller be 15 inches long, 
eight will be needed. Allowing for a small guide bar 2 inches 
wide at the middle, the rollers will be I7.mches long. If a tie 
bar J inch thick be used on each side and guide angles 3x3 
inches, the masonry plate, allowing ^ inch clearance between 
members, will be at least (17 + 4X ^ + 3 X J + 2 X 3)= 24J 
inches wide, and it will be taken as 25 inches. If a |-inch space 
be allowed between each roller, and |-inch tie rods be used, and 
a variation of 150° in temperature be assumed, the length of the 
plate will be found to be 31^ inches. The bearing and masonry 
plates should be ordered ^ inches thick and finished on one 
face to \ inch. The dimensions of the bearing plate should be 
the same as the masonry plate, the extra width being required 
in order that room may be provided to allow slotted holes to be 
cut for the anchor bolts. In detailing, care should be exercised 
to extend the bearing plates properly and to niake the under 
side the same distance below the center line of the pins as the 
bottom of Boor beam, plus a ^inch connection plate, in order 
to allow for the connection of the angles of the lower lateral 
bracing. 

Art. 115. Lateral and Transverse Bracing. 

According to § 4 of the Specifications all laterals must be of 
shapes capable of resisting compression. Angles will be used, 
but for a tension member the section will be determined from 
the tensile stresses as computed. 
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Lower Laterals. — Here iSooo pounds per square inch is 
the allowable unit stress, and dividing this into the computed 
stresses, it is found that sectional areas of 1. 51, 1,04, 0.62, and 
0.22 square inches are needed in the first, second, third, and 
fourth panels respectively. The angles must, however, have a 
net area of not less than | of a square inch (§ 97, Cooper). A 
3 J >< 3 X -^ inch angle gives a net area of 1.55 square inches, 
after allowing for one |-inch rivet taken out of the section. 
The 3j-inch leg will be placed vertically downward. It may be 
here stated that the vertical leg of an angle should always be 
placed downward when possible, for the water will run off 
quicker, and dust and dirt do not accumulate and hasten de- 
terioration as they do when the leg is upwards, while a trough 
carrying the rain and dirt into the connection at the ends of 
angle is also avoided. 

Upper Laterals. — The computed stresses being small, in 
all cases requiring less than ^ of a square inch, 3 X 2 j x ^j 
inch angles will be used and connected to the top chord by -^ 
inch plates and f-inch rivets. 

Intermediate Transverse Bracing. — By § 121 of the 
Specifications transverse or sway bracing is required. The 
computed stress for its lower chord is (3000 x 26.5)/(2 x 11. 5) 
= 3500 pounds. The radius of gyration cannot be less than 
(12 X i8)/i20= 1.8 inches. Two 4 x 3 x -^^ inch angles, placed 
^ inch from back to back, give a radius of gyration of r.9 inches 
and conform to the Specifications in regard to thickness. They 
will be used, although they give an excess of about one-half 
a square inch of area over that required. The top chord of 
the intermediate bracing will consist of four of these angles 
latticed, and the bottom chord will consist of two. The longer 
leg is placed outward in each case. These two chords will be 
connected by two panels of latticing consisting of 3 X 3 X ^g 
inch angles. These angles, designed to resist the vertical shear, 
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require a much smaller section, but by § 97 of the Specifications 
they must be used. 

Art. 116. Portal Bracing. 

In order to give the required head room, the portal bracing 
can be 7 feet deep. It will, however, be taken as 6 feet, 
with a knee brace joining the post 6 feet farther down. 
The wind load at the hip is 150 x 20 x 3 = 9000 pounds, and 
the vertical shear is -^g [3000(26.5+ 25 4-20)1.414] = 16850 
pounds. The moment in the portal strut at the point where the 
knee brace joins it, is 9000 X 72 + 4500 X 267.6 — 16 850 x 66 =s 
738000 pound-inches, and its stress, taking 6 feet as effective 
depth, is 738 000/72 = 10 200 pounds. By § 48, the radius of 
gyration cannot be less than 1.8 inches and, by § 97, the thick- 
ness of the angles cannot be less than -^ inch. For the bottom 
chord, the stress, where the knee brace joins it, is (4500 x 28.3 
X i2)/72= 16600 pounds. Two angles 3^x.3X^ inches, 
spaced | inch from back to back, will be tried. Here r= 1.90 
inches, and the net area = 7. 12 square inches. The unit load 
is 13 000— 720 //r, /being in feet. This gives 6150 pounds per 
square inch for the unit load, and dividing this into the total 
stress gives 2.7 square inches as the area required, which shows 
that the angles are too heavy. Two 3| X 3 x ^^ inch angles 
have a radius of gyration of 1,8 inches. Here P = 5800 pounds 
per square inch and 2.86 square inches area required. These 
angles give a gross area of 3.86 square inches and a net area of 
3.22 square inches, and they will be used. Both flanges will be 
made of the same section. 

The knee brace of the portal strut will now be investigated. 
Considering that it is to be placed at an angle of 45 degrees, the 
length is 1.414 X 6 = 8.5 feet. The stress in it is (4500 x 22.3)/ 
4.25 = 23 700 pounds, and two 5 x 3 x ^ inch angles give a 
least radius of gyration of 0.85 inch. Hence, P =s 5800 pounds 
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per square inch and the net area required is 4.10 square inches. 
As these angles give a gross area of 4.S0 and a net area of 4.18 
square inches, they will be used. 

Art. 117. The Stress Sheet. 

The work of the designer is now finished, and the results, 
with slcetches representing the general arrangement of stringers, 
floor beams, eye-bar packing, and details, are handed to a 
draughtsman in his office, who makes the stress sheet (Fig. 137), 
often improperly called a strain sheet. 

On this sheet the stresses in the members, together with their 
sections, are noted on outline diagrams of the truss and lateral 
systems drawn to a small scale. Another view, one-half of 
which shows an end elevation of the truss and the other half a 
section taken near the middle of the span, is drawn to a larger 
scale. On this view are shown as many of the details and ar- 
rangements of the floor system and truss members as possible. 
A diagram of the packing of the eye-bars is also given. The 
eye-bars of L-^U-^ are placed outside of the chord at the hip U-^ 
in order to reduce the bending stress on the pin. For the same 
reason the largest eye-bars at the middle of the span are packed 
nearest to the posts, and the diagonals inside of the posts. 

The roadway is arranged according to %% 17-21 of the Speci- 
fications. The sidewalk has been placed below the level of the 
roadway in order to lessen the tendency of persons to step from 
the sidewalk to the roadway while crossing. Bridge companies 
do not have the facilities for the manufacture of ornamental 
railings, but these are usually bought from firms d'oing that class 
of work. These firms furnish the bridge companies with 
sketches, showing the location, size, and number of holes for 
the bolts or rivets which connect the railing to the bridge, from 
which the details of the outer foot-walk stringers and the bracket 
may be correctly made. 
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The distance from base of rail to the masonry and from base 
of rail to the center line of pins, together with clearances and 
general dimensions of the truss and floor system, are also placed 
on the stress sheet 

This stress sheet may also be used as a marking diagram, 
using the following notation. The stringers are marked with 
the letters ^j, S^ Sg, etc., and if one differs from the other it 
should be marked Si or S^jt. Should two be similar in all 
respects except that one is right-handed and the other left- 
handed, they are marked SiS and S^L. Top laterals should be 
marked T^, T^, etc., bottom laterals Lj, L^ etc., transverse brac- 
ing Ty^, TV^, etc., and plates Py, P^ etc., the same rules in * 
regard to subscripts, primes, and rights and lefts applying here 
also. It is best to give the moments and shears for the floor 
system in order to save their re-computati.on by the draughts- 
man who details the bridge. A good clear stress sheet is indis- 
pensable to enable the details to be made correctly and quickly. 

This sheet, together with a copy of the Specifications, is now 
sent to the detailing room, where it is placed in the hands of a 
draughtsman, who makes the details according to these specifi- 
cations and the practice of the bridge company. 

Art. ii8. Detailing the Bridge. 

The full set of drawings for this highway bridge comprises 
ten sheets, of which only five are here published. The size of 
the original drawings between border lines was 15 X 2$ inches, 
the lettering being made somewhat larger than usual in order 
to permit of satisfactory reduction. These drawings are as 
follows ; 

Sheet I. Stresses and Sections (Fig. 137). 

Sheet 2. Stringers and Floor Beams (Fig, 139). 

Sheet 3. Intermediate Posts (Fig. 140). 
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Sheet 4- End Posts and Top Chords l/^C/^iFig. 141). 

Sheet 5. Top Chords C/il/^ and (/^(f^. 

Sheet 6. Portal Bracing and Foot-walk Bracket. 

Sheet 7. Pedestals and Roller Nests (Fig. 142). 

Sheets 8, 9, and 10. Top Laterals, Bottom Laterals, and 
Transverse Bracing. 

In addition to these drawings bills for eye-bars, loop and 
adjustable eye-bars, field rivets, and bolts are prepared on printed 
forms, on which are noted the final dimensions and lengths, and 
also the additional lengths needed to make the heads of bars. 
If the bar is an adjustable member, the additional length for the 
upset for the screw is given and a note is made stating whether 
a turnbuckle or a sleeve nut is to be used. The field-rivet bill 
gives the number required of each diameter and also the length 
of shank required for the necessary grip. 

On each sheet of detail drawings there is usually placed a 
Bill of Material and a " Wanted " list, both in tabular form, but 
such tables are omitted on Figs. 140-142 on account of lack of 
space. When a sheet is crowded a note may be made, as seen 
on Fig. 139, that these lists ari* given on one of the following 
sheets. 

Sheet 2. Floor Beams and Stringers. — Unless other- 
wise stated, the rivets used in the flanges are | inch and those in 
the webs ^ inch in diameter. The beams are drawn to scale 
in depth and width, but are shortened in the direction of length 
in order to place a large number on one sheet. For each beam 
there is shown the top view, side elevation, and transverse and 
longitudinal sections. The holes in the top flanges are for 
|-inch bolts, with which the ij-inch nailing strips are con- 
nected. The holes at the ends of the lower flanges are for rivets 
which connect the stringers to the floor beams. A clearance 
of I inch is allowed between the ends of roadway stringers, and 



^dovGoot^lc 



Art. ii8. detailing the bridge. 341 

-^ inch is allowed between the ends of foot-walk stringers. All 
end stringers, except that of the inner foot-walk, have masonry 
and bearing plates. For the fixed end of the bridge open holes 
I inch in diameter are left in these plates for the anchor bolts; 
for the roller end slotted holes are cut to allow for movement 
due to temperature. The rivets shown, which of course only 
go through the bearing plate, are countersunk and chipped 
on the side next to the masonry plate. The end inner foot- 
walk stringer is seen connected to the end post by a bent 
plate. This arrangement is necessary, as the shoe of the 
truss prevents the masonry of the pier from being built 
close enough to allow the end of the stringer to bear upon 
it. The distance of the rivet hole from the end of the stringer 
can either be computed or the detail laid out to a large scale 
and measured off directly. The masonry plate is usually 
shipped bolted to the bearing plate as noted. The size 
of the plates will, in most cases, exceed those previously 
calculated. 

The trolley stringers, being of greater depth than those of 
the roadway, are connected in the manner shown in order to 
bring the tops to the same elevation. The top flange and 
part of the web is cut to aUow the flange of floor beam to fit 
in; this operation is called coping. The reaction of the trolley 
stringer is 20 370 pounds, and there are six field and three 
-j-inch shop rivets in single shear. Their aggregate strength 
is 3200 X 6 + 4800 X 3 = 33 600 pounds, which shows the joint 
to be amply strong in shear. The strength of the joint in bear- 
ing is that of the three shop rivets in web of stringer and the 
three in web of floor beam, and is 3 X 6280-1-3 X 0-59^ 0.875 ^ 
14 400 =43 840 pounds, showing it to be safe in bearing. The 
thickness of the angles must be sufficient to take the bearing 
stress. It is not the best practice to connect a leg of an angle 
with only two rivets, hence three are used, although giving an 
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excess of strength. The small shelf angle should always be 
used, if possible, even if not required for strength, as it is of 
great convenience in erection, enabling the field rivets to be 
driven without blocking up the stringer. It is to be noted 
that where connection angles are used the beam is cut ^ inch 
short at each end and the angles faced oS true to length (§ ii6. 
Cooper). The end reaction of the floor beam is 34400 pounds. 
The number of shop rivets required in bearing in the J-inch 
web of the floor beam is 34 400/6280 = 6 ; the number of field 
rivets required in the end connection in single shear is 34 400/ 
3200= 11; the number of field rivets required in bearing in the 
0.382-inch web of the post channels is 34400/3200= 11, but 12 
will be used. In the bottom flange of the floor beam are boles 
to receive the plate of the lower lateral connection; this con- 
nection should be plotted to scale to determine the size of the 
plate. The component of stress in the end panel tension 
member paraUel to the floor beam is 18 X 27 180/26.9 = 18 200 
pounds, and as a |-inch plate is used, the joint will be weak in 
shear and 18 200/2360 x 1.4 = 6 is the number of |-inch rivets 
required in single shear. On account of the large size of 
the plate 8 rivets are used in order that the unsupported width 
shall not be too great. 

Sheet 3, Intermediate Posts and Hangers. — As the posts 
f jZ-j and t^jZj only differ in length, they are detailed together. 
The details, such as batten plates and lattices, are the same, and 
^hus only two sets of dimensions are needed, one drawing doing 
for both. The batten plates and lattices are determined by § 1 11 
of the Specifications. The batten plates should be so placed that 
they do not interfere with the diagonals. The maximum stress 
which can come on the pin at the lower end is 20 000 + 29 400 
-f- 1 300/2 = 56 780 pounds. By § 54 of the Specifications 56 780/ 
(18 000 X 4.5) = 0.692 inch is the width of bearing area re- 
quired on a 4.5-inch pin. As the thickness of the channel web 
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is 0.764 inch, no pin plates are required. The maximuin stress 
on the 3^-inch pin at the top is 20S00 pounds, and by a similar 
computation 0.32 inch is the total thickness required, showing 
that no pin plates are required. The flanges of the channels 
are cut to allow the diagonals to be placed closer to the channel 
web, and thus reduce the bending on the pins. This of course 
weakens the section, and an investigation as to strength should 
be made. The maximum tensile strength which U^L^ must be 
designed to resist (§51, Cooper) is (10 400+ 44CW/2) x 1.8 = 
22 000 pounds. By cutting off the flanges the area is reduced 
by 2.2 square inches, and this is further reduced by 2.68 square 
inches on taking out the section of the 3j-inch pin. This leaves 
6.88 square inches, which is capable of standing 6.88 X 12 500 
= 86 000 pounds, showing the section to be safe. 

At the lower end two -^-inch plates are riveted to the post, 
one on each side. These take the place of a diaphragm, and 
their function is to cause both channels of the post to take an 
equal amount of load. The total number of rivets required, on 
the foot-walk side, in one side of both plates, must be sufficient 
to transfer one-half the vertical stress in the post from one side 
to the other. This shear is equal to one-half the sum of the 
maximum shears of the foot-walk and floor beam, or ^ (13 006 
4- 34 400) = 23 700 pounds. This requires seven |-inch shop 
rivets, or 4 on each side of each side plate, but more are used to 
keep the rivet spacing less than 5 inches. These plates should 
be as long as the depth of the floor beam, and the top should be 
even with the top of floor beam, and clearing the heads of the 
eye-bars of lower chord. In these plates are holes for the con- 
nection of floor-beam and foot-walk bracket ; the posts opposite 
the foot-walk side of bridge have these foot-walk holes omitted. 
The number of rivets for the floor-beam connection was com- 
puted in Art, lo6. The number required for the shear of the 
foot-walk bracket is six |-inch field rivets in'single bearing in 
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the ^ -inch plate. The open holes in these plates, in the flanges 
of channels, and in the posts on the foot-walk side of bridge, 
are for the connection of foot-walk bracket, which consists of 
3x3 inch angles at bottom and 6x3 inch angles at top, riveted 
to the flanges of channels, in order to have rivets in shear only, 
and not in tension, as is too often the case. The small angle on 
the inner side of the post is for the connection of the transverse 
bracing, and should have holes to take the standard gage of the 
bottom flange angles of the bracing. It should also be placed 
at a distance of l$ feet above base of rail (5 10, Cooper). 

The hanger shown is simply a counterpart of the lower end 
of the post, except the side plates. Its function is the same as 
the end of post, the diaphragm web transmitting one-half the 
shear. Here |-inch instead of |-inch rivets are used. The 
required thickness of web is 23 700/(8000 x 20) =0.148 inch 
(5 S3' Cooper). A ^-inch web must be used (§ 97, Cooper). 
The number of rivets required in bearing in this web, to con- 
nect the angles to the diaphragm web, is 23 700/3930 = 6. The 
number of rivets .required to connect angles to side plates is 
23 700/3930 = 6, More than the required number are used on 
each' side, in order to allow for the floor-beam and foot-walk 
bracket connections, and in order to keep the rivet spacing within 
the allowable limit. The connections of the floor beam and foot- 
walk should be so arranged that their tops may be the same dis- 
tance below the center line of pins as those which are connected 
to the posts. To allow for the foot-walk connection, angles are 
riveted on and brought out level to the side plates by means of 
small fillers ; these will of course be omitted on the other side of 
the bridge. The number of rivets required in the flange connec- 
tion of the foot-walk is determined as follows. The maximum 
top-flange stress in the foot-walk bracket is 23 700 pounds, and 
the bearing value of a |-inch field rivet in a -^inch plate at a 
bearing value of 12000 pounds per square inch is 2810 pounds. 



^dovGoot^lc 



346 DESIGN OF A HIGHWAY BRIDGE. ChAP. X. 

The number of rivets required is 23700/2810 = 8.5, and 8 
will be used. At the bottom four rivets are used to keep the 
bracket from lateral motion. 

The box form of post is expensive from a shop point of view 
on account of the difficulty in riveting, but it is better in appear- 
ance, and has no outstanding edges to interfere with traiBc. It 
also has the advantage over others of throwing the material in 
the web nearer to the outer surface of post, and thus allowing 
a closer compliance with § 102 of the Specifications. 

Sheet 4, End Posts and Top Chord U^U^. — The end 
post will first be considered. According to § 48 and § 133, the 
end post is not a top chord, and hence camber will not be con- 
sidered. The batten plates are required to be ij(i2+ \+is} 
= 19I inches long and ^ inch thick (5 97 and §111, Cooper), 
and they will be 15x^x21 inches. The distance between 
gage'Iines is 8| + 2xi|=i3j inches, and 12.25 x tan 6o'' = 7.i 
inches, which is the maximum allowable spacing for single 
lattices. Seven-inch spacings will be used, thus making 3^inch 
spacing for the flats. The unsupported lengths of lattices is 
(7'-|-i2.25*)*s=i4.i inches (§ iii, Cooper); the thickness must 
be 14.1/40 = 0.353 inch=| inch, and the width 2\ inches. 
By § no of the Specifications the pitch of rivets in cover 
plate must not be greater than 4 x f inch = 3 inches for a 
length of 2 X 1 5 = 30 inches. The pitch of the remainder should 
not exceed 5 inches. Care must be taken that the batten plates 
do not interfere with the lower chord and the hip vertical U^L^. 
The lower flanges of channels are cut back to allow U-^^L-^ to 
be placed close to the web, and thus reduce bending stress on 
pin. The webs of the channels are cut back from the miter 
line \ inch, thus allowing a ^-inch clearance for rotation around 
the pin. The top plate at the hip takes no stress, it being 
simply to prevent lateral motion and also to prevent dust and 
water from entering the joint. To give room for the inner foot- 
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walk stringer connection, it was necessary to extend the lower 
end of the end post 8 inches beyond the center of pin. 

The pin plates, together with the required number of rivets, 
will now be computed (see Chap. IX). The total stress is 
152 ICC pounds, which is transferred to the pin equally by the 
two channel webs. The total bearing area required on each 
side is 76050/18000 = 4.21 square inches, and the total thick- 
ness of bearing area on one side on a 3^-inch pin is 4.21/3.50 
= 1. 21 inches. The channel web being 0.28 inch thick, the 
pin plates must be 1.2 1 —0.28 = 0-93 inch thick. They will 
consist of one j-inch and one ^inch plate, both placed outside 
so as to allow f/|/li to fit closely against the side of the web 
and thus reduce the bending stress on the pin. An additional 
-^■inch plate with full pin hole is placed on top of last plate 
to facilitate erection. 

The f-inch pin plate carries 0.625 ^ i^ ^ 18000 = 39400 
pounds stress, the web 0.28 X 3j X 18000= 17600 pounds 
stress, and the ^-inch pin plate 76050 — (39400+ 17600) 
= 19050 pounds stress. The value of a |-inch shop rivet in 
bearing in a 0.28-inch plate is 4400 pounds, and the number 
of rivets needed in bearing in the 0.28-inch web is (39400 
-I- i9O5o)/440O= 13.2, or say 13, as it is within 2^ percent 
variation (§ 162, Cooper). There are required 58450/6010= 10 
rivets in shear to connect both plates to web, 58 450/9850 = 6 
rivets in bearing in the |-inch plate, 19050/4920 = 4 rivets 
in bearing in the -^g-inch plate, and 19 050/6010 = 4 rivets in 
shear to connect the -j^-inch to the ^inch plate. From thb it 
will be seen that the joint will fail first in bearing in the web, 
and that 13 rivets are required, 4 of which must pass through 
the ^-inch plate. 

The pin plates for the lower end, or joint L^, will next be 
computed. Here both plates are placed on the outer side of 
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the post in order to allow the vertical plates of the shoe to be 
packed as closely to the backs of the webs of the channels 
as possible. A 4-inch pin being used, it is found, in the same 
manner as before, that one i-^-inch plate is needed on each 
channel. Thirteen rivets are needed in bearing in the channel 
web to make the connection safe. Rivets are countersunk and 
chipped, where necessary, in order to allow members to fit close 
up to the web. When the views of a member are symmetrical 
about an axis, or nearly so, it is usually the practice to draw 
only one-half of such views; this occurs here, one-half views 
being drawn and exceptions noted. The top chord section U^U^ 
being symmetrical about two axes is drawn as shown, and, in 
order to economize space, the one-quarter top views and longi- 
tudinal sections are placed together. Open holes are shown 
on top to take the connections of the transverse and the top 
lateral bracings and a top plate. By § 133 of Specifications 
I inch must be added to the length from center to center of 
pins. In this case, a 3j-inch pin being used at both ends, the 
pin plates will be the same. The maximum stress is 133 100 -I- 
29 400 = 1 63 500 pounds, one-half of which is transmitted to the 
pin by each side of the post. Following the same method as 
employed in the end post, the bearing area needed on one side 
is 1.285 inches, and the thickness of the pin plates 1.005 inches. 
Two |-inch plates will be used, both on the outside, as the post 
will not allow clearance enough to be placed on the inside. 
Fifteen |-inch rivets are required in the channel web, 5 passing 
through the outer plate. One more than the required number 
is used in order to make spacing symmetrical. Rivets in the 
top cover plate are spaced according to § 66 and § no of 
the Specifications. It will be noticed that, in the pin plates, 
the first row of rivets next to the edge of the snialler plate is 
closer than i\ inches, the distance required by the shop in 
order to drive a rivet. This is not, however, a violation of 
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shop practice, as that row of rivets can be driven before the 
smaller plate ts put on, thus saving material in the length of 
the pin plate. 

Sheets. Top Chord Sections [/^l/^ akd U^U^. — The 
detailing of these presents no new features. Camber, rivet 
spacing, batten plates, and lattices are the same as before. 
Plates with full pin holes and top plates should be placed at the 
upper ends of each chord section. Open holes should be placed 
at the ends in order to take the connections of transverse and 
lateral bracings, and of top plates. 

Sheet 6, Portal Bracing and Foot-walk Bracket. — 
As the portal bracing is symmetrical about its middle, only one 
half is required to be drawn. The connection plates are -^ 
inch from back to back (Art. 116), At intermediate points 
rivets are spaced every 8 or ID inches, and the angles are kept 
apart by two round washers f inch thick and 2\ inches in diam- 
eter. In the connection of the knee brace the rivet holes for 
the connection to the end posts and top chords U-^^ correspond. 
The maximum shear is 16850 pounds (see Art. 116), which 
requires (§53, Cooper) 16850/4600 = four J-inch field rivets 
in bearing in the ^-inch angles connecting the portal strut to 
the end post. The stress in the knee brace is 23 700 pounds. Its 
vertical and horizontal componentsare 16850 pounds. To con- 
nect the knee brace to the end post four J-inch field rivets are 
required in bearing in ^-Inch angles, and to connect it to the 
portal strut three |-inch shop rivets in bearing are needed in the 
^inch plate. Four j^-inch field rivets are required for bearing 
in the channel web. 

Each panel of the portal strut being about 4 feet, the length 
of a diagonal from center to center of gravity of flange angles 
is {& + 4^)', or about 7.2 feet, the secant of the angle which it 
makes with the vertical is 7.2/6= 1.2, and the stress in a diag- 
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onal is 1.2 x 16850= 20150 pounds, the diagonals being con- 
sidered as taking tension only. The number of J-inch shop 
rivets required for bearing in the ends is 20 1 50/6900= 3. In 
detailing the diagonals the distance from center to center of 
end holes is given and the ordered length is billed on them. 

The depth of the foot-walk bracket at its outer end is suffi- 
cient to allow a small clearance between flange angles. Plates 
J inch thick are placed on the top flange to evenly distribute 
the reaction of stringers. Holes are placed in these correspond- 
ing to those in the ends of foot-walk stringers. The inner foot- 
walk stringer must clear the eye-bars and pins. The inner plate 
also takes the angles of the connection to the post. This plate 
has six |-mch shop rivets in it, in addition to the two field of the 
stringer connection. The strength of the joint in bearing in the 
^-inch angles is (6 x 3930 + 2 X 2620) = 28 820 pounds, while 
the flange stress is only 23 700 pounds, thus showing it to be 
safe. The flange stress at the end is zero, the moment under 
the middle stringer is 4200 x 2.5 X 12 = 1 26 000 pound-inches, 
and taking the effective depth here as 1 1 inches, the flange 
stress is 1 1 400 pounds. The flange stress at the post, as pre- 
viously computed, is 23 700 pounds. The difference of the 
flange stress between the end and the center is 1 1 40a pounds, 
requiring three J-inch shop rivets in bearing in the ^inch web. 
The difference in bending moments between the center and post 
is. 12 300 pound-inches, requiring 4 rivets. 

Sheet 7. Pedestals and Roller Nest. — By § 130 of the 
Specifications, the vertical webs must be connected transversely 
when of sufficient height. This is done by means of angles and 
plates. The plates in this case should not be the full width of 
8j inches, but less, in order not to interfere with the channels 
of the end post The distance out to out of vertical plates is 
made \ inch less than the distance from back to back of chan- 
nels for the same reason. The elevation of the under surface 
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of the bearing plate should be of the same elevation as that of 
the under surface of a ^inch lateral connection plate on the 
bottom of the floor beams. This is necessary so that the angles 
of the lower lateral system may be horizontal. The 3j-inch 
vertical leg of these angles should clear the masonry. This 
requires that the distance from the under side of the bearing 
plate to the masonry shall be greater than 3J inches. The 
rollers at the roller end render this distance sufficient, but at the 
fixed end the pedestal must be built up by flats. The open holes 
in the bearing plates are for the lower lateral connection. The 
stress in the end lateral is 27 180 pounds, and (§ 53, Cooper) six 
J-inch field rivets are needed in bearing in the ^-inch plate. The 
number of rivets in the vertical legs of connection angles must 
be sufpcient to bear the entire reaction of 1 1 S 950 pounds, as no 
reliance can be placed in the bearing of plates." This joint is 
weak in double shear, requiring a total of fourteen Jrinch shop 
rivets. It is thought best to space the rivets near the minimum 
spacing limit. This gives 15 required at the roller, and 13 re- 
quired at the fixed end. The number in the horizontal leg can- 
not be computed except from the horizontal thrust of bridge. 
This gives a total required number of six J-inch rivets in single 
shear, friction being neglected. In all cases where rivets extend 
to a surface required to be flat, those heads are countersunk and 
chipped. The rollers (§ 127, Cooper) are of machinery steel. 
They should be ordered 3| inches in diameter and finished to 
the sizes given. The small flats riveted on the roller sides of 
masonry and bearing plates at the roller end prevent lateral 
motion to a slight extent and keep the rollers in alignment. 
They should be finished so as to give a ^^^-inch clearance on all 
three sides between the roller and itself. The holes for anchor 
bolts (5 131, Cooper) in both the masonry plates and in the 
bearing plate of the fixed end must be if inches in diameter. 
For the roller end those in bearing plate are oblong in order 
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to allow for longitudinal motion. Their length is equal to 
the diameter of fhe anchor bolt plus the movement due to 
temperature. 

Sheets 8, 9, and 10. Top Laterals, Lower Laterals, 
Transverse Bracing. — The detailing of these presents no new 
features over that of the portal. strut. In all cases, the connec- 
tion plates being ^ inch thick, the joints will be weak in bearing 
in a -^-inch plate. The stresses in the members are small, and 
rivets computed from these stresses do not give a sufficient 
number for good stiff details. Enough rivets to take up the 
entire strength of angles in tension should be used in all cases ; 
when possible |-inch rivets should be used. Where two angles 
cross with backs in same plane and the legs on same side of the, 
plane, as in lateral systems, one angle should continue, the other 
should be cut and a connecting plate used. This plate must be 
of sufficient cross-section to develop the full strength of angle. 

Art. 119. Estimate of Weight. 

In practice the estimate of weight and cost is made long 
before the detailing is finished, in fact before the contract is let, 
and the exact weight is determined by weighing each member 
separately as it leaves the shop for shipment. For the student, 
the two corresponding operations are called approximate weight 
and computed weight. The former is made by formula or by 
comparing with some structure of like span and design, the latter 
by computing the weight, from the tables in handbooks, of each 
member, after it has been detailed, and, after multiplying by the 
number required, adding the results together, the sum being the 
computed weight of bridge. This sum is liable to an error of 
about one percent either way, due to inaccuracies of rolls in the 
mills. Each pair of J~inch rivet heads weighs about 0.45 pound, 
and each pair of |-inch rivet heads about 0.28 pound. The 
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following is an example of a convenient method of arranging 
the estimate of weight It is for the intermediate posts of 
Sheet 3 (Fig. 140). 



a iBTBHMaDlATB PoffTS. SHEET 3. 












Total 


Number 


Sh,pe. 


SiMbiDCba. 


Ln-glh. 


1Ld«.[ foot 
InpduidiL 


pound.. 


8 


Channeb 


10 inch X zo pound 


28 ft. 81 ins. 


20.00 


4600 


8 


Channels 


10 inch X 20 pound 


27 ft. 3j ins. 


20.00 


4373 


16 


Plates 


7xft 


I ft. 8 ins. 


7-44 


199 


32 


Plates 


7><A 


I ft. ins. 


7-44 


2« 


8 


Angles 


4x3x1 


ft. 8 ins. 


8.50 


45 


1408 


Lattice Bars 


3xft 


ft. 8 ins. 


2.65 


2486 




Total weight in 


pounds = 


11941 



A similar table made out for the four hangers of Sheet 3 deter- 
mines their weight to be 772 pounds. The rivet heads should now 
be counted and added to the above, thus giving the computed 
weight of all the intermediate posts and hangers. In like man- 
ner, the members and details on each of the sheets may be 
tabulated, and thus the entire weight of the bridge can be 
determined with a precision closely equal to that of actual 
weighing on scales. 
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CHAPTER XI. 

railroad riveted bridges. 

Art. 120. Forms of Trusses, 

As stated in Art 70, the lower limit of span for riveted trusses 
ranges from 75 to 100 feet, and the upper limit from 120 to 
150 feet, or even to 300 feet, according to different specifications 
and standards. 

The types of trusses in most general use for riveted bridges 
are the Warren with sub-verticals, the Pratt, and the Baltimore. 
For the shorter spans where deck trusses cannot be built on 
account of local conditions, pony or half-through bridges are 
used whose floor system and transverse bracing of the trusses is 
similar to that of through plate-girder bridges. In larger spans, 
under the same conditions, the trusses are connected by lateral, 
portal, and sway bracing as in pin-connected bridges. Partial 
detail drawings of a pony truss whose span is 120 feet are given 
in Art. 121, those of a 170-foot through Pratt truss are shown on 
Plate VI, Art. 122, while the standard details of through Balti- 
more trusses for spans from 100 to 200 feet are shown on 
Plate VII, Art. 123. Illustrations of a Warren truss with sub- 
verticals for a span of 114 feet 3^ inches may be seen on the 
inset of Engineering News, July 9, 1896. 

The double intersection Warren truss is also used to some 
extent, sub-verticals being added where the panels are subdivided 
in order to secure a shallow floor. The use of more than a 
single system of web members is not regarded with favor in the 
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best practice because the stresses are not statically determinate. 
In some instances the 
stresses in double inter- i 

section Warren trusses are 
made indeterminate to a 
still higher degree by the 
insertion of long verticals 
connecting the two sys- 
tems. This is contrary 
. to ,the line of progress 
described in Chap. I. 

On elevated railroads, 
girders whose spans range 
from 40 to 65 feet are 
often required to be built 
with open webs in order to 
admit more light beneath 
the structure than the 
solid webs of plate girders. 
This requirement applies 
to most locations except 
those where the elevated 
structures occupy the mid- 
dle of a very wide street. 
Fig. 143 shows the plan, 
elevation, and cross-sec- 
tion of a half span of the 
Boston Elevated Railroad. 
The deck trusses, whose 
depth is very nearly six 
feet, are of the Warren 

type with sub- verticals. The upper chord is subject to combined 
compression and flexure, and is composed of a pair of angles and 
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a web plate, while the lower chord and all of the web members 
consist only of pairs of angles, separated by washers whose 
thickness equals that of the connecting plates. The lateral and 
sway bracing is the same as that of a deck plate-girder bridge. 

Art. 121, Details of a Lattice Girder. 

Figs. 144, HSi ^nd 146 show most of the details of a pony 
truss bridge whose span is 120 feet, taken from a standard plan 
of the Northern Pacific Railway. On the standard plan it is 
designated as a through lattice girder, and this term is very 
generally employed in practice, although strictly the term lattice 
girder applies to one with two or more systems of webbing. 

Fig. 144 shows that the intermediate floor beams are con- 
nected to th,e sub-verticals above the lower chord. The end 



web plates do not extend to the top of the inclined stiffening 
angles, but only as high as the end connecting angles. The 
web splice plates are not limited to the clear space between the 
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flange angles, but are crimped over the vertical legs of these 
angles. The end floor beam is riveted by means of angles to 
the large plates connecting the corresponding sides of the end 
post and the lower chord. The lower flange angles continue 
straight to the lower end of the web plate, instead of being bent 
upward and extended over the end post, as on Plate IV. The 
lower flanges of all floor beams are riveted to the connecting 
plates of the lateral system. The trusses are spaced i6' 4" 
center to center, and the clear distance between the upper 
chords is 14' 6". Each stringer has a web plate 24" x ^", and 
flanges composed of two angles 5" x 3" x |". The stringers 
have no separate lateral system, but each one is connected to 
both of the laterals of the bridge by means of short angles. 
Brackets in line with the stringers project 15 inches beyond 
the end floor beams, and support one cross-tie at each end of 
the span. 

The sub-verticals are composed of two pairs of angles united 
by four web or tie plates, two of which are extended inward to 
connect with the inclined stiffening angles, as shown in Fig. 
144. The diagonals Be and cD (Fig. 145) consist of two pairs 
of unequal-legged angles united by a continuous web plate, 
while in the diagonals De and eF the angles are connected by 
four tie plates, the intermediate ones being much smaller than 
the end ones (Fig. 146). The upper chord is composed of two 
web plates, a cover plate, and four angles, the lower angles 
being larger than the upper ones. The increased chord section 
from D to Fis provided by means of two additional web plates. 
The lower angles of the chord are united by tie plates and 
single lacing. The composition of the end post is the same as 
that of the chord BD. In the lower chord the angles have the 
same size throughout. From ato c the two web plates are only 
I inch thick, from c to f there are four web plates W inch 
thick, and from e to f two side plates are added in the clear 
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Space between the flange angles. The chord is laced on both 
lop and bottom. 

The joint or connecting plates we f inch thick and are 
riveted to the inside of the webs of the chords and to the backs 
of the angles of the web members. Fillers are inserted at the 



jpper joints on account of the difference in the inside clear 

spacing of the two chords. 

The truss is shipped in two parts and spliced in the field as 
indicated in Fig. 146. The connecting plates act as splice 
plates, and in addition two side plates and one cover plate are 
provided for the splice. At B two side plates, extending ove; 
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the vertical legs of the flange angles, as well as two fillers, are 
added as splice plates. The joints at both B and F are milled. 
The details of the end bearings are similar to those for plate 
girders. See the standard plan, Plate II. 

This girder was designed for the same standard loading as 



Fig, Mfi. 

that described in Art. 102, and the weight of a complete span 
of the bridge is about 215 000 pounds. A riveted through span 
with overhead bracing was also designed for a span of r ro feet, 
and its weight was found to be 19000 pounds less than that 
of the lattice girder of the same span ; but since the former 
required more field-riveting than the latter, and as the absence 
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of overhead bracing was regarded as a desirable feature, the 
girder span was adopted as the standard. See Journal Western 
Society of Engineers, vol. 6, page 53, Feb. 1901. 

Joints and connections in riveted work, whether in tension or 
compression, are designed to develop the full strength of the 
members, proper provision being made for field riveting. The 
connecting plates must have a thickness proportioned to 
the amount of stress to be transferred, and must properly dis- 
tribute the web stresses to the plates and shapes which compose 
the chords. The 1901 specifications of the Baltimore and Ohio 
Railroad limit the number of rivets in any connection of a |-inch 
plate to ten. 

When but few lines of rivets are used in any connection and 
the lines are long, the elongation of the member within the 
limits of the connection makes a very unequal distribution of 
the stress to the rivets. This consideration will often determine 
the question whether to employ angles with legs wide enough 
to permit two rows of rivets instead of one. 

Where a number of rows of rivets are inserted in tension 
members, it is important to make a sufficient deduction for rivet 
holes. See Experiments on Iron and Steel Joints Riveted on 
Angle by B. B. Flint in Transactions of American Society of 
Civil Engineers, vol. 27, page 406, Oct., 1892. See also Net 
Section in Riveted Work by Theodore Cooper in Railroad 
Gazette, vol. 22, page 583, Aug. 22, 1890. 

Art. 122. Details of a Pratt Truss. 

Plate VI contains parts of • a general drawing of a riveted 
Pratt truss whose span is 170 feet. It was taken from one 
of a series of standard plans of riveted bridges having a con- 
siderable range of span, and which were designed for class W 
of Waddell's compromise standard live loads (Art. 32). All 
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the material is medium steel except the rivets and anchor bolts, 
which are of soft steel. The trusses are spaced 17 feet apart 
between centers, while the stringers are spaced 7 feet apart. 

The stringers (not shown on Plate VI) have web plates 
39f" X |"i ^^'^ flanges of two angles 6" x 4" x J", the long 
legs being horizontal. There are seven intermediate pairs of 
stiffeners crimped over the flange angles. The end connecting 
angles have fillers under them twice as wide as the angles. 
The lateral system of the stringers in each panel consists of 
four diagonals, each composed of one 3^'' x 3^" X |" angle. 
The stringers are connected by means of two short angles to 
the lower laterals of the bridge in a very effective manner in 
accordance with the specification given in Art. 94. The con- 
nection of one of the transverse braces between the lower 
flanges of the stringers is shown on the plate. 

The floor beams have intermediate stiffeners. Their connec- 
tion to the posts and suspender is very simple, since these 
members have the same width as the stiff lower chord. The 
web of the end floor beam is reenforced at each end by a plate 
25 inches wide inside of the end connections. A diaphragm 
like that in the verticals is placed between the large connecting 
plates at the panel point L^. 

The posts and suspender have sections like those for pin- 
connected trusses. The diagonal (^iL^ consists of two plates 
and four angles united by a single line of lacing, while the 
diagonal t'jZ-B ^^^ *'*'° channels with the flanges turned inward 
and united by two lines of lacing. In the middle panel there 
are two stiff diagonals, each composed of two pairs of angles 
connected by a single line of lacing. Both diagonals are cut 
at their intersection and riveted to a pair of connecting plates. 

The upper chord and end post consist of a cover plate and 
two channels connected below by tie plates and single lacing. 
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The splices of the upper chord are similar to those of a pin- 
connected truss. From Lf, to Zj the lower chord section is 
composed of two web plates and four angles united by a series 
of narrow tie or batten plates, as shown on the drawing. From 
/.J to Lg two plates of the same section are added and the 
angles increased to 4" x 3" X ^", while in the middle panel the 
chord consists of two plates 12" x ^", two plates 12" x |", and 
four angles 4" x 3" x ^". The entire chord is spliced on the 
left of Zj, the composition of the splice being given on the 
plate. There is 4 similar splice also at the left of Zj. 

The upper laterals are made up of two angles 4" x 3" x |", 
laced together so as to form a stiff member as deep as the chord, 
and attached by connecting plates I0 the top and bottom of the 
lateral struts as well as to the chords. Each of the lower laterals 
consists of two angles 4" X 3" ^ |", placed with the 4" leg ver- 
tically and riveted together every foot. The splice at the inter- 
section of the laterals has two angles of the same size in addition 
to the 12" x I" plate in order to give stiffness as well as 
strength to the splice. The end connecting plates are riveted 
to the bottom flanges of the floor beams and to the shelf angles 
attached to the side of the chords. 

The portal bracing consists of two small trusses, one of them 
connected to the upper and the other to the lower side of the 
end posts. All the corresponding members of these trusses are 
laced together in pairs, thus making a portal of considerable 
stiffness in all directions. The construction of the intermediate 
sway bracing is fully shown on the drawing. 

The connecting plates at the different panel points are all ^ 
inch in thickness. They are riveted to the inside of the upper 
chord and end posts, and to the outside of all the other mem- 
bers. The reaction of the panel point L^ is transferred from the 
end post to the pedestal by a 6-inch pin, the necessary bearing 
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Art. 122. Plate VI. 



1 Truss Bridge. Span, 170 Feet. 
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of the end post being secured by means of |-inch pin plates in 
addition to the large connecting plates. On account of the 
eccentric location of the pin, two angles are inserted to reduce 
the effect of this eccentricity on the pin plates and to aid in 
transferring its share of the stress into the cover plate. 

The general construction of the pedestals or shoes at both 
ends is indicated on the drawing. The rollers are 3 inches in 
diameter. In the first shoe the 3^-inch vertical legs of the 
angles are planed to 3 inches. The web or pin plates of the 
pedestals as well as the bearing and bed plates are | inch thick, 
while the connecting angles are 6" x 6" x |". The anchor 
bolts are of soft steel ij inches in diameter and 2 feet long, 
having cold-pressed threads and foxed ends. 

The ends of stringers and floor beams are faced as well as 
those of abutting compression members in order to secure per- 
fect contact. All rivet holes are punched ^ inch less and 
reamed to -^ inch greater diameter than that of the rivet. All 
truss members are assembled in the shop and the field-rivet holes 
reamed to a perfect fit. 

In the shorter spans the diagonals (/iL^ are made of two chan- 
nels laced together instead of two pairs of angles similarly con- 
nected, and the sections of the end post are balanced by riveting 
flats to the lower flanges of the channels. 

A riveted truss bridge of the same type whose span is 1 50 
feet is described and illustrated in Engineering News, vol. 40, 
page 114, Aug. 25, 1898. It was designed by the same engi- 
neers for the Kansas City, Pittsburg and Gulf Railroad, Two 
of the principal differences in the details consist in the upper 
chord being laced on both the upper and lower sides, and in 
the portal bracing being a simple lattice girder, combined with 
knee braces, attached to the upper side of the end post. See 
also two communications on the comparative economy for short 
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spans of riveted trusses and the "A" type of pin-connected 
trusses, on page 346 of the same volume. 



Art. 123. Details of a Baltimore Truss. 

Plate VII shows the standard details for riveted bridges 
adopted by the New York Central and Hudson River Railroad. 
One of the reasons for adopting the Baltimore truss for riveted 
bridges was the necessity, in a number of instances, of shallow, 
solid trough floors requiring short panels. A large number 
of these trusses have been built during the recent extensive 
renewals on the principal lines of this railroad, involving in the 
aggregate, up to 1902, about 70000 tons of steel bridges. 

The plate shows the details of the connection of rectangular 
trough floors to the lower chord whose depth is greater than 
that of the upper chord, since it is subject to combined flexure 
and tension. When the floor system consists of stringers and 
floor beams, the bottom flanges of the floor beams are almost 
even with the bottom of the lower chord, and in order to secure 
adequate connections to the verticals of the trusses the web is 
spliced near each end, and the end web plates extended upward 
as a gusset plate or knee brace, in the same manner as for 
through plate girders {see Fig. 56). The splice plates extend 
beyond the ends of the outer stringers, thus serving also as 
filler plates, and these, together with the web plate, are slotted 
over the upper flange angles of the chord. 

The short suspenders and the short diagonals, as well as the 
long sub-verticals in the smaller spans, are made up of two 
pairs of angles laced together. The long suspenders either 
have two plates in addition to the four angles, or they consist 
of two channels laced on both sides. The long diagonals and 
the lower chord consist of built-up channels with additional 
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web plates on the inside, or filler plates between the angles on 
the outside, in order to enlarge the section when needed. The 
sections of the upper chord and end post are similar to those 
which are built up of plates and angles for pin-connected trusses 
of short spans. 

Both the portal and intermediate sway bracing consist of 
lattice girders with multiple systems of webbing, the flanges 
being composed of two angles and a plate which is wide 
enough for the connections of the web bracing. Brackets are 
also used, those of the portal having a solid web while the 
others have only a single pair of angles to stiffen the main 
knee-brace angles. The upper laterals are composed of two 
pairs of angles laced together so as to form a member as deep 
as the chords to which they are connected. The lower laterals 
consist of two angles riveted back to back, and are spliced to a 
common connecting plate which is riveted to the bottom flange 
at the middle of alternate floor beams. By means of angle 
clips they are also , connected to the lower flanges of the 
stringers. The end connecting plates are attached to the bottom 
angles of the lower chords. 

The lower ends of the trusses are connected by end floor 
beams, and are supported by pedestals whose pin bearings are 
located below the lower chord. The web or pin plates of the 
pedestals are stiffened by outside angles and by. a connecting 
diaphragm, the pin taking bearing throughout its length. Alter- 
native details are given for nests of cylindrical and segmental 
rollers respectively. 

Figs. 147—149 give three views of one of the fixed spans of 
the New York Central and Hudson River Railroad passenger 
bridge at Albany, N. Y. The span is i8i| feet long. The 
trusses are 30^^ feet deep and are spaced 29 feet center to center. 
The composition of the principal members together with a small- 
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scale illustration showing the character of the details, which 
conform to the standards described above, are given in Engi- 
neering Record, vol, 40, page 498, Oct. 28, 1899. The railroad 
improvements are also briefly described in Railroad Gazette, 
vol 31, page 774, Nov. 10, 1899, and several views are given of 
the old bridge trusses as well as of the new ones which replaced 
them. The new structure was completed in 1900. 

The views show clearly the connections at the joints, and the 
relation of the members meeting at the different joints, as well 



as the forms of the members and their details. The bridge was 
designed for very heavy passenger service, and especial atten- 
tion was given to securing stiffness as well as adequate strength 
in the truss members and in each span as a whole. These three 
illustrations, Figs. 147-149, are from photographs taken in Jan- 
uary, 1902, and kindly furnished for publication here by W. J. 
WiLGUS, Chief Engineer of the New York Central and Hudson 
River Railroad. 
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STRESSES IN SIMPLE TRUSSES. 
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Chap. I. — Stresses in Roof Trusses. 

II. — Bridge Trusses under Dead Loads. 

III. — Bridge Trusses under Live Loads. 

IV. — Final Stresses for Bridge Trusses. 
V. — American Bridge Trusses. 

VI. — Bridge Bracing, Members and Floors. 
VII. — Deflection and Least Work. 
VIII. — Miscellaneous Structures. 



This edition has b«en rewritten and reset. Many new articles have been 
added, while the matter and arrangement of those retained have been mate- 
rially changed. Nearly all of the examples and problems are new and in 
most cases relate to actual structures. Nearly all the illustrations are new 
Numerous references to engineering jjeriodicals have been added, while the 
historical notes have been largely extended. Compared with the fifth edition 
the number of chapters has been increased from six to eight, and the number 
of pages from 191 to 326 ; the number of line cuts has been considerably in- 
creased and thirty half-tone illustrations introduced, nearly all of which show 
bridges of modern design, and two folding plates have been added. 
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CHAPMAN & HALL, Limited, London. 
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3 MERRIMAN ua> JACOBV. 
PART II. 

GRAPHIC STATICS. 

Third Edition, Octavo, Cloth, Price la-so. 
CONTENTS: 

Cbap^ I. — Principles and Methods. 
II. — Analysis of Roof Trusses. 
HI. — Bridge Trusses. 
IV, — Locomotive Wheel Loads. 
V. — Trusses with Broken Chords. 
VI. — Miscellaneous Trusses. 
VII. — Elastic Deformation of Trusses. 

This edition contains nearly double the matter of former ones, a.ad 
also two new plates. The determination of the positions of locomotive 
wheel loads which produce maximum stieases, has been reduced to the 
same simple operation of stretching a thread over a load line for trusses 
with curved chords as for those with horizontal chords. In order to reduce 
the analysis of stresses to its simplest form and to economize labor in the 
practical application, a special effort has been made to use such combina- 
tions of improved graphic methods as are best adapted to modern types of 
trusses, to arrange the tables in convenient form, and occasionally to replace 
intermediate graphic operations by computation. 
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Ouq). I. — History and Ltterature. 

II. — Pkinciples of Economic Desigh. 
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IV. — Bridge Shops and Shop Practice. 
v.— Tables and Standards. 
VI. — Details of Plate-girder Bridges. 
VII. — Design of a Pi.ate-girder Bridge. 
VIII. — Details of Railroad Pin Bridges. 
IX. — Design of a Pin Truss Bridge. 
X. — Design and Detailing of a Highway 
XI. — Railroad Riveted Bridges. 

This edition has been entirely rewritten in order to bring the subject fiillj 
1^ to date. The new designs of girders and simple trusses conform to the 
latest specifications and the best practice, and numerous new standard details 
are described. Compared with the third edition the number of pages has 
been increased from 319 to 374 and the number of cuts from 57 to 149, of 
which 20 are full-page illustrations ; the number of folding plates Is the samc^ 
but all oi these are new. 

PUBLISHED BY 
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PART IV. 

HIGHER STRUCTURES. 

Second EorncKf, Octavo, Cloth, Price ^2.50. 
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Chap. I. — Continuous Bridges. 
II. — Draw Bridges. 

III. — Cantilever Bridges. 

IV. — Suspension Bridges. 
V. — Three-Hinged Arches. 

VI, — Two-Hinged Arches. 
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In this volume partiall}' continuous swing bridges are thoroughly discussed, 
and an exact method given of finding the true reactions and stresses. The 
cantilever and suspension systems are treated more fully than is usual in 
American books, and critical analyses are given regarding the limitations of 
the theory and economic proportions. Arches are treated in detail under 
different loadings, and the stresses for several cases are derived by simple 
graphic constructions. Throughout the attempt has been made to present 
the subject concisely and clearly, to incite interest by giving historical infor- 
mation, and to illustrate the theory by many numerical examples. 
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